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CHAPTER XXXIV

IMPORTANCE OF STAGE-COACH TRAVEL BETWEEN 1800 AND
1840 SPEED AND RATES OF FARE COMPETITION

BETWEEN RIVAL NEW ENGLAND LINES ITS EFFECT

ON A BOSTON DANCING MASTER WHEELED VEHICLES

OF SMALL USE WEST OF THE ALLEGHANIES UNTIL
AFTER 1820 CHICAGO IN 1833 DEVELOPMENT OF

STAGE LINES IN THE MIDDLE WEST THE STAGE

DRIVER ACCIDENTS ADVENTURE OF HENRY CLAY
- THE LOST SPEECH OF BLACK HAWK

IT
is doubtful if any description written to-day

could adequately portray the importance in its

relation to the affairs of the people which stage-coach
traffic assumed during the period between 1800 and

1840. During the years in question it was the only means

by which a large part of the population could accomplish
overland journeys, and even in those instances wherein

rivers and canals were available for some portions of the

expeditions to be undertaken, travellers often had to resort

to the stage-coach for considerable parts of the distances

traversed. There was no general thought
1
of the future

possibility of more comfortable and rapid means of over-

land conveyance, and all those circumstances of progress
i Until about 1826.
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by stage which now seem to us to be so archaic and

remote were then esteemed as the height of travel luxury.

It was seldom that complaints were made by the public

about the uncomfortable and wearying conditions that

inevitably attended stage-coach travel in those times.

Whatever happened on a journey was accepted as a mat-

ter of course and endured with complaisance and fortitude.

The foreign traveller Weld 1

gives an illuminating de-

scription of the spirit in which both passengers and stage-

coach driver met, with mutual understanding, the difficul-

ties of an expedition. He says: "The driver frequently

had to call to the passengers in the stage to lean out of

the carriage, first on one side, then on the other, to pre-

vent it from oversetting in the deep ruts with which the

road abounds. 'Now, gentlemen, to the right!' Upon
which the passengers stretched their bodies half way out

of the carriage to balance on that side. 'Now, gentlemen,
to the left!'

" and so on.

The speeds attained by the stage-coaches in those

days were esteemed as little short of marvelous. Isaiah

Thomas, Jr.,
2 had occasion in 1812 to travel from Wash-

ington to Baltimore. The trip required one and a half

days for its completion in a coach drawn by three horses.

He rode in a regular passenger conveyance. The much
swifter mail coaches over the same route then left Wash-

ington at four o'clock in the morning and reached

Baltimore, under favorable conditions, about an hour be-

fore midnight on the same day These rates of move-

ment were typical of the speeds maintained through-
out the East for many years. One of the best known

stage-coach trips of the time was that between Provi-

1 In his "Travels through the States of North America": Vol. i, pp. 37-38.
2 The well-known Boston printer. His book is entitled "Reminiscences and Sketches."
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dence and Boston. Travellers from New York to

Boston usually left their destination by a steamboat

which landed them in Providence in about twenty-
three hours, and they then immediately embarked in

stage-coaches to traverse the remaining forty miles to the

Massachusetts metropolis. No less than fifteen or twenty,
and sometimes twenty-five coaches a day plied between

the two cities. In a letter written in 1822 in description
of the trip, it was said : "We were rattled from Provi-

dence to Boston in four hours and fifty minutes. If any
one wants to go faster he may send to Kentucky and

charter a streak of lightning."

The fare for the Providence-Boston trip was ordi-

narily three dollars, but the price of a stage-coach ticket,

either for that journey or any other, was by no means

permanently fixed. Whenever a new stage line was estab-

lished the older organizations whose field wr

as thus in-

vaded usually reduced their price of passage in the

hope that the new company would thereby find its busi-

ness unprofitable and be compelled to abandon its

competition. If the new company met the lowered pas-

senger tariff then the established lines would promptly
make another reduction. When all parties to one of these

rate-cutting controversies entered upon the struggle with

a grim determination to win, the results were sometimes

peculiar and also highly satisfactory to the travelling pub-
lic. One of the most memorable of these fights for traffic

was begun by the action of a new Boston-Providence line

in reducing its charge to $2.50. The old lines retaliated

by a still further cut to $2.00. By this time the people of

the two cities became enthusiastic in their efforts to en-

courage the combatants, and so heartily did the warring
New England companies enter into the spirit of the fray
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that the cost of tickets between the communities soon dis-

appeared altogether, and every passenger by any of the

competing lines was finally in receipt of a free dinner

and a bottle of wine in payment for the privilege of trans-

porting him over the road.

The people of the two towns or as many of them as

could possibly do so arose to the occasion and for a

brief interval the travel between the places assumed

astonishing proportions. At this time one of the promi-
nent dancing teachers of Boston was a man named Shaffer,

very well known and famous for his wit. When the stage-

coach lines had reached the point of carrying their patrons
for nothing and giving them wine and food in addition,

Shaffer could stand the strain no longer. He dismissed his

classes; closed his academy; abandoned his profession;
and spent his entire time for more than a week in being
carried back and forth between Providence and his own

home, pausing between trips to enjoy the hospitality of

the company he had deigned to honor with his patronage.
The inevitable truce between the competing proprietors,

and its attendant restoration of rates, was the catastrophe
which sent the dancing master and many other of his

townsmen back . to their ordinary vocations. It was

Shaffer who responded one day when an extraordinarily
fat man descended from the stage-coach in front of a

tavern and inquired how much the establishment charged
for its dinner. Shaffer walked slowly around the new

arrival, then backed away a few steps in order to get a

better view, cocked his head to one side and said: "For

that size, four dollars."

Thurlow Weed,
1

in an account of a trip between

Albany and Rochester, New York, in 1824, gives further

1 In his "Autobiography"; vol. 1, pp. 139-140.
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insight into conditions encountered by stage-coach travel-

lers. He says in his narrative:

"We left Albany at seven o'clock in the evening, and traveled dili-

gently for seven nights and six days. The road from Albany to Sche-

nectady, with the exception of two or three miles, was in a horrible

condition, and that west of Schenectady, until we reached Tribe's Hill,

still worse. For a few miles in the vicinity of Palatine Church there was
a gravelly road over which the driver could raise a trot, but this was
a luxury experienced in but few localities and those far between. Pas-

sengers walked to ease the coach every day and each night. Although

they did not literally carry rails oh their shoulders to pry the coach out

of the ruts, they were frequently called upon to use rails for that pur-

pose. Such snail-paced movements and such discomforts in travel would
be regarded as unendurable now; and yet passengers were patient and
some of them even cheerful, under all those ills and annoyances. That,

however, was an exceptional passage. It was only when we had horrid

bad roads that the stages dragged their slow length along."

Josiah Quincy
1

also left his observations of a stage

journey from Philadelphia to Washington in February
of 1826. The record was made in his diary and reads:

"At three o'clock this morning the light of a candle under the

door and the rousing knock told me that it was time to depart, and

shortly after I left Philadelphia by the Lancaster stage, otherwise a

vast, illimitable wagon, with seats without backs, capable of holding
some sixteen passengers with decent comfort to themselves, and actually
encumbered with some dozen more. After riding until eight o'clock we
reached the breakfast house, where we partook of a good meal, and took

on Messrs. Storm and Wheaton. We then proceeded through a most
beautiful tract of country with good fences and stone barns which proved
the excellence of the farming. The roads seemed actually lined with

Conestoga wagons each drawn by six stalwart horses and laden with

farm produce."

On this trip Quincy went from Boston to New York
in four days, from New York to Philadelphia in one day,
and from Philadelphia to Washington in three days, mak-

ing his entire time for the journey between Boston and

Washington eight days. It was in the following year of

1827 that the work of building the Baltimore and Ohio
1 His description of a trip from Boston to New York appears in Chapter XI.
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Railroad was proposed, and Quincy's trip, therefore, fur-

nishes a fair illustration of conditions attending stage-

coach travel and of the time consumed by it just before

the commencement of the railroad era.

Quincy also tells a story of a Massachusetts traveller

who, at about the same period, was dashing through the

town of Andover on a Sabbath day in his carriage, in

defiance of the laws of the commonwealth, when he was

halted and threatened with arrest by an indignant church

deacon. But the wayfarer was equal to the emergency.

Checking his horses and assuming an appearance of pro-
found anxiety, he cried to the deacon, "Tell the good

people of Andover that you permitted me to pass because

my mother is lying dead in Boston"; and as the deacon

recoiled a step from the news thus shouted to him, the

traveller gave his horses their heads again and called back

to the deacon, "You may add also, if you please, that

she has been lying dead there for some twenty years."

The carriage then disappeared in a cloud of dust.

Owing to the lack of bridges across the rivers, except

in a few thickly settled districts and the immediate neigh-

borhood of cities, any extended journey by coach or wagon
necessitated frequent recourse to ferries. Many of these

were nothing but rickety scows whose pertinacity in hold-

ing together was often the marvel of those voyagers who

sought their use, although they sometimes did fulfil ex-

pectations by collapsing or sinking under a too onerous

burden. Nearly every passage of a river by ferry ex-

cept on a busy highway was an hour of anxiety. An

experience of the sort was apparently too familiar to the

Americans for comment or chronicle, but a few visitors

from other lands did leave accounts of such navigations.
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One of these
1 wrote the following description of the man-

ner in which he got his equipage across a stream:

"The next job was to ferry the baggage over; and this effected, the

horse was towed across by the nose, an operation of some delicacy both

to actors and spectators. Lastly came the transportation of the wagon,
and here all my seamanship served only to show the hazard incurred

of losing the whole conveyance. If the rope . . . old and much
worn, had given way, as I fully expected it would, when the wagon
was half-channel over and nothing in sight but four or five inches of

railing above the water, we must have bivouac'd where we were. . . .

Fortunately we succeeded in dragging the carriage across, and when
the four wheels fairly touched the bank I thought of course that all

our difficulties were over. But the united strength of all aboard, males

and females, young and old combined, could not budge it more than a

foot out of the water. 1 don't know what we should have done had

we not spied near the landing place a fathom or two of chain, one end

of which our active little commanding officer soon tied to the carriage,

and the horse being hitched to the other we drew it triumphantly to

land, with a cheer that made the forest ring."

During the second, third and fourth decades after 1800

nearly all the principal cities as far west as Pittsburgh

were connected by several lines of stage-coaches. Certain

of these lines carried the United States mails and made
the quickest trips between the communities they served.

The other lines maintained slower schedules. This phase
of the varying land travel accommodations obtainable at

that time is well illustrated in a volume dealing with the

development of Pennsylvania.
2

In its discussion of the

service existing between Pittsburgh and Philadelphia in

1831, the book says:

"The announcement was made in the Pittsburg papers of May, 1831,
that Reeside, Slaymaker & Company had, with their usual enterprise and

public spirit, established four lines of stage coaches to run through to

Philadelphia; the first in two and a half days; the second in four days,

both of them daily; the third to start tri-weekly, and the fourth to run

daily in four days .... This was considered at the time a great

1
Captain Basil Hall of the British Navy, in "Travels in North America": Vol. i,

pp. 270-271.
2 W. II. Wilson's "Notes on the Internal Improvements of Pennsylvania."
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advance upon the previous traveling facilities. The writer well recollects

the advent of the fast mail line to run through in two and a half days.

The coaches were built as light as possible consistent with strength and

carried but six passengers each. The four-horse teams were carefully

selected, and changed every ten miles. As the sound of the horn an-

nounced the approach of the stage to the changing station the fresh horses

were brought out, each in charge of a groom, and the change was effected

and the coach rolling away before the passengers hardly realized what
was being done. The contrast to the old order of things was so marked
as to excite a good deal of wonder and remark along the road.'X

1
)

By the year 1832 the trip between Boston and New
York in which Quincy but six years before had con-

sumed four days had been reduced to one of forty-one

hours. In the last-named case, however, the passengers

were not permitted to stop during the night at a tavern

even for four or five hours of sleep, but were carried for-

ward both day and night without intermission. At that

time the swift-moving passenger between the two cities or-

dinarily paid a fare of eleven dollars. During the pre-

vious forty years the general improvements of roads

throughout the East, coupled with competition, had re-

sulted in a considerable reduction in the cost of stage-

coach transportation. Whereas in 1832 a man could be

conveyed from Boston to New York for eleven dollars,

in 1783 and for some time thereafter the stage patron
had been compelled to pay ten dollars for his passage
between Boston and Hartford. Perhaps in a general way
the decrease to the public in the cost of stage-coach travel

amounted to about fifty per cent, during the generation

immediately following 1800.

In the winter time except in those regions where

snow was not a serious impediment to travel the stage-

coach lines sometimes placed their vehicles on sled bodies

instead of wheels and succeeded in maintaining their

1 Stage tickets from Philadelphia to Pittsburgh, during the heyday of stage-coach
travel, cost from $15.00 to $20.00.
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service with but a small decrease in speed. On occasions

when the ordinary stage-coach body would have been too

heavy to be dragged through the snow its use was tem-

porarily abandoned in favor of small, open, box-like struc-

tures, in which the travellers were exposed to all the in-

220. Primitive American rails and tracks. The stone sleeper and rail at the

left illustrate the track construction of the Portage railway, built by the

state of Pennsylvania between Hollidaysburg and Johnstown in 1832. The
block and rail at the right show the first track of the Camden and Amboy
road, in 1831. From the National Museum's illustrations of its original

specimens.

clemencies of the weather. The salient features of a winter

trip to Philadelphia from New York in 1836 are thus

stated:
1

"On the fourteenth of February, 1836, I left Philadelphia at 5 p. m.,

and was fourteen hours going to New York with the Great Southern

Mail, although the sleighing was good. We rode in an open sleigh or

box on runners, and the passengers sat on the mail-bag. The fare from

Philadelphia to New York was six dollars."

The conditions of land travel just previous to the

introduction of the canal and railway wrere very far from

being uniform throughout the whole extent of territory

east of the Mississippi. It was only in the northern and

eastern sections of the country, and as far west as Pitts-

burgh, Wheeling and Washington, that there existed so

favorable a situation as has been described. Some of the
1 S. W. Robert's "Address to the Pennsylvania Historical Society."
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typical adventures to be expected by the man who jour-

neyed west of Pittsburgh by stage, even at as late a day
as 1837, are suggested in an account of an overland trip

from Pittsburgh to the town of Erie, Pennsylvania, written

by a Scotch civil engineer
1 who travelled extensively

through the country in the year named for the purpose
of studying American public works. He said:

"On the road leading from Pittsburg on the Ohio to the town of

Erie, on the lake of that name, I saw all the varieties of forest road-

making in great perfection. Sometimes our road lay for miles through
extensive marshes, which we crossed by corduroy roads, formed of

trees. . . . cut in lengths of about ten or twelve feet and laid close

to each other across the road to prevent the vehicles from sinking; at

others the coach stuck fast in mud, from which it could be extricated

only by the combined efforts of the coachman and passengers ; and at one

place we traveled for upward of a quarter of a mile through a forest

flooded with water which stood to the height of several feet on many
of the trees, and occasionally covered the naves of the coach-wheels.

The distance of the route from Pittsburg to Erie is one hundred and

twenty-eight miles, which was accomplished in forty-six hours, being
at the very slow rate of two miles and three-quarters an hour, although
the conveyance by which I traveled carried the mail, and stopped only
for breakfast, dinner and tea, but there was considerable delay caused

by the coach being once upset and several times mired."

In the South the roads suitable for vehicles were still

few and far between when compared with similar high-

ways in the North, and much of the overland movement
of the people, except on north-and-south roads near the

coast, was still accomplished on horseback. During the

second war with Great Britain communication by sailing

packets between the north Atlantic states and the southern

seaboard was almost entirely cut off, and for commercial

purposes there remained no method of intercourse be-

tween those two sections of the country save that afforded

by the Conestoga wagons. Long trains of those land

1 David Stevenson. The quotation here given is from his "Sketch of the Civil Engi-
neering of North America, etc.," London: MDCCCXXXVI1I, pp. 216-8.
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frigates departed daily from the northern cities toward

the South, laden with commodities desired by the people
of that region. As a natural consequence of the time and

expense incurred in making a journey by that means from

the North to the South, the expense of conveying goods
between the two regions was extraordinarily high. The

freight rate by Conestoga wagon from Boston to Charles-

ton was no less than forty cents a pound for goods of

light weight, or eight hundred dollars a ton.

From ten to twenty overland wagons that had started

from Baltimore, New Haven, New York, Philadelphia,

Boston and Richmond arrived in Charleston every day

during a considerable period of the War of 1812, so that

if the various charges on the goods carried by them aver-

aged but ten cents a pound, the aggregate freight costs

for ten or twenty wagon loads of articles so transported

from the North to that one city would have been between

four thousand and eight thousand dollars a day. Not all

this merchandise, of course, was destined for Charleston.

Much of it went still farther south to other communities.

This long interruption of sea travel by means of the

swift sailing packets that had hitherto united the northern

and southern ports really proved a stimulus to the develop-
ment of land movement between the two sections, for it

forced the people to an increased use of stage-coaches and

to the betterment of their roads. After the war the At-

lantic sailing packets never wholly recovered their pre-
vious prestige as passenger carriers. Within a dozen years
little steamboats appeared on the various bays and rivers,

and in course of time those mechanical craft began run-

ning in close business connection with various southern

stage lines. Thus was forming a new system that com-

peted for and secured a large portion of the human traffic
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between North and South until railways supplanted the

stage-coach part of the coalition.

Other conditions that retarded the development of

travel facilities in the South between 1800 and 1830 have

been outlined in those chapters dealing with the diplomatic

conflict between the white and red races. Land travel

from the South to the West save on three or four roads

leading through Virginia and North Carolina to Ten-

nessee and Kentucky was still a matter of considerable

toil. Yet the communication facilities between the East

and the Mississippi were showing a marked improvement
when compared with the situation that had existed a few

years before. An illustration of the progress made in

bringing the East and the extreme West more closely

together is that contained in the respective intervals of

time which were required to carry the President's mes-

sage from Washington to Little Rock, Arkansas, in 1819

and in 1829. The message of December 7, 1819, was

seventy-eight days on its journey to Little Rock, and did

not arrive in that town until February 22 of 1820. Jack-
son's annual message of December 8, 1829, in contrast,

was hurried from Washington to Little Rock in the

astonishing time of fourteen days. A local newspaper
1

commented on the prodigy in the following words:

"Thus have the improvements which have been made in

the expedition of our mails brought us, as it were, sixty-

four days nearer the city of the General Government
than we were ten years ago." Doubtless the editor who
uttered this encomium on the progress of his day thought
that the possibilities of development had about reached

their limit.

The disabilities under which the people of the West
1 "Little Rock Gazette," December 29.
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221. The first T rail. Shaded section shows the design as originally whittled

out of a pine stick by Stevens in 1830. Unshaded section shows rail as

made in England for him in 1831. This is the Camden and Amboy rail

depicted in the preceding. From the National Museum's illustration of

its original specimen.

labored, from the beginning of the century until about

1825, are suggested by an observation of Christopher
Schultz in his Travels on an Inland Voyage. Schultz

remarks: "If the mud does not get quite over your
boot tops when you sit in the saddle they call it a middling

good road."

The observation here quoted is a humorous exaggera-

tion, but it is nevertheless true that any human movement

over the so-called roads of the Middle West was at cer-

tain times out of the question. In the rainy seasons, in

fact, vehicle traffic was not even attempted throughout

large districts of the country and travel was performed on

horseback or not at all.
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Another description of early western road conditions,

somewhat more elaborate than that of Schultz, is con-

tained in Charles Cleaver's History of Chicago from
1833 to 1892; Describing the Difficulties of the Route

from New York to Chicago? In his reminiscences of the

conditions he encountered in the village of Chicago dur-

ing 1833 and thereafter, Cleaver says:

"Parties informed us that in the spring we would find it almost im-

possible to get around for the mud a truth very forcibly illustrated

when a few months later I got into a wagon to go about one and a half

miles northwest. ... It was with the greatest difficulty that two

good horses could pull the empty wagon through the two feet of mud
and water across the prairie we had to cross. I once heard Mr. Elston's

place called 'the mud farm,' not an inappropriate name for it at that

time. A year or two later I saw many teams stuck fast in the streets of

the village. I remember once a stage coach got mired in Clark Street

opposite the Sherman House, where it remained several days with a

board driven into the mud at the side of it bearing this inscription: 'No
bottom here.' I once saw a lady stuck in the mud in the middle of Ran-

dolph Street at the crossing of La Salle. She was evidently in need of

help, as every time she moved she sank deeper and deeper. An old gen-
tleman from the country, seeing the situation, offered to help her, which
had such an effect upon her modesty that with one desperate effort she

drew her feet out minus her shoes, which were afterward found over

a foot in the mire, and reached the sidewalk in her stockings."

At the time Henry Clay was making his appeal for

a national highway between the East and the West, it

usually required about three or four weeks to travel from

New York or Washington to Cincinnati, Corydon,
2
or

St. Louis. In a copy of the Western Censor and Emi-

grant's Guide, published in Indianapolis on January 19,

1824, appeared a little paragraph indicating that the latest

news from the state capital was dated January tenth.

Eight days, therefore, had been required to span the

distance between Corydon and Indianapolis. In the same

issue of the Western Censor appeared another item in-

1 Page 50.
2 Then the capital of Indiana; a small town in the southern part of the state.
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dicating that the most recent information received from

Washington was dated December twenty-seventh. More
than three weeks had elapsed between the departure of

the letters from the national capital and their arrival

at Indianapolis.

The first number of the Western Censor that of

March 7, 1823 contains a communication describing an

overland trip between Indianapolis and Fort Armstrong,
four hundred miles north of St. Louis. It was made

by Israel Mitchell and a small party of Indiana

people. They were twenty-three days on the way. In

telling of the journey Mitchell said: "We suffered more
than can well be imagined from wet, cold and hunger,

being wet to the knees and often to the neck. The
streams through Illinois were all high, and had no timber

on them to make rafts, and we had no alternative left

but to swim. Had it not been for honey we must have

nearly perished. We had not a full meal of meat for

thirteen days, and for four days nothing but honey. . . .

Fasting and fatigue have weakened us very much."

Mitchell also mentioned that a steamboat named

Virginia had recently reached Fort Armstrong from

Wheeling, in Virginia, after a voyage of three weeks.

This was the first steamboat to penetrate so far up the

Mississippi River.

It was not until the year 1820 that the upper part

of the Mississippi valley found itself in fairly reliable

and regular communication with the eastern states. Even

then the new era in overland rapid transit was at first

mainly concerned with the delivery of the mails. The
routes used were the old roads and their later continua-

tions which extended westward through the mountains

and into Tennessee and Kentucky. A St. Louis news-
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paper of 1820
1 mentions the revolution in the speed of

the mails in the following paragraph:

"After the vexatious delays which we have been long subjected to in

our mail communication with the Atlantic states it is a matter of agree-

able satisfaction to find a line established on which dependence can be

placed. On the Vincennes route we now have regular arrivals from the

principal towns in Kentucky and Ohio in six days, from Washington to

Baltimore in twenty, Philadelphia twenty-one, New York twenty-two,
and Boston twenty-four."

From this it will be seen that by special effort a man

might, at that date, proceed overland from New York to

St. Louis in but little more than three weeks, and that

only six days were required to go from Cincinnati or

Louisville to the town on the western bank of the Mis-

sissippi. Passenger stage-coaches appeared on the western

part of this route a few months later. An Indiana news-

paper of 1820
2 announced certain new facilities for travel

then impending in a paragraph which read:

"We are gratified in seeing it announced that a line of stages is

established to run from Louisville through Vincennes to St. Louis. This
will be an invaluable accommodation to travelers to the West, who have
hitherto been obliged to resort to tedious and vexatious means of con-

veyance. We are glad also to see the progress of public improvement.
Comfortable houses and good farms are creating on the St. Louis road,

and a stage coach with passengers will soon be humming across those

vast and cheerless prairies, where, but a short time since, the wolf and

deer were the principal inhabitants, or men in savage attire, as ferocious

and wild as they. The benefits of the enterprise of Mr. Foyles will be

felt and acknowledged by many a grateful traveler, and we hope it will

receive the particular attention of the Postmaster-General."

This overland movement to the West, aided by Mr.

Foyles, followed the earlier Kentucky roads to Louisville.

There the travellers crossed to the north side of the Ohio,
and by means of the old Vincennes trail recently

widened and improved they proceeded to the second

1 "The Enquirer," Feb. 12.
2 "The Indiana Cenlinel" of Sept. 2.
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capital of Indiana territory and then swung westward

across Illinois.
1 On this and some other of the early

roads of the West the pioneer stage-coach companies

adopted a rule which caused a considerable fluctuation

in the rates of fare which passengers were charged for

their transportation. A traveller was arbitrarily consid-

ered to weigh one hundred pounds. As the "Mail Stage

223. The road-bed, stone foundations, stone stringers and flat iron rails used in

laying part of the Baltimore and Ohio Railroad in 1833. Numerous ex-

periments and methods in track-making were tried by the Baltimore and
Ohio during the first years of its existence. From the National Museum's
illustrations of its original rails and stone blocks.

Rules" of the Emison and McClure Company put it,

"one hundred pounds weight will constitute a passenger,

and to be paid for accordingly, and a greater or less

weight in proportion."
2 So it will be seen that if a

traveller had the misfortune to weigh one hundred and

fifty pounds he would, according to the regulations, con-

stitute a passenger and a half, and would be compelled
to pay for himself on that basis; and if he tipped the

scales at two hundred pounds he then represented two
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persons, as far as the price of his ticket was concerned.

He was, however, allowed to carry fifteen pounds of

excess weight in the stage, provided the said fifteen pounds
was baggage and not a component part of his own person.

Rule number nineteen of the Emison and McClure Com-

pany disclaimed responsibility for the loss of any trunks

or other baggage carried by coach. Aside from these

features of administration, which were doubtless com-

mon to all or nearly all the early stage companies of

the interior, their rules indicated a real and business-like

desire to satisfy their patrons. The employees of the com-

panies were forbidden to indulge in language or conduct

that was unseemly, and were instructed to treat passengers
with "the utmost politeness."

Although by this time there were numerous stage

routes in the eastern states on which travellers went for-

ward toward their destinations both by day and night
without intermission, the newer roads in the interior did

not permit a like procedure, and the speed attained by
the pioneer stage lines of the Middle West was but a

fraction of that accomplished by the eastern lines of the

same years. The schedules of the first coaches running
over the road between Louisville and Vincennes were

announced to the public by means of advertisements when
the service was projected, and one of these announce-

ments 1
read:

"The Vincennes stage to Louisville leaves Francis Cunningham's
in Market Street, Vincennes, on Wednesday mornings at six o'clock,

arrives in Louisville at three o'clock p. M. on the Friday following
leaves Louisville on Saturday morning at six o'clock and returns to

Vincennes on the Monday following at three o'clock p. M. distance to

Louisville one hundred and twenty-six miles."

Including the two nights spent on the road between
1 From the "Indiana Centinel and Public Advertiser" of May 13, 1820.
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the cities named, it consequently appears that the traveller

proceeded at an average rate of less than two and one-

fourth miles an hour. The running schedule for that

part of the journey between Vincennes and St. Louis 1

was as follows :

"The Union Line of stages, in conjunction with the Louisville Line,
will commence on the fifth day of September, inst., to run regular from

Vincennes, la., to St. Louis, Mo., to leave Vincennes every Tuesday at

two o'clock P. M., arrive at St. Louis on Friday by two o'clock p. M.

Leave St. Louis on every Saturday at half past four A. M. and arrive at

Vincennes on Monday by six P. M."

Similar advertisements, published during the next

few years in the same parts of the country, showed that

an average rate of movement not exceeding three miles

an hour was all that could be expected by stage-coach

during any extended journey which required one or more

nights on the road. A man journeying from Vincennes

to St. Louis by the road and in the manner here outlined

spent three days in crossing the state of Illinois.
2

A considerable traffic soon appeared on this first of

the "through routes" of the Middle West, and two other

necessary conveniences of travel -- in addition to the stage-

coaches themselves speedily multiplied. These were

the taverns and the ferries. Innkeepers and ferry pro-

prietors competed almost as actively for traffic as did

the coach lines themselves, and their representatives al-

ways met the incoming stages, distributing to the passen-

gers printed handbills which called to their attention

1 As announced by Proprietor Foyle in the "Indiana Centinel" of September 2, 1820.
Regular service between Vincennes and St. Louis was not established until some months
after the coaches were put in operation between Louisville and Vincennes.

2 After writing the above paragraphs relating to the beginning of periodic stage-coach
travel in the Middle West, the author, in an endeavor to fix the precise date of this event,
came upon an advertisement reading as follows: "SPECIAL NOTICE. The U. S. Mail
Stage from Vincennes to Louisville will commence its regular running on the twentieth

April. The St. Louis Union Line from Yincennes to St. Louis will also start at the
same time. Travelers from Louisville to St. Louis by this conveyance will be but five

days on the road. THE PROPRIETORS." From the "Western Sun," of Vincennes,
April 7, 1821.
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the excellencies or conveniences of the institutions whose

interests they advocated.
1

Although it often happened
that a stage-coach company owned, or had an interest in,

several of the taverns along its route, and although the

coaches of any given line always stopped at one particular

inn, there was no obligation on the part of the travellers

themselves to patronize taverns with which their convey-

224. Sectional View and side view of the roadbed and track structure adopted
by the Boston and Lowell road in 1834-1835. The rails rested on stone

blocks, which in turn stood on deep foundations of broken stone. From
Stevenson's "Sketches of the Civil Engineering of North America": 1838.

ances were affiliated, and constant efforts were made by
rival landlords and ferrymen to secure patronage. A
steady stream of westward-bound emigrants also moved

through the country either in their own canvas-covered

wagons or on horseback, and these were likewise the legiti-

mate prey of all those who represented any feature of the

new transportation facilities that were so rapidly coming
into existence.

The position held by a stage-coach driver of the old

days, in the estimation of his acquaintances and the gen-
eral public, was very similar to that of the captain of a

steamboat. Some famous drivers, indeed, stood on so

lofty a plane in the eyes of the world that they can only be

likened to the commanders of the ocean steamships of the

present time. By virtue of their duties they came into con-

stant contact with all the prominent political, social and
1 A number of these early western handbills, issued in advertisement of hostelries

and ferries along the Louisville-St. Louis road, are elsewhere shown.
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commercial figures of the country. Their attention and

favorable opinion were also always sought by that large
-

though less consequential part of the public which was

so deeply impressed by the measure of their responsibility

and the majestic demeanor of their professional attitude.

The high place occupied by a famous stage driver in the

eyes of the youth of the country during the heyday of

stage travel is suggested by the words of one who was

>vith the life of those days. He said :

"My earliest recollections are intimately associated with coaches,

teams and drivers, and, like most boys raised in an old stage tavern, I

longed to be a man, when I could aspire to the greatness and dignity of a

professional stage driver. In my boyish eyes no position in life had so

many attractions as that of driving a stage team. A Judge, a Congress-

man, even Henry Clay or President Jackson did not measure up to the

character of John Mills or Charley Howell in my juvenile fancy."
1

Nor was this estimate of the coach driver confined

exclusively to people other than the driver himself. There

is a record that one of the fraternity once remarked,
"While I drive this coach I am the whole United States

of America." Yet the ordinary wage of a driver was

only twelve dollars a month, exclusive of his board and

lodging. While on duty he took his meals at the taverns

along the road in company with his passengers though
he did not sit at the head of the table and he was

always sure of a bed to himself, no matter how urgently
and vainly some belated traveller might plead for a like

accommodation.

It was a time in which the free use of intoxicating

drinks especially of brandy and whisky was more

common than it is to-day, and stage-coach drivers, like a

large majority of other men, drank whenever they had

the opportunity and the inclination, yet it should be said
1
Searight's "The Old Pike": p. 182.
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r 1

225. Track of the Albany and Schenectady road, 1837. Foundations of broken

stone, topped by timbers; cross-ties of timber; rails of timber, on the inner

edges of which were fastened flat strips of iron. From a drawing in the

National Museum.

to their credit that few of them permitted themselves to

be reduced to the condition which made them incapable
of performing their really important work in a safe and

proper manner. They were so continually pestered with

invitations to drink that they might easily have remained

in a state of partial incapacity for months at a time, pro-
vided they were permitted to retain their official positions

during such an interval.

But it occasionally happened that a driver was false

to his duty and forgot the value of the lives entrusted to

his care. In cases of that sort disastrous accidents some-

times resulted. One such accident, which occurred in

Massachusetts
1

in 1835, received the following newspaper
comment:

"The driver, on taking charge of the team at Groton, was observed
to be not very well capable of managing his team, which was observed

by several persons, one of whom remarked on his incapacity to drive. It

is not pretended that he was drunk at the time, but laboring under the

stupefying effects of intoxication. After the arrival of the stage at a

place called Littleton he took his glass of grog. Mr. Bullard, proprietor
of this line of stages, rode on the box with him and had occasion to

1 The account here quoted is taken from the "Maine Farmer" of April 3, 1835.
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arouse him from sleep twice after leaving Groton. Mr. Billiard was
still on the box with the driver when they left Littleton. On arriving

at the summit of the hill where the accident happened the driver was
unable to control his team, four spirited horses, and they ran full speed
down the hill, coming in contact with Mr. Powers' six-horse loaded

wagon . . . which upset the coach. Mr. Bullard, holding on

the railing of the coach as it turned over, swung round and under it

xipon his side. . . . Previous to expiring Mr. Bullard communicated
to those in attendance the facts above stated."

In noting this fatality, which was due to the condition

of the driver, the same journal declared: "There is hardly
a class of men whose sobriety and habits of carefulness are

of as great importance as that of stage drivers. So far as

our circumscribed vision extends in regard to this matter,

the public around us are happily provided for in this

respect; but this is not the case in all places."

One phase of the incident here narrated seems to be

worthy of elucidation. The newspaper said, "It is not

pretended that he was drunk at the time," but that "he

was laboring under the stupefying effects of intoxication."

Obviously a distinction is here asserted which the lapse

of years has obliterated, and it
is, in consequence, neces-

sary to explain that during the period under discussion

a man was not pronounced "drunk" unless he was pros-

trate and unconscious. While he still manifested any

glimmering of understanding, or was able to make a dis-

tinguishable physical movement, the opprobrium attached

to the stronger description could not fairly be applied to

him. Until that condition had arrived he was, as ex-

plained in connection with the above case, merely "under

the stupefying effects of intoxication."

Minor accidents were constantly taking place in the

operation of the stages, but it was seldom that a mishap
resulted in such unfortunate consequences as those which

accompanied the runaway near Groton. Usually a vehicle
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was overturned and its occupants received a bad shaking

up and some bruises; occasionally some one suffered a

broken limb. Nor were the elect of the land any more

immune from such happenings than the most humble

traveller. Even Henry Clay himself, to whose influence

more than that of any other man the creation of the Na-

r

226. The first rail rolled in the United States. Made in the first American
rail mill, at Mount Savage, Maryland, in 1844. A few hundred tons were
used on the Baltimore and Ohio road in that year. Weight, 42 pounds to

the yard. From the National Museum's illustration of an original specimen.
The picture is about three-fourths actual height.

tional Road was due, was involved on one occasion in an

upset. He was on his way to Washington at the time, and

the driver overturned the coach at Uniontown, in Penn-

sylvania. The Idol of the West was unhurt, and when
he was dragged out of the vehicle he remarked that the

Clay of Kentucky had been mixed with the limestone

of Pennsylvania. The driver, jolted from his lofty perch

by the concussion, alighted on his head and suffered a

broken nose.
1

^earight's "The Old Pike": p. 16.
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Another prominent stage-coach passenger who passed

through a similar experience was the Indian, Black

Hawk. After his capture he was taken to Washington,
and journeyed eastward by steamboat on the Ohio River

until Wheeling was reached. There he and the entire

party of military men and Indians were transferred to

coaches and set out over the National Road. While

passing through the town of Washington, in Pennsylvania,
the driver lost control of the team behind which sat Black

Hawk and eight other natives, and after a mad down-

hill dash the vehicle left its wheels and rolled over. Black

Hawk was the first of the party to emerge, and standing
in the street, surrounded by the crowd which speedily

gathered, he made a number of remarks in a loud and

emphatic tone of voice. Owing to the excitement of the

moment no record of the Sac's extemporaneous address

was made, but it is safe to say that his opinion of the

particular phase of Caucasian civilization with which he

had thus suddenly come in contact was not radically dif-

ferent from the opinion that would have been expressed

by a white man under similar conditions.

The coming of the railroad and the spread of that new
method of movement throughout the East spelled the

ultimate doom of stage-coach travel along the National

Road and other roads in that part of the country. Various

stage lines nevertheless fought hard and well to retain a

vestige of their former glory, and some of them succeeded

in maintaining a precarious existence until after 1850. But

their day as a factor in the upbuilding of the country and

in the movement of its population was practically done,

and they were destined to survive only amid the sparsely

settled regions of the almost limitless West. During the

last two or three years in which the old National Road
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still remained an essential factor in the traffic of the nation

the voice of a driver along its way could sometimes be

heard as he chanted this ditty in execration of the portent-

ous change that had robbed him of his occupation:

"Now all you jolly wagoners, who have got good wives,
Go home to your farms and there spend your lives.

When your corn is all cribbed and your small grain is good,
You will have nothing to do but curse the railroad."

But long before the stage-coach and turnpike had

ceased to be important factors in the national travel system,

a new and radically different method of transportation
-

the artificial waterway, or canal had appeared, which

was destined for about a generation to play an interesting

part in the country's development.



CHAPTER XXXV

AMERICA'S EARLY CANAL PERIOD THE NATION HAS NOT
DEVELOPED BEYOND THE NEED OF CANALS BUT IS NOW
APPROACHING ITS REAL CANAL EPOCH CAUSES

OF THE PHENOMENA APPEARING BETWEEN 1817 AND
1845 FIRST AMERICAN ARTIFICIAL WATERWAYS -

ELKANAH WATSON'S IDEAS AND WORK NEW YORK
STATE BUILDS THE ERIE CANAL SCENES AT ITS

OPENING PENNSYLVANIA'S ACTIVITY HER EARLY

ERROR A CHANGE IN POLICY RESULTS IN A RE-

MARKABLE ROUTE TO THE WEST HOW A TRAVELLER

GOT FROM PHILADELPHIA TO PITTSBURGH

IN
considering the subject of canals and canal traffic, in

so far as that method of travel and transportation is

related to the story pursued in these pages, one desirable

point to be kept in mind is that America has not developed

beyond the era of canals but
is,

on the contrary, apparently
still to enter upon it. The short period of canal con-

struction which appeared in this country between 1817

and 1845 was largely the outgrowth of unusual circum-

stances, was begun and ended by conditions peculiar to

the country and period, and can best be described as a

sudden, sporadic, forced and exotic phenomenon instead

of the slow and natural outgrowth of broad necessity. It

is improbable that canals would have gained headway at

all had there been even a dim general realization of the

significance contained in the work performed with steam
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by Fitch, Evans, Stevens, Fulton, and others from 1785

until about 1815. And, once a really valuable though

premature canal system was in working order as was the

case by the fourth decade after 1800 it would not have

been allowed to disintegrate in large part had there been

a general or governmental appreciation of the future

needs of the country, coupled with a popular sense of

227. The earliest American railway passenger trains usually consisted of one
car drawn by horses. The car was generally a stage-coach placed on special

wheels, or else a two-story affair built on the lines of a stage-coach. That
sort of vehicle was the best conveyance yet devised for land travel, and an

effort to adapt it to the new transportation method was naturally made.
From it the modern railway car slowly developed. Drawn and engraved by
the artist Alexander Robb. Date, about 1830. A similar car then in use

on the Baltimore and Ohio road was described in the Baltimore American
of August 5, 1830. See Chapter XLV.

business morality sufficiently strong to resist those bland-

ishments which finally resulted in the crippling or out-

right abandonment of important, costly and useful public

improvements.

Perhaps the first definite idea regarding the building
of a canal in America was that of joining the Susquehanna
and Schuylkill Rivers in Pennsylvania. The possibility of

doing such a thing attracted the attention of the earliest

settlers in Philadelphia, and there was some small discus-

sion of the subject even before the year 1700. But it was

recognized by the pioneer inhabitants of Pennsylvania
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that even though the accomplishment of the task might
be of benefit, its actual performance was beyond their

physical power or financial capacity.

So the first theoretical argument was forgotten, and

there was no further serious mention of such a plan for

nearly three-quarters of a century. But about the year
1770 it appears that there was a revival of the idea, and

two years later Benjamin Franklin that extraordinary
man who had something worth while to say concerning
almost every matter of consequence to his country wrote

a letter from England to the mayor of Philadelphia,
1
in

which he observed:

3;lad my Canal Papers were agreeable to you. I fancy work
cind is set on foot in America. I think it would be saving

engage by a handsome Salary an Engineer from here who has

accustomed to such business. . . . With regard to your question,
whether it is possible to make the Schuylkill a part of the navigation to

the back Country, or whether the Difficulty of that River, subject to

inconveniences of floods, ice, etc., will not be greater than the expense
of digging, locks, etc., I can only say that here they look on the constant

practicability of the navigation, allowing Boats to pass and repass at all

Times and Seasons, without hinderance, to be an event of the greatest

importance, and therefore they seldom or ever use a River where it can

be avoided. . . . Rivers are ungovernable things, especially in hilly

countries. Canals are quiet and always manageable. ... I warmly
wish success to every Attempt For Improvement of our dear Country,
and am writh sincere esteem, yours most affectionately, B. Franklin."

Within a few years after Franklin had written this

letter there was authorized the building of the first Ameri-

can canal of any consequence." The action was taken by
the Virginia legislature,

3 which formally provided that

a canal be built between the towns of Richmond and

Westham, a distance of some seven miles, in order that

1 Mayor Rhoads. The letter was written in August of 1772.
2 In 1750 there had been dug in Orange county. New York, by Lieutenant-Governor

Holder of that province, a short and shallow dyke or ditch, which was used for moving
stone loaded on small flatboats, and for other similar construction purposes. This little

ditch was technically a canal, and it was probably the first work of such a character in

the country.
' In 1785.
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boats might thus be carried around the falls obstructing
the navigation of the James River at that point. The
canal was duly dug, and was in part maintained and en-

larged through the use of state money. Other similar

early American undertakings of the same sort
1 were:

The Dismal Swamp Canal, dug by authorization of

Virginia and South Carolina. It was begun in 1787 and

finished in 1794.

The Middlesex Canal, which was incorporated in

1789, begun in 179.5 and completed in 1808. This canal

was about thirty miles long, thirty feet wide at its top,

twenty feet wide at the bottom, and three feet deep. It

extended from the Merrimac to the Charles River, in

Massachusetts. Twenty locks were built throughout its

length, and the total cost of the enterprise was more than

five hundred thousand dollars.

The small canal constructed around the Patopwick
Falls in Massachusetts in 1797. The charter had been

granted in 1792.

The Santee Canal, extending for twenty-two miles be-

tween the Santee River in South Carolina and the city of

Charleston. It was thirty-two feet wide at the top, twenty
feet wide at the bottom and four feet deep. This work
was completed in 1802.

The Bow Canal in New Hampshire, a small artificial

waterway three-quarters of a mile long, which was fin-

ished in 1812.

The Schuylkill navigation of Pennsylvania, com-

menced in 1815 and finished in 1826. Its total length from

Fairmount to Mt. Carbon was one 'hundred and eight

miles. The surface width of the canal was thirty-six feet,

the bottom width twenty-two feet and the depth three
1 Compiled from Tanner's "A Description of Canals and Railroads of the United

States, Etc., Etc.," New York: 1840.
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228. The Baltimore and Ohio Railway. Test of speed, in 1830, between a horse-

drawn car and Peter Cooper's diminutive experimental locomotive known
as the "Tom Thumb." Scene as the engine forged ahead. The horse finally
won the race. From Brown's History of the First Locomotives in America.

and a half feet. The system contained one hundred and

twenty-nine locks, and the cost of the project was about

two and a half million dollars.

A survey was made in 1762 for a proposed canal be-

tween the Schuylkill River at Reading and the Susque-
hanna at Middleton. No work was performed on the

enterprise until 1791 and about four miles were ready for

use in 1794, when the undertaking was temporarily aban-

doned. Work on it was resumed in the year 1821, and in

1827 it was finished and called the Union Canal. Still

later it was incorporated into the Pennsylvania Canal.

A canal between the Chesapeake Bay and the Dela-

ware River was proposed in 1764, and the route for it

was then surveyed. Actual work on this project was be-

gun in 1804. It was abandoned soon afterward, again
revived in 1822 and finished for thirteen miles in 1839.

The various small early canal enterprise^ here
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mentioned were all substantially local in character, and

none was planned as a travel and transportation route

designed to open extensive new regions of the country or

to facilitate movement or commerce between widely

separated sections. It is a singular fact that the few

artificial waterways created or projected in this country

prior to the year 1803 were exciting more interest at that

time in the minds of European observers than in the minds

of the Americans themselves. In an important work

published in London in 1803
1
there appeared the follow-

ing paragraph:

"We may expect to see the interland parts of that large country so

intersected^ to bring the produce to market, or for exportation, which
will interest Europe, and will make that country in a few years not

inferior tp the best cultivated and improved states in the old world. The
immortal Washington was the original father and promoter of these

canals and improvements and well did he deserve the admirable motto

'twice the savior of his country,' after conducting her to liberty, he

opened to her the way to posterity by new roads and canals. Those who
wish any further information on these improvements in North-America,
1 beg leave to refer to the Journal of Mr. Elkanah Watson, a gentleman
who has traveled much both in America and Europe."

It is apparent therefore that the two men here men-

tioned General Washington and Elkanah Watson de-

mand attention in connection with the earliest phases of

the canal-building period of the country.
2

Elkanah Watson was a young American who, during
the revolution against Great Britain, was sent by Congress
to deliver despatches from that body to Benjamin Frank-

lin, then in Paris on public business. Watson remained

in Europe for five years from 1779 until 1784 during
which time he examined with attention the canals of

Belgium, Holland and England. Soon after his return

1
Philips' "General History of Canals." Fourth edition: p. 581.

2 Washington's project was for a canal between the Potomac and
1

Ohio Rivers. Its
ultimate outgrowth was the Chesapeake and Ohio Canal, later described.
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to America, and in the winter of 1785, he visited General

Washington at Mount Vernon and at that time discussed

with him the subject of river improvements and the project

of connecting the waters of the Potomac by a canal with

the Ohio or with the waters of the Great Lakes. His

European observations and his conversations with Wash-

229. Popular delight at the introduction of railways was at times manifested by
the display of flags on cars and engines. A train of two or more cars was
called a "brigade." The locomotive here shown is perhaps intended to

represent the Tom Thumb. Drawn and engraved by Alexander Robb.

ington made a deep impression on him, and while under-

taking extensive trips through many parts of the coun-

try during the next three years he found himself giving

frequent consideration to the question of canal construction

in various localities and to the possible advantages of such

undertakings. During these expeditions Watson kept a

record of his experiences and ideas, and at a later date

the writings, originally brought into being under the

conditions thus described, came to be known as the Journal

of Travels by Elkanah Watson. It so happened that

in September of the year 1788 W^atson found himself in

the interior of New York State, on the Mohawk River,
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and his thoughts regarding the future economic possibili-

ties of that particular locality were thus set down by him:

"In contemplating the situation of Ft. Stanwix, at the head of Bat-

teaux navigation on the Mohawk River, ... I am led to think this

station will in time become an emporium of commerce to Albany and

the vast western world above. . . .

"Should the Little Falls ever be locked, the obstructions in the

Mohawk River removed and the canal between the said river and Wood
Creek at this place, formed, so as to unite the waters running east with

those running west; and other canals made, and obstructions removed
to Fort Oswego, who can reasonably doubt but that by such operations
the state of New York have it within their power by a grand- stroke of

policy, to divert the full trade of lake Ontario, and the Great Lakes

above, from Alexandria and .Quebec to Albany and New York. . . .

"In view of escaping by locks from the Hudson into the Mohawk
River, it appears to me that the obstacles at this place

1 would be much

greater than to cut a canal through the pine plains into a basin back of

Albany."
2

In 1791 Watson began an active campaign of publicity

having for its purpose the creation of a sentiment favora-

ble to the making of public improvements and of canals

in particular. The New York legislature passed such

an act in 1792, and under its provisions Watson was named
as one of the commission appointed to explore and lay

out a possible route for a canal through the central and

western part of the state which should connect the Hudson
River with the Great Lakes system. The commission

made its report in the autumn of 1792, and improvements
in the navigation of the Mohawk River, together with the

building of locks for the safe passage of boats at certain

points on the stream were soon afterward authorized by
the legislature and completed for use by the year 1796.

During the next ten years the subject of connecting the

Hudson with the Lakes system was brought forward on
1 Watson here refers to the Cohoes Falls.
2 The extracts from the Journals as here given are taken from the "History of the

Rise, Progress and Existing Conditions of the Western Canals in the State of New York,
from September, 1788, to the completion of the Middle Section of the Grand Canal in

1819, Etc., Etc." By Elkanah Watson, Albany: 1820, pp. 15-18.
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different occasions by various public men of New York,
but with no important or practical result. In the year
1810 the legislature caused a survey to be run which re-

sulted in the recommendation that immediate efforts be

put forth to induce the Federal government to adopt the

plan as a national undertaking and itself perform the

work. This suggestion was made by New York State and

rejected by the national administration. New York then

applied through her governor and legislature for the aid

of Ohio and Indiana and again met with disappointment,

although the interior commonwealths recognized and

acknowledged the probable value of such a completed

undertaking.

Being thus thrown upon her own resources, New York
seemed rapidly approaching a decision to undertake the

work on her own account, when the outbreak of the second

war with Great Britain put an end for the time being to

the maturing plans of the state. With the return of peace
the subject was at once revived, and public meetings in

advocacy of the enterprise were held in New York City
and elsewhere. The legislature was memorialized; a new
board of commissioners was appointed; and finally, in

1817, a law was passed providing for a system of canals

and other internal improvements in New York State.

Construction work was begun on the Fourth of July of

that year
1 and a small section of the canal about fifteen

miles of waterway between the towns of Utica and Rome
was ready for traffic in October of 1819. The follow-

ing contemporary letters give descriptions of the scenes

attending the first canal boat trip in America:

"On the twenty-second of October, 1819, the first boat sailed on the

Erie canal, from Rome to Utica. It was drag'd by a single horse, trot-

1 In the historical neighborhood of Ft. Stanwix, Oneida county.
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230. The Charleston and Hamburg road. A sailing-car tried in 1829-1830.
Before a brisk breeze it carried fifteen passengers at the rate of twelve miles
an hour. On one trip the mast and sail, together with several passengers,
were carried overboard by the wind. A jury-mast was then rigged and the

journey was resumed. From Brown's History.

ting on the embankment, in the towpath. It was an elegant boat, con-

structed to carry passengers, called the Chief Engineer, a compliment
to Benjamin Wright, Esq. The president, and the board of commis-

sioners, attended by many respectable gentlemen and ladies, embarked
the ensuing day at Utica, with a band of music, to return to Rome. The
Scene was extremely interesting, and highly grateful. The embarka-
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tion took place amid the ringing of bells, the roaring of cannon, and the

loud acclamations of thousands of exhilarated spectators, male and fe-

male, who lined the banks of the new created river. The scene was truly
sublime."

"Utica, October 22, 1819.

"The last two days have presented, in this village, a scene of the

liveliest interest; and I consider it among the privileges of my life to

have been present to witness it. On Friday afternoon I walked to the

head of the grand canal, the eastern extremity of which reaches within

a very short distance of the village, and from one of the slight and airy

bridges which crossed it I had a sight that could not but exhilarate and
elevate the mind. The waters were rushing in from the westward, and

coming down their untried channel towards the sea. Their course, ow-

ing to the absorption of the new banks of the canal, and the distance

they had to run from where the stream entered it, was much slower than

I had anticipated ; they continued gradually to steal along from bridge to

bridge, and at first only spreading over the bed of the canal, impercep-

tibly rose and washed its sides with a gentle wave. It was dark before

they reached the eastern extremity; but at sunrise next morning they
were on a level, two feet and a half deep throughout the whole distance

of thirteen miles. The interest manifested by the whole country, as this

new internal river rolled its first waves through the state, can not be

described. You might see the people running across the fields, climbing
on trees and fences, and crowding the bank of the canal to gaze upon
the welcome sight. A boat had been prepared at Rome, and as the

waters came down the canal you might mark their progress by that of

this new Argo, which floated triumphantly along the Hellespont of the

west, accompanied by the shouts of the peasantry, and having on her

deck a military band. At nine the next morning the bells began a merry

peal, and the commissioners, in carriages, proceeded from Bagg's hotel

to the place of embarkation.

"The governor, accompanied by Gen. Van Rensselaer, Rev. Mr.

Stansbury of Albany, Rev. Dr. Blatchford of Lansingburgh, Judge Mil-

ler of Utica, Mr. Holly, Mr. Seymour, Judge Wright, Col. Lansing,

Mr. Childs, Mr. Clark, Mr. Bunner, and a large company of their

friends, embarked, at a quarter past nine, and were received with the

roll of the drum and the shouts of a large multitude of spectators. The
boat, which received them, is built for passengers; is sixty-one feet in

length and seven and a half feet in width ; having two rising cabins, of

fourteen feet each, with a flat deck between them. In forty minutes the

company reached Whitesborough, a distance of two miles and three-

quarters; the boat being drawn by a single horse, which walked on the

towing path, attached to a tow rope of about sixty feet long. The horse

traveled, apparently, with the utmost ease. The boat, though literally
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loaded with passengers, drew but fourteen inches of water. A military

band played patriotic airs.

"From bridge to bridge, from village to village, the procession was
saluted with cannon, and every bell whose sound could reach the canal

swung, as with instinctive life, as it passed by. At Whitesborough a

number of ladies embarked, and heightened, by their smiles, a scene

which wanted but this to make it complete."

The round trip of thirty miles was accomplished in

twelve hours and twenty minutes, and the progress of

the boat was heralded by the booming of cannon, the ring-

ing of bells, the tooting of innumerable long tin horns, the

cheering of the crowds and the music of every fife and

drum corps and brass band of that part of the state. "A
vast multitude of anxious people," said a local newspaper
in its description of the event, "lined the sides of the canal,

but everything succeeded according to the most sanguine

expectations."

The opening of the successive sections of the Erie

Canal formed the subject of description and comment by
all the journals of the country. One newspaper

1

published
the following correspondence regarding the departure
of the first boat from Utica to Rochester on the occasion of

the completion of that part of the work in 1823:

"Our village [Utica], on Friday, twenty-fifth inst., presented a scene

of bustle and stir never before witnessed here. . . . On Saturday the

Packet-Boat for Rochester left here with eighty-four passengers, on her

first trip. A boat will leave this place every morning, Sundays excepted,

during the season and continue through to the Genesee River. We
think this a very judicious arrangement of the Company, as passengers

are greatly incommoded by changing from one boat to another. The
new boats which have been added to this line are built in the best man-

ner and fitted up in a style of magnificence that could hardly be antici-

pated in the infancy of canal navigation in this country."
2

1 The "Farmers and Mechanics Journal," of Vincennes, Indiana, June 26, 1823. The
letter was dated April 29th.

2 This is a reference to certain early alterations in canal boats that are later discussed.
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The same newspaper, on the same date, also printed
another letter relating to the event, which read:

1

"The packet-boat Bouck arrived at the basin on Friday evening last,

and left this place yesterday morning crowded with passengers, and we
understand that the line of packet-boats have commenced their regular

trips. On Wednesday of last week a boat was launched from the yard
of H. Goodman & Co., and though we may not announce the event in

as lofty language as is used in city prints on like occasions, yet perhaps
it was an occurrence equally interesting as the launching of the proudest

ship from a seaport. To behold a vessel committed to the water four

hundred miles inland, in a place which ten years since was a wilderness,
and reflect that it was to navigate a stream erected by the hand of man,
two hundred and fifty miles in length, to the naturally navigable waters,
excites emotions of no uncommon kind, and must arouse a throb of con-

scious pride in the breast of everyone who belongs to the state whose

enterprise could do and dare so much. Our village at this moment
presents something of the bustle and business of a seaport, . . . and
even something like ship-building is not wanting here in the forest, as

there are several boats of from 20 to 40 tons now nearly ready to be

launched which have been built in this place. This is the march of

improvement."

Later in the same year of 1823 occurred the passage
of the first canal boat from the waters of the canal into the

waters of the Hudson River at Albany, and the event was

made the occasion of an extraordinary celebration.
2 There

was an imposing military display; the firing of innumer-

able salutes; the delivering of numerous long congratu-

latory speeches; the discharge of fireworks and the recita-

tion of poems written especially for the occasion; a grand
ball

;
a theatrical performance ;

and a large public banquet

during whose progress those who sat at the tables were

requested to drain their glasses to no less than thirteen

formal toasts. And after the thirteen toasts had been drunk

it appeared to be the consensus of opinion among those

present that sufficient honor had not yet been paid to the

happy occasion, so twenty-six additional toasts were

1 This letter was dated at Rochester, New York, April 29, 1823.
- On the eighth of October. The festivities took place in Albany.
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thereupon proposed and also drunk. The distinguished

company finally left the banquet hall wholly convinced

that nothing quite so important had ever before happened
in the history of the country.

Two years later there was another celebration in honor

of the completion of the entire enterprise to Lake Erie,

and on that occasion the festivities began in Albany and

did not end until a flotilla of western canal boats had

finally reached New York City, where they were met by

practically the whole population, and where a flask of

water from Lake Erie was solemnly poured into the

waters of New York Bay in token of their union.
1

The Erie Canal as originally built was three hundred

and sixty-three miles long, forty feet wide at its surface,

twenty-eight feet wide at the bottom, and four feet deep.
Its cost to the state, including its various branches or

feeders, was $1 2,720,032.25.
"

The revenues of the Erie

and Champlain canals of New York began to exceed the

expenses of their maintenance in the year 1826, and by the

year 1838 the net receipts of the public work in question
had paid the interest on the debt created by its construction

and had reduced the amount of the debt itself by nearly
three and a half million dollars.

3

In tracing the history of America's primitive canal

epoch from the East toward the interior we find that the

first important manifestation of Pennsylvania's revived

interest in the subject of canals as a practical means of

better travel and transportation facilities became visible

1 A complete account of the celebrations attending the progress of the Erie Canal
from 1819 until 1825 is to be found in Volume ii of the "History of Albany, from its

Discovery to the Present Time, Etc., Etc." Albany: J. Munsell: 1867. The celebration
of 1825 is also described in Colden's book on the subject, printed in 1825.

2 Figures compiled from Tanner's "A Description of the Canals and Railroads of the
United States."

3 In 1835 work was begun on an enlargement of the prism of the Erie Canal. It is

now being st'.ll further enlarged, and reconstructed into a ship and barge canal at a
further cost of approximately one hundred million dollars.
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231. A car propelled by a horse running on an endless platform was also tried

by the Charleston and Hamburg road in 1829. Its inventor was awarded
$500. This system carried twelve passengers at a speed of twelve miles an

hour until the motive power stopped. From Brown's History.

in 1789. During that year was organized in Pennsylvania
"The Society for Promoting the Improvement of Roads

and Inland Navigation," and membership in the society

soon increased to more than one hundred, embracing men
in numerous sections of the commonwealth. The principal

early activity of the association, as stated by a publication

which appeared soon afterward,
1

consisted in meeting "on

every Monday evening, during the session of the legisla-

ture, in order to suggest information, schemes and pro-

posals, for promoting internal trade, manufactures and

1 "An Historical Account of the Rise, Progress and Present State of the Canal Navi-
gation in Pennsylvania. . . . Containing Abstracts of the Acts of the Legislature since
the Year 1790, and Their Grants of Money for Improving Roads and Navigable Waters
throughout the State; Etc., Etc." Philadelphia: MDCCXCV.
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population, by facilitating every possible communication

between the different parts of the state."

In the pursuance of its work the society prepared an

elaborate memorial to the legislature in which were dis-

cussed the possibility and advantages of creating fourteen

different routes of water communication designed to con-

nect various parts of the state and also bring it into closer

touch with New York, New Jersey, Maryland, Virginia
and the Great Lake system. The memorial further ad-

vocated the building of various turnpikes designed for the

same general purpose. This address to the representatives

of the people was duly signed by its president, Robert

Morris, on February 7th of 1791. It was presented to the

legislature soon afterward and constituted the first syste-

matic plan for the improvement of internal communica-

tions in Pennsylvania. The State Assembly, after some

months of deliberation on the subject, decided on the

adoption of a course described as follows:
1

"That the legislators, although animated with the warmest zeal

for the improvement of their country by means of roads and inland

navigation, yet could not subject the finances of the state (even if ade-

quate) to the burden of the whole; yet they would make liberal appro-

priations of public money for the improvement of such roads and navi-

gable waters, as lying too remote from the more populous parts of the

country, and the inhabitants, but newly settled, rendered it impracticable
for them either to improve their own roads and waters by subscription
or the usual county taxes; and the profits of the tolls would yet be too

small to induce companies to undertake the work at their own expense;
but that in the more settled parts of the country, especially near the

metropolis, they would be ready to incorporate companies for the gradual
and progressive improvement of roads and waters where the tolls would
be sufficient to recompense the subscribers or stockholders, and the charge
would fall according to justice upon those who were to be benefited in

proportion to the use they might make of such roads and waters."

In accordance with the policy thus announced the state

1 "An Historical Account, etc., etc.," p. 22.
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legislature later in the same year passed an act
1
author-

izing the incorporation of a company to build a canal

between the Schuylkill and Susquehanna Rivers, and

during the following year enacted another law 2
author-

izing a similar waterway between the Delaware and

Schuylkill Rivers. During the two years following the

presentation of the memorial the state legislature, in ac-

cordance with its newly adopted policy, further appro-

priated various sums aggregating about $195,000 for use

in opening and building roads and for the improvement of

natural waterways. Active construction work both on

the enterprises undertaken by the state itself and on the

incorporated waterways began immediately, and Penn-

sylvania wras thus the first state in point of time to adopt
and enter upon a pretentious plan for the improvement of

its communication facilities.
3

But though Pennsylvania was indeed first in chron-

ological order among those states which adopted a broad

governmental policy of river and canal improvement, she

unfortunately made a somewhat mistaken beginning. Her
first effort was largely devoted, not to the exclusive con-

struction of artificial waterways, but to the attempted

taming of a number of her rapid, shallow and fluctuating

rivers. For about thirty years Pennsylvania clung to the

idea that she could create a practical and useful route to

the West by utilizing the natural channels of the Susque-

hanna, Juniata, Conemaugh and the Kiskiminitas. In

order successfully to perform such a feat and to build a

commercial highway possessing practical value for the

purposes of water transportation it would have been

1 The act was approved on September 29, 1791.
2 Act approved April 10, 1792.
3 It was soon discovered that the original financial plans of these Pennsylvania canal

companies were inadequate for the proposed work, and in 1795 the legislature authorized
the two companies to raise $400,000 of additional capital by the selling of lottery tickets.
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necessary not only to chain those streams but to surmount

by their aid an altitude of almost two thousand and three

hundred feet in a westward progress of about three

hundred and twenty miles. New York, in joining the

Hudson River and Lake Erie, was only confronted by
the problem of surmounting an altitude of five hundred

feet during a westward progress of about three hundred

and sixty miles, and yet the accomplishment of her en-

deavor cost more than ten millions in monev and about
4

eight years of time. It is consequently only necessary to

state the physical problem connected with Pennsylvania's
first internal navigation scheme to indicate its im-

practicability as a dependable water transportation route.

It was at last perceived by the commonwealth that

nothing practical could be accomplished until through
use of engineering skill accurate knowledge was ob-

tained regarding those problems of the mountainous

district which in a westward route to the Ohio River

would have to be encountered and conquered. Accord-

ingly in 1824 the legislature of Pennsylvania authorized

the creation of a commission to investigate and report

upon the subject, and as one outcome of the explorations

conducted by the commission it was discovered that the

building of a distinctive lock canal was possible across

the entire state from east to west except for a compara-

tively short distance which embraced the highest ridges of

the Alleghany Mountains. 1

Early in 1826, in conse-
1 The commission made its report in February of 1825, and then followed a period

of excited
1

public discussion between the advocates of canals and those others who
believed that the newly discussed means of transportation called the "railroad" would,
if adopted, prove more desirable for the purpose in hand than an artificial waterway.
This and the following year were distinguished in Pennsylvania for the vehemence of the
debate between the respective advocates of canal and railroad transportation, and one
outgrowth of the altercation resulted as will be seen in a later chapter devoted to rail-

roads in the action of certain men who sent a civil engineer to England for the pur-
pose of studying railroad development in that country. So clamorous were the Penn-
sylvania advocates of railroads that on February 7, 1825 three days after the canal com-
missioners had made their report the state senate granted their demand for the appoint-
ment of an additional commission to investigate the possibility of building a railroad
from Philadelphia to Pittsburgh.
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quence, the state legislature passed an act
1

definitely com-

mitting the commonwealth to the digging of a canal by
the use of state funds. It was constructed in two sections,

the eastern division of which found its western end at the

town of Hollidaysburg at a height of nine hundred and

ten feet above the sea level. The western portion of the

Charlestoa and Hamburg Rail Road,-Fig. 69.
*

,

232. Probably drawn before the road had a locomotive. The engine shown
is somewhat similar to those used in England previous to the Rocket. A
number of sketches of early American railroad trains were thus supplied
with engines built by the imagination of the artists.

canal had a terminus at Pittsburgh on the Ohio River, and

from there extended eastwardly to Johnstown at a height
of eleven hundred and fifty-four feet above sea level. The
short intervening distance of thirty-six miles between

Hollidaysburg and Johnstown, within which the moun-
tains rose to a height of twenty-two hundred and ninety-

one feet, was at first crossed by travellers through the aid

of stage-coaches, but was later spanned by a series of

1 Approved by Governor Shulze on February 25.
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mechanical devices which found no parallel in the annals

of early American transportation.

There was no delay in commencing the construction

work, and the great Pennsylvania Canal was begun at

the town of Columbia, on the Susquehanna River, on the

Fourth of July, 1826.
1

The purpose of Pennsylvania in building her prin-

cipal canal was to obtain for herself a travel and transpor-

tation route which should connect her seaport cities with

the region west of the mountains, and thereby put herself

in a position to compete with New York State for the

traffic then largely monopolized by the lately finished

Erie Canal. Pennsylvania succeeded in her pretentious

effort to create such a highway, but the finished work by
whose means the people were enabled to transport them-

selves and their goods back and forth between Philadel-

phia and the Ohio valley did not consist exclusively of

canal construction. In its final form the line contained

two small sections of railway, and since the description of

a through trip from East to West over this very important
route can only be given and an understanding of its

various physical features can only be obtained by con-

sideration of the whole work in its final form, it is neces-

sary in this instance to slightly anticipate the occurrence

of later historical events and to include at this point a

picture of the two railroad links embraced in the Pennsyl-
vania thoroughfare.

The first section of the trip from Philadelphia to

Pittsburgh, as undertaken by a traveller after the work was

finished, was made by a railroad that extended from Phila-

delphia to the little town of Columbia on the Susquehanna
River. This road, as well as every other part of the route,

1 The Fourth of July was in those days a pre-eminently popular date for the com-
mencement of an important public work or for the celebration of its completion.
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The "Best Fririiii." ilio First Locomotive built in llic l

T

niteil Sinles for nctinil service on ;i

llilHBHHBBK. I I I : 1

233. First American-built locomotive designed for practical service. Made in

New York City in 1830 for the Charleston and Hamburg line, and tried

during the same year. During a formal trip in January of 1831, United
States artillerymen and a cannon were carried on a flatcar to fire salutes

in honor of the event. The Best Friend was also the first American engine
to explode its boiler. A negro fireman was annoyed by the sound of the

escaping steam, and stopped it by sitting on the lever which shut the escape
valve. From Brown's History.

belonged to the state, and was also built by the common-
wealth.

1

Twenty miles of the track were ready for use

in September of 1832, and in October of 1834 the re-

maining sixty-one and a half miles of the road were

opened for travel.
11

It should here be explained that although the state

built and owned all links of the traffic system to be de-

scribed, and also installed and operated the motive power
on the two railroads included in the system, none of the

vehicles used on any part of the route either for the trans-

portation of passengers or freight were owned by Pennsyl-
vania. The railroad cars, stage-coaches and canal boats

employed upon it were all owned and operated either by

companies or private individuals engaged in transporta-
tion as a business enterprise. One of the principal com-

1 The building of the Philadelphia-Columbia Railroad was authorized by act of legis-
lature on March 24, 1828.

2 The railroad was 81.6 miles long.
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panics thus organized for the purpose of carrying pas-

sengers and goods back and forth between Philadel-

phia and Pittsburgh was known as the "Pioneer Fast

Line," and the experiences of a traveller here to be nar-

rated may be considered such as were encountered after

he had committed his person to the custody of that con-

cern in his attempt to reach the western terminus of the

route.

The traveller who set out toward Pittsburgh on the

completion of the Columbia railroad made the first part
of his trip by means of a horse-drawn railroad car.

1 These

cars were of divers patterns, varying according to the

ideas of their several owners. The earliest of those used

somewhat resembled the stage-coaches of the same period.

They were, however, mounted on small flanged wheels

designed to run on the iron-topped wooden rails which
constituted the track. By means of such a primitive rail-

road car the traveller was conveyed to a distance of about

two miles beyond the city, where a considerable hill

interrupted his progress in the vehicle in which he set

forth. This acclivity was surmounted by an inclined

plane two thousand eight hundred and five feet long, by
which a height of one hundred and eighty-seven feet was

overcome. Brigades of cars
2 were pulled up this inclined

plane by an immense hawser nine inches in circumfer-

ence, the cost of which was two thousand eight hundred

dollars.
3

The cars were pulled up the inclined plane by station-

1 A contemporary picture of such a car, as it stood in the streets of Philadelphia
before starting westward, is reproduced elsewhere.

a Trains of cars were at first called "brigades" of cars.
3 The first hawser so installed was only six and three-quarter inches in circumference

and proved inadequate to the work demanded of it. It lasted but a year, after which it

was supplanted by the larger ropes mentioned. These hawsers considerably exceeded a
mile in length. The total cost of the ropes used on the inclined planes on the Philadelphia-
Pittsburgh route up to 1840 exceeded eleven thousand dollars.
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ary engines of sixty horse-power. A contemporary colored

lithograph, giving a view of this curious feature of an

early American railway, is reproduced in its original

colors elsewhere. After having reached the top of the

hill near Philadelphia the traveller continued on his

journey, and in the course of some eight or ten hours if

conditions were favorable he finally reached the end of

the railroad.
1

The Columbia terminus was at first also distinguished

by another inclined plane eighteen hundred feet long,

built to surmount a height of ninety feet, but this plane
was soon eliminated by the rebuilding of a section of

the road for a distance of six miles. Some few miles of

the track were laid with granite ties and wooden rails

topped with flat bars of iron, but for most of the distance

the track construction consisted of wooden ties and similar

rails.
2

The state derived its income from the road
:i

through
a system of charges here named:

Tolls for passengers, one cent a mile;

Tolls for passenger cars, one cent a mile for each

pair of wheels;

Tolls for baggage cars, two cents a mile.

The three charges thus stated were exacted for the use

1 From the autumn of 1832, when the first twenty miles of the road were opened
for travel, until it was finished for its entire length in 1834, this part of tke trip was
made in horse-drawn cars. Steam locomotives then supplanted animals as a means of

propulsion.
2 About 1840 the primitive rails were discarded and replaced by rails of rolled iron,

fifteen feet long and weighing about forty-one pounds to the yard. The total cost of
the Philadelphia-Columbia road to 1840 was four million, two hundred and ninety-Six
thousand, seven hundred and ninety-six dollars.

The operating expenses of the road for the year ending October 31, 1838,
were $177,854.13

Its receipts for the same time (composed of tolls paid by the companies and
individuals using the road) were $397,641.49

Its profits to the state for the same fiscal year were $219,787.36
The passengers using the road during the same fiscal year numbered 103,336
These figures are taken from Tanner's "A Description of the Canals and Railroads

of the United States,
'

p. 121.
3 Exclusive of that obtained from the transit of merchandise.
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234. The West Point was also created for the Charleston and Hamburg road
in 1830-1831, and put in commission on March 5, 1831. A car loaded with
cotton bales was hitched immediately behind the locomotive as a protec-
tion to the passengers in case the engine blew up. A further degree of

safety was assured to the public by placing a negro brass band behind
the cotton. No accident marred the occasion. From Brown's History.

of the tracks. After the introduction of state-owned

locomotives on the road the state also collected additional

fees for the use of its motive power, as follows:

One cent a mile for each passenger;

One cent a mile for each four-wheeled passenger car;

Two cents a mile for each eight-wheeled passenger

car.

The owners of the cars paid all the above listed tolls

to the state and collected three dollars and twenty-five

cents from each passenger for conveying him from Phila-

delphia to Columbia. This was at a rate of four cents

a mile.
1

On arriving at Columbia the traveller at once em-

barked on a packet-boat and set forth for his voyage over

the central division of the Pennsylvania Canal.' That

part of his journey was one hundred and seventy-two

miles long and terminated at the little town of Hollidays-

1 In Tanner's "A Description of the Canals and Railroads of the United
1

States"

(at pages 122-125) are presented tables designed to show that had the rolling stock of
this road been owned and operated by the state it would have been a more profitable

enterprise than any railroad operated elsewhere by a corporation at that time.
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burg. The canal was forty feet wide at its top. twenty-

eight feet wide at the bottom, four feet in depth, and the

voyager passed through no less than one hundred and

eight locks in advancing one hundred and seventy-two
miles westward.

At Hollidaysburg he confronted the most unusual part

of his journey, namely the thirty-six and a half miles in-

tervening between that town on the east and Johnstown
on the west. Between those two settlements the crest of

the Alleghany Mountains attained a height of almost two

thousand three hundred feet, and it had long been recog-

nized that the lifting of canal-boats over such an obstacle

by means of locks was commercially impracticable even if

possible from an engineering standpoint. It had, there-

fore, been decided by the state legislature early in 1831

that the route should be carried over the mountains at

this point by means of a railroad consisting of a series of

inclined planes which should rise no less than one thous-

and three hundred and ninety-eight and seven-tenths feet

in the first ten miles west of Hollidaysburg, and which

should then drop one thousand one hundred and seventy-

one and fifty-eight hundredths feet in the twenty-six and a

half miles intervening between the highest point of the

hills and Johnstown on the west. There was thus a total

rise and fall of more than two thousand five hundred and

seventy feet to be compassed by whatsoever vehicles

moved over the thirty-six and a half miles constituting

this part of the line. The difficulty was surmounted by

building the inclined planes, as stated, and railroad cars

were pulled from Hollidaysburg up the planes to the

summit of the range by ropes and stationary engines
similar to those employed near Philadelphia, and were

then lowered down the slope to Johnstown.
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This method of overcoming mountains was unique in

the history of the early railroads of the country. Before

actual track laying was begun it was necessary to cut a

path through a dense forest for more than thirty miles, at

a cost of thirty thousand dollars. An iron railroad was

then laid in the shape of rails weighing about forty pounds
to the yard

1 and resting on wooden cross-ties. Two station-

ary engines of thirty-five horse-power each
2 were installed

at the top of every inclined plane, and the cars were pulled

up by endless ropes.
3

When the west-bound traveller reached Hollidays-

burg during the early days following the completion of

the entire route he left his canal boat, took a seat in one

of the little cars designed to carry him over the mountains

and in it was transported some thirty-six and a half miles

farther along his westward way. These cars like the

canal boat he had just quitted were private or corpora-
tion vehicles which paid Pennsylvania for the work of

hauling them up and down hill.

The English story-writer, Charles Dickens, passed
over the Pennsylvania route between Philadelphia and

Pittsburgh during his first trip to this country, and in the

book he afterward wrote describing his experiences while

here
4 he gave this description of his journey over the

Alleghany Mountains:

"On Sunday morning we arrived at the foot of the mountain which
is crossed by railroad. There are ten inclined planes, five ascending and

1 The rails used in building these inclined planes were eighteen feet long, and were
imported from England. The total cost of building the thirty-six and a half miles of
railroad across the mountains was $1,634,357. Locomotives were customarily used for

pulling the cars along the comparatively few level places. Of the total rise and fall of
more than two thousand, five hundred and seventy feet between Hollidaysburg and
Johnstown two thousand and seven feet were encompassed by pulling and lowering the
cars at the end of ropes.

2 Only one was used at a time, the other being held in reserve in case of a break-
down or other emergency.

3 Previous to March, 1834. when the railroad here described was completed, passengers
were conveyed between Hollidaysburg and Johnstown in stage-coaches.

4 "American Notes."
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five descending; the carriages are dragged up the former, and let slowly
down the latter by means of stationary engines; the comparatively level

spaces between being traversed sometimes by horse and sometimes by

engine power, as the case demands. Occasionally the rails are laid upon
the extreme verge of a giddy precipice ; and looking from the carriage
window the traveler gazed sheer down without a stone or scrap of fence

between, into the mountain depths below. The journey is very carefully

made, however, only two carriages traveling together; and while proper

precautions are taken is not to be dreaded for its dangers."



CHAPTER XXXVI

STILL ON THE ROAD TO PITTSBURGH CANAL BOATS CAR-

RIED BODILY OVER THE MOUNTAINS ON THE SERIES OF

INCLINED PLANES ORIGIN OF THE DEVICE PAS-

SENGERS BY THE PIONEER LINE PROMISED A QUICK
TRIP OF FOUR DAYS COST OF REACHING THE
INTERIOR CITIES BY THE PENNSYLVANIA ROUTE

THE CHESAPEAKE AND OHIO CANAL ITS EVOLUTION

FROM WASHINGTON'S "POTOMAC COMPANY"

JEALOUSIES OF STATES INTERESTED IN THE PROJ-

ECT THE FEDERAL GOVERNMENT BECOMES A

PARTNER IN THE WORK MONROE APPROVES

JOHN QUINCY ADAMS' SHOVEL STRIKES A ROOT

FINAL COMPLETION OF THE CANAL AFTER MANY
DELAYS

BUT
a still more remarkable scheme was soon put into

operation on this rugged part of the road. In order

that the traveller might not be subjected to the inconve-

nience entailed by so many shiftings from one vehicle to

another while making his trip, some of the transportation

companies built passenger canal boats that could be taken

apart into sections, placed on railroad cars constructed for

the purpose, and thus carried bodily over the mountains

while the people in each section of the dismembered

canal boat remained on board the water craft undisturbed.

After this plan was put in operation the traveller on his
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arrival at Hollidaysburg did not disembark from the

canal packet, but felt himself placed on wheels and lifted

up over the hills.
1 Thus he came at last to Johnstown,

and there he again slid into the water on the reassembled

vessel and continued on his way along the artificial river

toward Pittsburgh.

The custom of conveying canal boats over the moun-
tains from Hollidaysburg on the east to Johnstown on the

west by loading them on railroad cars had its origin in

an incident happening in 1834. During that year a

Pennsylvanian who lived on the Lackawanna River de-

cided to remove with his family to the West and under-

took to make the first part of his journey by boat. He

accordingly built a suitable craft somewhat on the plan
of a western flatboat but considerably smaller in size

and embarked on it together with his family and house-

hold goods. He floated down the Lackawanna and

Susquehanna and thence continued by canal to Hollidays-

burg, where according to his original idea he had planned
to sell his boat. But when he got to Hollidaysburg it

was suggested to him that it might be possible to take the

boat itself over the mountains by means of the inclined

planes, in which case he could reembark in the canal at

Johnstown, proceed to 'Pittsburgh on the canal and then

enter the Ohio River for the remainder of his journey to

Missouri.

The emigrant agreed that the attempt might be

made, and so his floating house was taken out of the water,

put on a specially prepared car and successfully trans-

ported over the series of inclined planes to Johnstown.
There the boat entered once more into its proper element

1
Despite all the ingenious methods used on this part of the Philadelphia-Pittsburgh

route the physical difficulties encountered made its commercial success impossible after

engineering science had become able to operate an all-rail route between the two cities.
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and the migrating family set sail again for another

thousand miles of the voyage to St. Louis.
1

The length of the remaining canal from Johnstown
to Pittsburgh was one hundred and four miles, within

which distance sixty-six locks were encountered. The

entire distance spanned by the traveller in advancing over

the state-owned route from Philadelphia to Pittsburgh

was three hundred and ninety-four miles, and, as earlier

mentioned, the advertised time required for the journey
was four days. But it can readily be understood that the

complicated processes and many changes of vehicle and

motive power involved in the trip made it impossible to

maintain any regular schedule. In fact any such thing as

a time schedule in the present-day sense of the word was

not possible, since the railroad tracks and rolling stock

were not under the same management, and the state was

only called upon to furnish power and lockage facilities

upon the arrival of some railroad car or canal boat.

A traveller's guide book published in 1836
2 had this

to say concerning transportation over the highway here

described, and its use in reaching the cities of the interior:

"The Pioneer Line on this route is exclusively for passengers, and

professes to reach Pittsburg in four days but is sometimes behind
1 The American use of inclined planes for the purpose of conveying canal boats

from one level to ano'her, although more spectacularly shown on the Portage railroad in

Pennsylvania, was not confined exclusively to that thoroughfare. A somewhat similar
device was also employed on the Morris Canal across New Jersey between the Hudson
River and the Delaware. The inclined planes of the Morris Canal were described soon
after their installation by the Scotch engineer, Stevenson, who came to this country in

1837. He said:
"The boats are moved from different levels by means of inclined planes instead of

locks. The whole rise and fall on the Morris Canal is 1557 feet, of which 223 feet are
overcome by locks, and the remaining 1334 by means of 23 inclined planes. . . . The
car . . . consists of strongly-made wooden crib or cradle, ... on which the

body rests, supported on two iron wagons running on four wheels. . . . The cars
run on plate rails laid on the inclined planes, and are raised and lowered by means of

machinery. . . . The railway on which the car runs extends along the bottom of
the canal for a short distance from the lower extremity of the plane; when a boat is to
be raised, the car is lowered into the water and the boat being floated over it, is made
fast to the part of the framework which projects above the gunwale . . . the

machinery is then put in motion; and the car bearing the boat drawn by a chain to the
top of the inclined plane, at which there is a lock for its reception."

The above description is from David Stevenson's "Sketch of the Civil Engineer-
ing of .\orth America." London: MDCCCXXXVIII, pp. 128-9.

2 "A New Guide for Emigrants to the West." By J. M. Peck. Boston: 1836, pp.
369, 373-371.
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several hours. Fare through, $10.00. Passengers pay for meals.

"Leach's line, called the 'Western Transportation Line,' takes both

freight and passengers. The packet-boats advertise to go through to

Pittsburg in five days for $7.00.

"Mid-ship and steerage passengers in the transportation line [meaning
on a line-boat] in six and a half days; merchandise delivered in eight

days. Generally, however, there is some delay. . . . The price of

meals on the boat is about thirty-seven and a half cents.

"The whole expense of a single person from New York to St. Louis,

via Philadelphia and Pittsburg, with cabin passage on the river, will

range about $40 to $45. The time from 12 to 15 days.

"Taking the transportation lines on the Pennsylvania Canal, a deck

passage will range between $20 and $25, supposing the person buys his

meals at 25 cents and eats twice a day. If he carry his own provisions,

the passage, etc., will be from $15 to $18.
"The following is from an advertisement of the Western Trans-

portation, or Leach's Line, from Philadelphia:

Miles Days
"Fare to Pittsburg 400 6^ $6.00

"
"Cincinnati 900 8^ 8.50

" "
Louisville 1050 <)y2 9.00

"
"Nashville 1650 13^ 13.00

" "
St. Louis 1750 14 13.00

"The above does not include meals.

"Packet-boats for cabin passengers same line:

Miles Days
"Fare to Pittsburg 400 5 $7.00

"
"Cincinnati ...: 900 8 17.00

" "
Louisville 1050 9 19.00

"
"Nashville 1650 13 27.00

" "
St. Louis 1750 13 27.00

"Emigrants and travelers will find it to their interest always to be

a little sceptical relative to the statements of stage, steam and canal-boat

agents, to make some allowance in their own calculations for delays, dif-

ficulties and expenses, and, above all, to feel perfectly patient and in

good humor with themselves, the officers, company, and the world, even

if they do not move quite as rapid, and fare quite as well as they desire."

The first canal packet to reach the Ohio River from

the East was the Pittsburgh. She was seventy-two feet

long, eleven feet wide and eight feet high. The under-

body of the boat was painted red and black, and the cabin
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The First Steam Railroad
Passenger

Train in America

235. The Mohawk and Hudson Railroad train of 1831. First steam railway in

New York State. Sketched just before the trip of August 9 bv William Brown,
a travelling silhouette artist of the time. The original silhouette made by
Brown, from his drawing, is now in the collections of the Connecticut His-

torical Society. The picture here reproduced is accurate, but several of the

printed statements on the lithograph are incorrect. It was not the first

s'aam railroad passenger train in America; David Matthew of New York
and not John Hampson of England was the engineer, and the locomotive
was the American built DeWitt Clinton and not the English engine John
Bull. The engine and cars of this train, on its first trip, were connected

by short and heavy chains of three links each.

structure was a dazzling white. Along each side of the

superstructure extended a row of twenty small windows

with green shutters. She carried a crew of nine persons,

and had accommodations for one hundred and fifty pas-

sengers.
1

Although the early plans for joining the Schuylkill

and Susquehanna Rivers were suffered to lapse they were

revived in 1811 by an act of legislature providing for the

incorporation of an enterprise known as "The Union

Canal Company of Pennsylvania." This project wras in

substance a consolidation of the two old plans for joining

the Delaware and Schuylkill Rivers to the Susquehanna,
1 "Accommodations for passengers" on a canal packet did not have the same meaning

possessed by that phrase to-day as applied to ocean steamships. It did not mean that
the number of passengers "accommodated" could all be supplied with sleeping quarters.
A canal packet frequently carried more than twice as many travellers as could be pro-
vided with berths. The surplus number slept on the floor or supper tables.
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the early companies which had been organized for that

purpose having failed and dissolved. Again did the War
of 1812 interfere and cause a temporary abandonment

of a transportation enterprise, but the Union Canal was

aided by additional legislation in 1819 and 1821, when
lotteries were authorized as a means of getting money
whereby arrears of interest might be obtained for the

holders of the stock authorized in 1811. Construction

work was resumed in 1821 and the enterprise was com-

pleted in 1828, thirty-seven years after the first work on it

was begun. The Union Canal was about eighty-two miles

long and extended from Middletown on the Susquehanna
to Reading on the Schuylkill. At Middletown it joined the

Pennsylvania Canal, thus giving it a westward outlet to

Pittsburgh, and at Reading it joined the Schuylkill Navi-

gation project, by which it gained access to Philadel-

phia. The waterway never acquired unusual importance
as a transportation route, and one of the principal causes

of its failure in that respect was the inadequacy of the

locking facilities throughout its length. Its locks were

but seventeen feet wide.

By the year 1840 the state of Pennsylvania owned and

operated six hundred and eight miles of canals and one

hundred and eighteen miles of railways, the total length
of the transportation system built by the state thus being
seven hundred and twenty-six miles. The Union Canal

was constructed and owned by a corporation, as was the

Schuylkill Navigation scheme with one hundred and

eight miles of navigable water; the Lehigh Navigation,
whose length was eighty-four and a half miles; the Con-

estoga Canal, the Susquehanna Canal and various other

minor waterways.
One other important canal begun in the East remains
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to be noticed in a review of the early efforts that were

made to join the East and the interior by means of artificial

water communications. This was the Chesapeake and

Ohio Canal, a work that had its inspiration in a plan

promulgated by General Washington as early as the year
1784. Washington was an ardent advocate of better trans-

portation facilities to the Ohio valley and the West, and

as one means of acquiring a suitable route to the west-

ward he favored the improvement of the Potomac

River, together with the building of short canals around

various obstructions to the navigation of that stream. The

organization of a corporation known as "The Potomac

Company" was largely due to his endeavors, and the com-

pany was incorporated by Virginia and Maryland in 1784-

1785 with Washington himself as its president.

Although there had been as yet no really extensive

movement of population toward the West except for the

local though highly important enterprises which followed

Boone's exploits it was dimly seen that the future of the

new nation would be profoundly swayed by the relations

later to exist between the original colonies and the vast

region lying on the far side of the Alleghany Mountains.

At that time the Spaniards still held the Mississippi River

and it was feared possibly with some reason that if the

future English speaking population of the interior was

permitted to maintain close social and economic relations

with them, without such opportunity to enjoy like as-

sociations with the East as would be afforded by better

facilities for intercommunication, the result of that state of

affairs might gradually produce a political effect in-

jurious to the nation. Doubtless some such considerations

as these were involved in all the early efforts to bring about

a closer union of the seaboard and the interior by means
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of projects for better communications between the two

regions, including the Potomac Company idea, although
that enterprise was ostensibly a commercial one only.

After Washington's death the importance of the

Potomac Company decreased rapidly, and at last became

236. An engraving intended to depict a scene on the Mohawk and Hudson

Railroad, in New York State. Published in Cincinnati about 1838. The
locomotive shown is fictitious. It slightly resembles a primitive English type
of which none was used in America. When the picture was printed there

was but one locomotive in Ohio, and it was in the northern part of the state.

Perhaps the western artist had never seen one, or even a good representa-
tion of such a machine.

virtually negligible. Yet the idea of creating a traffic

route between the Potomac and the Ohio Rivers still main-

tained a spark of life, and the year 1816 witnessed its

emphatic revival. In that year the Virginia Board of

Public Works made the first new suggestion that a

canal be built to join the waters of the Potomac and the
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Ohio, and four years later, in 1820, Virginia began a

survey to search into the practicability of such a plan.

As an outcome of that survey the states of Virginia and

Maryland engaged in a joint inquiry which resulted in the

decision that the still existing Potomac Company was no

longer useful and that its route ought to be supplanted by
an artificial canal constructed by the two states in question.

It was at once proposed to build such a canal westward

along the Maryland shore of the Potomac from George-
town on the east to the base of the Alleghany Mountains on

the west,
1 and that the canal should be thirty feet in width

and three feet in depth. The expense of such a work was

originally estimated at about a million and a half dollars,

but the final cost of the canal to Maryland was more than

eleven million dollars, and other sums contributed to its

construction by the Federal government and various cities

brought the total to about fifteen million dollars.
2

The first practical step which led to the building of

what afterward became known as the Chesapeake and

Ohio Canal was an act passed by Virginia in 1823 author-

izing the incorporation of "The Potomac Canal Com-

pany." Maryland, influenced by the interstate jealousies

of the period, at first refused to give her legislative en-

dorsement to the project, and her non-action inspired the

numerous advocates of the plan to begin an aggressive

fight in its behalf. Public meetings were held throughout

Maryland, Virginia and Pennsylvania in 1823, and

delegates were appointed by those assemblies to meet in a

convention in the city of Washington in November of

that year to consider the whole subject and take measures

for its material advancement. When the convention duly
1 With Cumberland as the western terminus.
* See "Report to the Stockholders on Completion of the Canal to Cumberland," 1850.
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assembled its membership was composed of thirty-one

delegates from Maryland, thirty-eight from Virginia,

twenty-four from the District of Columbia, one from

Pennsylvania and several self-appointed gentlemen from

Ohio on whom were bestowed honorary memberships in

recognition of their active interest in the undertaking.
The reason for Pennsylvania's scanty representation in

the convention is to be found in the fact that the state was

already beginning to consider its own plans for a route to

the West, for which reason its people were disinclined to

participate actively in an enterprise that would no doubt

compete with whatever plan they themselves might adopt.

The convention
1

proceeded enthusiastically to the con-

sideration of the subject it had assembled to discuss, and

its opinion was ultimately embodied in a declaration

which read:

"Whereas, The connection of the Atlantic and Western waters by
a canal leading from the city of the National Government to the River

Ohio, regarded as a local object, is one of the highest importance to

the states immediately interested therein, and considered in a national

view is of inestimable consequence to the future union, security and

happiness of the United States,

"Resolved, That it is expedient to substitute for the present de-

fective navigation of the Potomac River, above tide water, a navigable
canal from Cumberland to the . . . eastern base of the Alleghany,
and to extend such canal as soon thereafter as practicable to the highest
constant steamboat navigation of the Monongahela or Ohio River." 2

In the minds of many of the men who took part in the

convention of 1823 the ultimate terminus of the proposed
canal was Lake Erie, but they proposed to confine their

first energies to the building of a section about two

hundred miles long from tide water to the mountains. The

existing Federal policy and public opinion in favor of

using government funds in the construction of new trans-

1 It sat in the Federal capitol.
2
"Proceedings of the Chesapeake and Ohio Canal Convention." Washington, 1823.
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portation routes which policy was again destined to

dominate Congress and to sweep the country as a political

issue within the next two years was also visible in the

action of the convention, which proposed a scheme of

ownership for the waterway that would distribute its

capital shares according to the following plan:

The United States to own one million dollars' worth

of stock; Virginia to own seven hundred and fifty thou-

sand dollars' worth of stock; Maryland to own five

hundred thousand dollars' worth of stock; the District of

Columbia to own five hundred thousand dollars' worth

of stock.
1

It was also resolved that the United States should

control and be responsible for all stock, and have a

dominant voice in the management of the project. It was

further decided to call the enterprise "The Chesapeake
and Ohio Canal."

--*!/?'
^ "

According to the ideas of the convention, therefore,

the Federal government and certain of the states were to

be partners in the undertaking, and the consent of all was

necessary before it could be completed. The acquiescence
of the national administration and of Virginia, Maryland
and Pennsylvania was requisite before it could be begun.
This condition of affairs resulted in a delay of not less

than five years between the date of the convention and the

day on which actual construction work was commenced.

For a long time previous and even during the period
under immediate consideration the individual states of

the union had been and still were at odds on the subject of

their interstate communications,
2
and jealousies born of

1 At this time it was calculated that the cost of the enterprise from Georgetown to

the mountains would be about $2,600,000.
2 The action of the New York court in declaring that steamboats from another state

could be prevented from entering Xew York, just as if they were infected goods danger-
ous to public health, will be recalled.
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those relations had much to do with the postponement of

the plan.

Virginia granted a charter to the company early in

1824, adding to her endorsement of it a declaration of her

opinion on the constitutional question involved by the

proposed use of government money in the enterprise. This

she was compelled to do in order to maintain her estab-

lished position respecting state's rights as opposed to

broad Federal authority. Maryland refused for a time to

pass a law permitting the organization of the proposed

company, and Pennsylvania likewise declined to take any
action. The attitude of both those commonwealths was

in large part due to state jealousies and to a fear that the

contemplated undertaking would bring more benefit to

other communities than to themselves. Indeed, this ap-

prehension was openly avowed during the next session of

the Maryland legislature, and it was then believed by
members of that body that the proposed canal would bring

Washington and Georgetown into close touch with the

West and thereby benefit those cities rather than Balti-

more. Maryland finally did grant the desired charter,

but only on condition that she might have the right to

extend the canal in such manner as to bring the eastern

end of it to her own metropolis.
1

At this time, as has been shown by the history of the

National Road, the Federal Congress believed that the

country might constitutionally use its money in the build-

ing of travel and transportation routes, and a few weeks

later that body passed a law confirming the action of Vir-

ginia and Maryland. President Monroe signed the act on

his last day in office,
2
thus giving his endorsement to a

1 See "Laws of Maryland: December Session 1824." Maryland's confirmation of the
charter was under date of January 31, 1825.

- March 3, 1825. His appro\al of the extension of the Cumberland Road through
Ohio, Indiana and Illinois was also recorded on the same day.
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governmental policy which he himself had previously be-

lieved to be unconstitutional. So in 1825, practically two

years after corporations began to apply for railroad

charters, the nation was engaged in interstate turnpike and

canal building in an effort to create a more efficient trans-

portation system by public funds. The Pennsylvania leg-

islature sanctioned the canal plan in 1826,
1

and for a short

time everything seemed favorable for the commencement
of actual work. But all the states involved discovered in

the plan, as it then existed, certain conditions which

they believed would operate against them individually,

and numerous amendments to the canal charter were there-

fore passed by them. Some of these amendments required

adoption by all parties to the enterprise, and not until

1830 were legal obstacles removed from the path of the

desired highway.
Still another cause that entailed delay in beginning

the canal lay in a hitherto unmentioned feature of the

Federal policy toward the subject of constructing public

improvements. Congress had passed a bill in 1824 ap-

propriating funds to obtain "the necessary surveys and

estimates on the subject of roads and canals," and Presi-

dent Monroe had given his executive signature to the act,

which created a Federal "Board of Internal Improve-
ments." This board had been directed to "make immediate

reconnaissance of the country between the waters of the

Potomac and the head of navigation on the Ohio, and be-

tween the Ohio and Lake Erie for the purpose of as-

certaining the practicability of communications between

these points, of discussing the most suitable route for the

same and of forming plans and estimates in total of the

1
February 9.
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expense of erection."
1

In the spring of 1826 the Board
of Public Improvements had reported that the eastern

section of the proposed canal that part lying between

Georgetown and Cumberland would cost over eight
millions of dollars.

The announcement of this estimate was a serious blow
to the advocates of the plan and gave corresponding en-

couragement to all those throughout the country who
were turning toward railroads as the most desirable solu-

tion of the problem presented by the need for better

physical communications between the East and the in-

terior.

But sturdy believers in the Chesapeake and Ohio
Canal refused to be overwhelmed. Another convention

of its supporters assembled in Washington in December
of 1826 and characterized the unfavorable financial

estimate as excessive. A new survey of the proposed route

between Georgetown and Cumberland was therefore

made and a revised report was sent to Congress in March
of 1 828, in which it was stated that the work could be done

for four and a half million dollars. The public began to

subscribe for stock in the proposed company in the

autumn of 1827, and within six weeks more than one mil-

lion and a half dollars had been pledged. On May 24,

1828, Congress authorized the United States treasurer

to subscribe to one million dollars' worth of stock and also

guaranteed similar subscriptions made by the towns of

Washington, Georgetown and Alexandria to the amount

of one and a half million dollars. The United States

therefore became a partner in the undertaking to the

extent of two and a half million dollars.
2

1 Senate Document No. 32; 18th Congress, 2nd Session.
" The amounts subscribed by the three municipalities here named were paid by the

Treasury to foreign stockholders who had bought the securities under the Congressional
guarantee.
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239. A carefully drawn but crude print of Old Ironsides, first locomotive of

the Philadelphia, Germantown and Norristown railroad, and the first

engine made by Baldwin. Built and put in commission in 1832. The car,
also sketched with obvious care, is seemingly the same vehicle shown in the

preceding print.

The Chesapeake and Ohio Canal Company was

finally organized in June, 1828, and ground was broken

during the same summer the date of course being July
4th. The usual procession, speeches and other ingredients

of a public celebration characterized the occasion, and

when all was ready for the climax of the day President

John Quincy Adams stepped forward and dramatically
thrust his shovel into the ground. It struck a root, and

his effort to bring up a clod of earth was a failure. So

he laid down his shovel, took off his coat and hat, picked

up the shovel again and made a second and more vigorous
effort in his temporary occupation of day laborer. This

time he was successful, and the work was at last begun.
1

1 A description of the day's ceremonies was printed in Vol. 34 of "Niles" Register,"
p. 325.
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The building details proceeded slowly amid many
physical obstacles whose seriousness had not been properly

appreciated, and the cost of going ahead assumed formi-

dable proportions. There were times during the next two

years when the question of continuing the project or

abandoning it seemed to hang almost by a hair as a conse-

quence of the extent to which the cost of progress ex-

ceeded the original estimates. One of these occasions de-

veloped in 1830, and is portrayed in a letter then written

to President Mercer of the company by Richard Rush,
one of its legal advisers. The letter ran:

"Private.

"Washington, April 17, 1830.

"My dear Sir: I have just returned from a short visit to Annapo-
lis. I there learned that great pains have been taken to impress the

Governor and Council with the belief that to complete the canal as

far as Cumberland on the plan on which the work is now going on

will require twelve or fifteen hundred thousand dollars more than the

company now have, of all funds, including the Dutch loan ; for it was so

that I understood my informant. I was amazed, and stated my entire

disbelief in the above representation, but had no facts in detail to repell

it authoritatively.

"The Governor and Council have been vested with authority to

vote the proxy of Maryland, and will endeavor by their votes to undo

everything, I imagine, unless they get better information before the

time arrives. I write you this letter confidentially. You, my dear sir,

in conjunction with any of the Board to whom you may show it, will

best know what to do on the occasion. It strikes me, however, that

not one day should be lost in sending a proper person to Annapolis

charged with materials for making known the facts as they truly are

representing the cost, and in the most authentic way that the case will

admit of.

"I remain as ever, my dear sir, sincerely yours,

"MR. MERCER." "RICHARD RUSH."

This and other similar crises were successfully passed
in one way or another, and by the summer of 1831 twenty
miles of the canal at its eastern end had been finished.

The company then found itself involved in a legal con-
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troversy with the Baltimore and Ohio Railroad over

questions growing out of the physical location of the two

enterprises.

By the year 1832 the canal company had disentangled

itself from obstacles temporarily interposed against its

extension, but in the meantime it had used up all its

money and could make no further progress until it had

found another source of financial help. The Federal

government had decided that it would withdraw from

active participation in the undertaking. Maryland had

already expended more than half a million dollars, and

could expect no returns on her investment unless she fol-

lowed it with a much larger sum. Two years of debate

ensued over the best policy to be pursued in these circum-

stances, and in 1834 the Maryland general assembly
authorized the state to loan the company two million dol-

lars. Pennsylvania and Ohio were already deeply en-

grossed in the construction of their own canal systems, and

Virginia declined to do anything further unless those

more western states could be relied on for a share of the

support necessary to carry the enterprise ahead. So the

whole burden fell upon Maryland, several million dol-

lars more were supplied, and by the middle of 1837 the

canal had been finished to a point a little more than one

hundred miles west of Georgetown. The financial panic
which swept over the country in 1837 brought still further

trouble to the company, and in the following year the

state was compelled to subscribe to its stock in the ad-

ditional amount of one million, three hundred and seven-

ty-five thousand dollars. Three years later, in 1841, the

work was again brought to a halt through lack of funds

and Maryland itself was involved in financial difficulty.

About one hundred and fifty miles of canal were then in
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operation and bringing in some revenues, though its

receipts were less than the outlay necessary for its main-

tenance. A final exertion by Maryland in 1844 resulted

in bringing more help to the canal, and it was at last

finished to Cumberland in the year 1850.
1

At a considerably later day
2
the Federal government

again displayed an interest in the original proposition of

1823, which was to complete the canal from Cumberland
to Pittsburgh and the Ohio River. Surveys were then

made in accordance with the plan, but it was never carried

out.

It will thus be seen that no less than three important
and extensive schemes for connecting the East and the

West by artificial waterways characterized the early

canal-building epoch of the country. Those of New York

and Pennsylvania were pushed on to their intended

destinations, and the southernmost of the three projected

routes was carried almost two hundred miles into the

interior. By the first of these three canals the waters of

the Hudson were connected with Lake Erie and eventu-

ally also with the interior of the state of Ohio, with the

Muskingum, Scioto and Miami Rivers, with the Ohio

River, with the interior of Indiana, and with the Wabash
River. By the Pennsylvania Canal and the two state-

owned railroads operated in connection with it, the waters

of the Delaware and Schuylkill Rivers were connected

with the Ohio valley. The scheme out of wrhich the

Chesapeake and Ohio Canal grew was not carried to its

intended conclusion, and so that important work did not

become a thoroughfare comparable with those two which

1 An elaborate history of the Chesapeake and Ohio Canal is contained in "The Early
Development of the Chesapeake and Ohio Canal Project," by George Washington Ward.
Baltimore: 1899, the same being Xos. 9, 10, 11 of Series XVII of the "Johns Hopkins
University Studies in Historical and Political Science."

2 1870.
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lay to the northward of it. But the two that finally did

reach the Great Lakes and the head waters of the Ohio

linked the eastern seaboard with the populous interior

valley and formed practicable routes of transportation

over which flowed for many years a constant stream of

human and commercial traffic.

It is now desirable to trace the further development
of the first American canal period, by which the public
works just discussed were extended westward through
the states of Ohio and Indiana, where extensive canal

building by Federal and state aid finally came to an

end, and was soon afterward overtaken and superseded

by the use of steam and railed tracks.



THE CANAL SYSTEM OF THE MIDDLE WEST OHIO TAKES

THE LEAD INFLUENCE OF NEW YORK'S EXAMPLE

-TWO IMPORTANT WATERWAYS CREATED THEY
UNITE THE OHIO RIVER WITH LAKE ERIE, THE ERIE

CANAL, THE HUDSON RIVER AND THE ATLANTIC -

INDIANA'S CANAL HISTORY AID BY THE NATIONAL

GOVERNMENT A FUNDAMENTAL ERROR OF JUDG-

MENT BY THE WESTERN PEOPLE M'NAIRY'S DE-

CISIVE SPEECH THE WABASH AND ERIE CANAL
ROUTE ENCOUNTERS AN INDIAN VILLAGE RESULT

OF "LOG-ROLLING" LEGISLATION WHEN APPLIED TO

PUBLIC IMPROVEMENTS TRAFFIC ON THE CANAL
-COLLAPSE OF INDIANA'S SCHEME MOBS ATTACK

THE WATERWAY ITS FINAL ABANDONMENT

THE history of the canal system of the Middle West

can best be outlined by dividing it into two sections.

Ohio first began the work of construction, and Indiana

carried it on. The later efforts of the two states to create

an artificial water route which should join them with the

East were so closely interwoven as to demand a simul-

taneous consideration, but the first attempt of the interior

to improve and expand a national transportation system

by the making of canals was centered in and confined to

Ohio. Ohio's pretentious undertaking during the early

days of actual canal building was closely connected with

the ambitious project of New York State that has already
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been described, but a well-defined agitation for the crea-

tion of canals existed in Ohio even before New York built

her waterway from the Hudson to Lake Erie. As early as

the year 1807 a Federal senator from Ohio had urged in

Congress that the national administration interest itself in

the subject of canals and turnpikes.
1

It has already been said that the Erie Canal Commis-
sion of New York made an attempt, soon after its or-

ganization in 1810, to secure Federal support for the pro-

posed Hudson and Erie Canal. When that endeavor

failed the New York Commission turned to Ohio for help,

and the western state made a prompt and favorable reply

to New York's appeal. The Ohio legislature passed a

resolution
2

declaring its opinion that the digging of a

waterway which should unite the Hudson River with the

lake system was a matter of interstate and national im-

portance, and that in its judgment the general govern-
ment should itself undertake the work. The outbreak of

the second war with Great Britain temporarily obscured

the consequence of this and all similar internal concerns,

however, and no action was taken by Congress. At the

close of the war, after New York had finally abandoned

her desire to secure Federal aid in building the Erie

Canal, she again appealed to Ohio for assistance in carry-

ing out her contemplated effort. Ohio's executive
3

laid

before the legislature of his state in December of 1816 a

letter written by De Witt Clinton in which that eminent

advocate of canals asked Ohio to join in the creation of the

New York waterway, and pointed out the advantages

which would accrue to Ohio by such procedure.
4 But by

1 A resolution to that effect was then introduced by Senator Worthington.
2 On January fifteenth, 1812.
3 Worthington, who as Senator had introduced the resolution of 1807.
* See "Ohio Senate Journal" for 1816, p. 68.
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that time Ohio was beginning to discuss the building of

canals within her own limits, and her legislature in conse-

quence did not favor New York's appeal for financial

help. During the next five years the question of canal

construction in Ohio received the constantly increasing

attention of the people of that state, and various plans for

240. Another print of Old Ironsides. Showing the two types of passenger
vehicles then most widely used. Drawn and engraved by Alexander Robb,
who lived in Philadelphia at the time. Richard Imlay, the car-builder, who
made for the Baltimore and Ohio road, in 1830, a car almost identical

with the first one here portrayed, also had his shop in Philadelphia. Robb
was therefore in position to see both locomotive and passenger coach. He
duplicated the first of these cars in his engraving shown by illustration

No. 227.

the suggested work were at all times before the assembly.

Finally, in 1822, the legislature passed a bill providing
that surveys and estimates be made for one or more canals

which should extend across the state from north to south

and join the waters of Lake Erie and the Ohio River.

Again the mutual interests of Ohio and New York were

disclosed, and the eastern state loaned to her western sister

one of the few competent Americans 1
of that day who

possessed sufficient engineering knowledge to perform the

task which Ohio desired to begin.

Ohio's survey and further consideration of the con-

templated ditch extended over the following three

years, and early in 1825 her lawmakers entered on the
1 James Geddes, who had been prominent in the construction of the Erie Canal up

to that time. He made the Ohio survey.
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policy of canal building.
1

By the terms of the act then

passed the canals were to be undertaken wholly as a state

enterprise and by means of borrowed funds, and a state

tax system was devised by which it was expected that a

sinking fund would be formed to meet the interest on the

proposed loans and gradually retire the principal thereof

until such period as the profits of the canals should be

sufficient to meet those duties. At the time Ohio formu-

lated her plan of canal digging it was estimated that the

cost would be about $6,600,000. This estimate, as was

usually the case in such matters, was much too low, and

some $16,000,000 were ultimately expended before the

state's system of artificial waterways was completed.
2

Two canals were authorized by the Ohio act of 1825.

One of these was to extend from Portsmouth on the Ohio

River, following the course of the Scioto River in a gen-

erally northward direction to a point in Franklin county
near the center of the state, from which it was to swing
northeastward to Tuscarawas county, and thence proceed
almost directly north until it terminated at the village of

Cleveland on the shore of Lake Erie. The other route

was to begin at Cincinnati and extend northward until it

reached the valley of the Great Miami River, whence it

was later to extend still farther northward until it entered

the valley of the Maumee, and was thence to proceed

along the Maumee until it joined the waters of Lake Erie

at Toledo. Actual commencement of the work was set for

July Fourth of 1825, and was attended by elaborate cere-

monies and popular rejoicing. Governor Clinton of New
1 By a law passed on February 4th entitled "An Act to Provide for the Internal

Improvement of the State of Ohio by Navigable Canals."
2 The profit produced by the operation of the canals did not suffice to pay the interest

charges on the canal loans by the year 1837, as expected. The panic of 1837 and the
financial and economic conditions produced by the introduction of railroads also exercised
a powerful influence on Ohio canals and the monetary scheme originally devised for
their creation. As a consequence the state debt incurred was not wiped out until a
recent period.
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York journeyed from Albany to be present on the oc-

casion, and he lifted the first spadeful of earth that

marked the beginning of the undertaking. Governor

Morrow of Ohio dug the second shovelful, and as he and

his colleague of the Empire State thus inaugurated the

physical effort on which the commonwealth was em-

barked a mighty cheer arose from the thousands who had

gathered to witness the scene.
1 Governor Clinton also

took part in the festivities at Middletown, later in the

same month, where the Miami and Erie Canal was begun.
After Governors Morrow and Clinton had laid aside

their spades the further process of excavation was con-

tinued by thousands of laborers who were paid thirty

cents a day and their subsistence for working from sunrise

to sunset. For a few months those more capable though
less celebrated diggers were also furnished with a daily

allowance of whisky amounting to a quantity then termed

a "jiggerful."
2

Work on both canals went on without serious inter-

ruption, and the first completed section of the waterway
between Portsmouth and Cleveland was opened to traffic

exactly two years after the enterprise was begun. This

part of the canal extended northward from Akron 3
to

Cleveland, and was about thirty-seven miles long. The
first packet passed along the waters of these thirty-seven

miles on the Fourth of July, 1827, and an account of its

triumphal progress was contained in the next annual mes-

sage of the governor
4
in which he said of the boat: "She

was cheered in her passage by thousands of our delighted
' This first digging took place at Licking Summit, in Licking county.
2 Howe's "Historical Collections of Ohio," 1847. The precise amount of liquor con-

tained in a "jiggerful" can not now be stated, and even at that time there may have been
jiggers of varying capacities. But it is likely that even a small jigger held a substantial
drink.

3 The present city of Akron, in Ohio, had its beginning in a temporary encampment
of laborers who were engaged in canal work between 1825 and 1827.

* Governor Trimble's message of December 4, 1827.
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citizens who had assembled from the adjacent country at

different points on the canal to witness the novel and inter-

esting sight." A small division of the Miami Canal was

also opened during the same year, to the accompaniment
of similar popular enthusiasm. In an official account of

the occasion it was said : "Three fine boats, crowded with

citizens delighted with the etyent and interest of the oc-

casion, left the basin six miks north of Cincinnati and

proceeded to Middletown with the most perfect success.

The progress of the boats was about three miles an hour,

including locks and other detentions. The return trip was

made with equal success."
1

Additional parts of the Ohio system as originally

planned were in succession opened for traffic, and the

Miami Canal was practically finished before 1829. The
channel between Portsmouth and Cleveland

2 was com-

pleted in 1833, and Ohio then owned more than four

hundred miles of navigable canals. These additions to

the transportation system of the state were never less than

twenty-six feet wide at the bottom, forty feet wide at the

surface and four feft deep. In many plafcp
the dimensions

named were exceeded, for the state commissioners always
caused the excavation of a larger channel than was called

for by the law in regions where such a policy might be

followed without materially increasing the estimated cost

of the work. In consequence of this wise plan some

portions of both canals were from fifty to one hundred and

fifty feet wide, and from five to ten feet deep. So it came

about that by the close of the year 1833, and through use of

the Hudson River, the Erie Canal, Lake Erie, the Ohio

and Erie Canal and the Ohio River, all cities and settle-

1 "S'xth Annual Report of the Ohio Canal Commission," January 5, 1828. The trip
described took place on .November 28, 1S27.

2 Together with a n amber of short lateral canals connected with it.
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ments along the Ohio River and many of the towns

throughout the whole extent of the state of Ohio were con-

nected by direct water communication with New York

and the Atlantic coast.

At this point in the history of the canals of the interior

it is desirable to introduce Indiana as a factor in the

further extension of the system of artificial waterways
built in the middle states.

1

One of the considerations in addition to those hereto-

fore mentioned which convinced both East and West

that increased facilities of communication were necessary

between the two sections, was the experience derived by
the country from the War of 1812. It was recognized

during and after the war that the existing wilderness

roads extending out through Virginia and North Carolina

to Tennessee and Kentucky, and the Ohio River, not only

failed to furnish a sufficient means of transit for travel

and commerce in time of peace, but that the lack of better

1 The most important historical study of the Ohio Canal system is a monograph
published by the Ohio State Archeological and Historical Society in 1905, under the
title "History of the Ohio Canals: Their Construction, Cost, Use and Partial Abandon-
ment." This is a careful work of one hundred and eighty-one pages, and was prepared
by C. C. Huntington and C. P. McClelland, under the direction of Professor Haggerty
of Ohio University. It not only deals with the history and construction of the canals of
the state, but with their finances and economic value.

There have been two recent monographs dealing with the history of the Indiana
canals. The earliest of these in point of date is Number Twelve of Cottman's historical

pamphlets, entitled "Canals of Indiana." This is a twenty-four page pamphlet containing
material previously published in Volume Three, Number Three of the ''Indiana Magazine
of History." The other recent item discussing the Indiana Canal System is Volume Five,
Number Two of the publications of the Indiana Historical Society, its title being, "In-
ternal Improvements in Early Indiana," by Logan Esarey, Indianapolis, 1912. Esarey's
monograph is a book of one hundred and fifty-eight pages and constitutes the most elabo-
rate historical review of Indiana's early road and canal system that has as yet appeared.
Its narrative and facts were drawn from substantially the same sources as those used by
the author of these volumes, namely the early official state records, and files of early
newspapers in the collections of the Indiana State Library. It is proper to say in this
connection that Mr. Esarey's investigation of the subject was made prior to that of the
writer, although his monograph was not published until some months after material
intended for use in these present volumes had been collected and put in form. When con-
sidered in relation to Indiana's early population and resources, that state's activity
in an attempt to construct a system of public improvements was the most pretentious,
as well as the most disastrous and significant in its lessons, of all similar pioneer efforts.
The subject of such former state enterprises is receiving a constantly increasing atten-
tion, and the publication of Esarey's contribution to the social and economic history
of the canal period, prior to the appearance of these volumes, has fortunately enabled
the author of this history to abbreviate the space which he would otherwise have felt

compelled to devote to Indiana's undertaking and the significance of its collapse. Esarey's
work should be read in connection with Benton's "The Wabash Trade Route in the
Development of the Old Northwest": Baltimore, The Johns Hopkins Press, 1903.
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transportation facilities also left the interior almost de-

fenseless against England in time of war. The conflict

emphasized the need of continuing at once along the

general lines of the national policy previously outlined by
the road building provision in the Ohio Act of 1802 and

the Cumberland Road Act of 1806.

Congress in 1816 passed a bill appropriating about

one million and a half dollars, together with an annual

sum of about four hundred thousand dollars thereafter,

to be used for the construction of interstate roads and

canals. The success of the bill in Congress was mainly
due to the support it received from the interior common-
wealths. They advocated the measure as an economic

and social necessity rather than as a military expedient,

but were not especially concerned over the reasons lead-

ing to its approval by the East so long as the object de-

signed by the bill was attained.

President Madison vetoed the act, despite his previous

approval of six laws in favor of the Cumberland Road.

His decision on that occasion was perhaps the final de-

termining influence that impelled the four states of New
York, Pennsylvania, Ohio and Indiana to enter upon the

creation of extensive canal systems as state undertakings.
It was in 1817 that New York committed herself to the

building of the Erie Canal. Pennsylvania, in the same

year, passed a legislative resolution inviting Virginia,

Kentucky, Ohio and Indiana to join with herself in a con-

ference having for its purpose the improvement of com-

munication facilities in the middle and western states.

Clinton, of New York, also wrote to Governor Jennings
of Indiana in 1817 in reference to the need of canals which

should join the lake system of waters with the Ohio and

Mississippi Rivers, and Indiana's governor discussed
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Clinton's letter and its subject matter in his message to

the state legislature later in the same year.
1 At this time

the small population and limited wealth of Indiana
2 made

it impossible for the young state to embark upon any such

pretentious scheme of public works as was under way in

the East, but public discussion of the subject continued

to increase during the next three years.

The opening of the Erie Canal in New York, the com-

mencement of work on the Ohio canal system in 1825, the

rumors which came from England about a new method

of transportation called the "railroad," Strickland's book

on railroads published in 1826,
3 and numerous other

similar events served still further to concentrate Indiana's

attention upon the subject, and the active history of her

early scheme of public improvements soon began.

During the preceding two or three years the state

legislature had been petitioning Congress for a donation

of public lands through whose sale she might secure funds

for canal building. While one of these requests was be-

fore the national House of Representatives, in 1823, ob-

jection was made to the proposal on the ground that the

land in question had been given to the Federal government

by the state of Virginia with a proviso that it should not

be used except for purposes of common benefit to all the

states. The opponents of the suggested measure argued
that the projected Indiana canal was a local work and of

state importance only. Those legislators who opposed

governmental aid to proposed internal improvements in

the Ohio valley also pointed to Pennsylvania, where

similar work was being done at that state's own expense.

1 See "Journal of the Indiana House of Representatives" for 1817, p. 8.
2 Even at as late a date as 1824 the yearly income of the state was only about forty

thousand dollars.
a Strickland's work is discussed in a later chapter.
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242. A train of the Pioneer Fast Line passing through a Pennsylvania town at a

considerably later period, when locomotives were common. Date, probably
about 1842. The canals which constituted part of the system built by the

state were sold to private companies between 1845 and 1858, and the main
line of railway was sold in 1857.

But to this the western states retorted that Pennsylvania
owned her own public lands, whereas in the West the

public domain belonged to the general government and

so could not be made the basis of state credit. It was

finally decided that the proposed western artificial water-

way was of national importance, and in 1827 the Federal

government gave to the state a considerable amount of

land in the neighborhood of the Fort Wayne portage on

condition that Indiana create a canal connecting the

navigable waters of the Maumee and Wabash Rivers.

This donation was accepted in 1828, and the state thus

stood committed to the building of the designated artificial

traffic thoroughfare.
At this time the whole country, both East and West,

was in a veritable frenzy of excitement over the subject of

improving its travel and transportation routes. The
National Road was being pushed westward through
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Ohio; the Erie Canal was in successful operation through-
out its entire length; Pennsylvania was spending large

sums on her canals, some sections of which were in opera-

tion; parts of both the Ohio canals had already been

opened to traffic; railroad cars pulled by horses were

regularly travelling back and forth over a few miles of the

new Baltimore and Ohio Railroad; South Carolina was

preparing to build a long railroad from Charleston to

Hamburg; the country was rapidly increasing in prosper-

ity; thousands of its citizens in all the states were hasten-

ing to invest their savings in the stocks of projected rail-

roads or canals; the subject of better travel and traffic

facilities was the principal question occupying the atten-

tion of the newspaper press; and political parties achieved

ascendency or encountered defeat in accordance with their

attitude on the topic of universal public interest.

As soon as Indiana began her survey for the projected

canal between the waters of the Wabash and the Maumee
it was discovered that a part of the canal would necessarily

have to lie in Ohio. This complication resulted in a con-

ference at Cincinnati in 1829 between representatives of

the two states, and it was agreed that Ohio should under-

take that portion of the waterway within her own borders

and accept some of the Federal land as recompense for her

work. It was further agreed that each state should en-

joy identical rights throughout the entire length of the

canal. Indiana ratified the Cincinnati agreement, but

Ohio refused to indorse it, and maintained her attitude

of opposition for a number of years. Her position con-

stituted another of those numerous instances of state

jealousy or sectional narrow-mindedness which from time

to time characterized the early history of the national

transportation system. Ohio's attitude was due to the fact
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that she was already digging two canals designed to unite

Lake Erie and the towns along her southern border, and

one of these
1 was to extend north and south throughout

the length of the state and but a short distance to the east-

ward of the Indiana boundary. If the canal planned by
Indiana and aided by the Federal government was created,

and Lake Erie and the Maumee were by it joined to the

Wabash and lower Ohio, it was obvious that a consider-

able amount of water travel and commercial business

would thereby be diverted through Indiana as interstate

traffic, instead of flowing southward to Cincinnati on

a waterway controlled exclusively by Ohio. Nevertheless

Ohio did finally consent, in 1836, to the physical union of

her system with that of her western neighbor. Work on

the Indiana part of the canal had already been begun near

Fort Wayne early in the year 1832.

This was a critical era in the history of the transporta-

tion utilities of the Middle West. Scarcely a month

went by that did not bring to the interior fresh news con-

cerning the rapid advance of the railroad idea in the

eastern states. To many minds it was already apparent
that the railway was destined to spread over the land and

ultimately revolutionize the conditions of its social and

economic life. Those who entertained this belief were

profoundly convinced that the adoption, in the com-

paratively sparsely settled interior, of a public policy com-

mitting the states to the immediate building of extensive

canal systems would constitute a serious error. Though
no less anxious than all other of their fellow citizens that

facilities for movement and commerce should be in-

creased, they felt it would be the part of caution, and

better in the end, if they should wait yet a little while

1 That between Cincinnati antl Toledo.
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longer in order to be sure of the wisdom of their course.

And meanwhile an equal or perhaps still larger portion
of the people of the West pointed to the established suc-

cess of the Erie Canal and to the benefits it had brought to

the commonwealth which had constructed it. And they

243. A train on the West Chester railroad in Pennsylvania. The road was built

in 1835 and was nine miles long. Horse-drawn cars were also employed
on the West Chester line. Engraved in mezzotint by John Sartain from a

drawing by the artist Thomas Ashton.

also advanced the argument that action of some sort was

necessary if the West was to attain the place its unde-

veloped opportunities and potential strength entitled it to

occupy. They failed to see that the Erie Canal under

the peculiar national economic conditions then existing

held a position which was not only unique in the com-

munication system of the nation but one which could not

elsewhere be duplicated until the interior itself possessed
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in substantially equal degree those circumstances of social

development and industrial progress which then charac-

terized the East. Amid conditions then prevailing the

Erie Canal was not, and could not be, an artery through
which might flow equal and reciprocal advantages for

both sections. It was rather a broad estuary of trade

movement into which rolled many smaller streams of

traffic, and it became mighty in its effect in the region

where it existed only because it resembled, in a sense, a

natural river fed by innumerable tributaries.
1

It was this error in estimating the economic relation-

ship of a canal to a population that led the West to its

early embarkation on the policy of canal construction.

The people of the interior were carried away by their

own desperate need, and failed to see that an extensive

canal system is not a transportation device suited to a vast

region of scanty population and undeveloped resources,

but is preeminently a device suitable for such conditions

as are gradually appearing throughout the whole region

east of the Mississippi River, wherein the benefits of such

a system might now be distributed with something like an

approximate equality through all the districts connected

and served by it.

So Indiana finally committed herself to the policy of

canal building, but even after the legislature had formally

acted on the question there still ensued a delay of several

years, due in part to a continuation of the debate over the

relative merits of canals and railroads. Nevertheless

1 By the year 1847 the canal business concentrating at Albany was greater than that
derived by New Orleans, in the same year, from the Mississippi River and its tributaries.

In 1872 but one-twelfth of the tonnage reaching Albany by means of the Erie and
Oswego Canals originated in New York State. The other eleven-twelfths came from
outside states. The relative proportions here mentioned did not exhibit quite such a
striking contrast in the early days of the Krie Canal, but the economic principle gov-
erning them existed from the first, and its effects were visible, though they were not
taken into account by those of the interior who believed that Mississ.ppi valley canals
would at that time have corresponding value to the Middle West.
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244. Several of the early railways of Pennsylvania, the Mohawk and Hudson
line in New York, one in Indiana, and one or two roads in New England, at

first surmounted steep grades by means of inclined planes. The cars were
lifted and lowered bv means of stationary engines and huge cables. But the

delay and cost of such practise, and accidents, resulted in the substitution of

detours and more gradual ascents.



the state eventually adhered to its decision, and one

of the considerations impelling it to that course was the

argument that all materials and labor for the making of

a canal could be found in Indiana, and all the money ex-

pended in its construction would therefore remain in the

state, whereas if a railroad was decided on, all the iron

and many other materials for it would necessarily come

from the East and the money representing their cost would

leave the commonwealth.

When the day arrived whereon it had been agreed by
the legislature to take a vote on the proposed measure

the issue seemed to hang in the balance. The chamber

of the House of Representatives was crowded with specta-

tors and a powerful speech had just been made against the

bill, when up rose Colonel John McNairy, a famous back-

woods orator of the upper Wabash valley. Raising him-

self almost on tiptoe he secured recognition from the

Chair, and then at the very highest pitch of his voice he

shouted "Mr. Speaker, our population on the Wabash am

great, Juit our resources for salt am slim. Salt! They
cannof emigrate up the Wabash!" This speech settled

the matter. No one asked for the floor to reply. The

question was put from the Chair and the bill passed by a

decisive majority. "The cannon were fired, the city was

illuminated, and all was joy and hilarity at the capital for

weeks thereafter."
1

The Federal lands donated to the state had been put on

sale in 1830, and Indiana permitted their purchase on a

payment of one-seventh of the cost price in cash, the re-

mainder to be paid in six equal annual installments.
2

1 This account of the incident and McNairy's address are taken from Smith's "Early
Indiana Trials: And Sketches." Indiana's act was passed in January of 1832, and therein
it was directed that work begin by March of the same year.

2 Insufficient cash for the commencement of operations was obtained through this
method, and the state was compelled to borrow $600,000 in addition to the sums thus
received. "Sessions Laws of Indiana" for 1831-2-4.
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At the time work on the canal was begun at Fort

Wayne, some of the country near that town was still owned
and occupied by the Miami Indians, and the canal was

built through their territory for part of its length. The
natives had granted permission for the necessary work

by treaty with the United States in language which read:

"It is agreed that the State of Indiana may lay out a canal

or road through any of these reservations."
1

During the construction of the canal through the In-

dian village of White Raccoon 2
it was observed that a

cabin belonging to Cha-pine, orator of the tribe, was

situated precisely on the line chosen by the surveyors for

the location of the waterway. Cha-pine's home was there-

fore taken down, moved and rebuilt at the expense of the

canal fund of Indiana. The artificial river was dug

literally through and among Indian villages and native

farms.

The moving of the Miami orator's lodge by the consent

of himself and his people carried a significance more

important than the act itself. It typified the process by
which America's modern transportation system came into

being. In like manner were the Indians, group by group,
set to one side in order that their habitations as a race

might not interfere with the intercommunications of the

white Americans.

The first section of the Wabash Canal, some thirty

miles long and extending from Fort Wayne to the town of

Huntington, was opened for business on the Fourth of

July in 1835. During the same year the proposal was

made that the state embark on the construction of an ex-

tensive system of canals, railroads and turnpikes whose

1
Treaty of 1826 between the United States and the Miamis.

2 White Raccoon was a chief of the tribe.
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total cost was to be about six million dollars. The plan

at once became the principal political issue before the

people, and the elections held later in the same year

were fought and decided upon it. When the legislature

assembled for its next session public opinion was known

to be in favor of the proposed law and it was overwhelm-

ingly passed.
1 With the enactment of this legislation,

which was without question based on the desire of the

people and that contained some features of merit Indiana

entered on a course of action destined to lead hei for more

than thirty years through a series of unhappy experiences

and embarrassments. The main feature of the proposed

system of internal improvements was to be the Wabash
and Erie Canal, extending in a generally southwestward

direction from the Ohio state line to the town of Terre

Haute, near the Illinois boundary. About a dozen other

canals, railroads and turnpikes were also provided for by
the bill, all of which were to connect either with the main

canal, the Ohio River or Lake Erie.

The principal weakness embodied in the elaborate

scheme thus undertaken was the geographical distribu-

tion of the proposed new thoroughfares. Local and sec-

tional jealousies played a dominant part in the final shap-

ing of the plan, and various projects of undoubted value

embraced in it were only enabled to obtain legislative sup-

port by the inclusion of other features introduced for the

purpose of giving all parts of the state a share in the de-

sired public work. As finally adopted the law was so

drawn that only seven counties of the state were not

included among those touched by the proposed improve-
ments. The process of framing the legislation and adopt-

ing the policy to which it committed the state was sub-

1 In January of 1836.
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stantially identical with that which has long prevailed in

the Federal congress in connection with the periodic pass-

age of national laws providing for the improvement of

rivers and harbors and for the erection of public build-

ings.
1 Under the operation of such a method important

enterprises of undoubted general value can only secure

support in legislative bodies by indefensible concessions

permitting the expenditure of public money in needless

and wasteful undertakings.
Another feature of the Indiana law was its establish-

ment of a Board of Internal Improvements consisting of

nine members, to each of whom was assigned supervision
of certain portions of the construction work. The several

members of this board made immediate haste to push the

separate parts of the plan allotted to their individual

jurisdictions, without giving attention to the big question
of physical cooperation and connection between all the

scattered units of the system or to public revenues that

could only be derived from finished work.

During the years from 1836 to 1839 inclusive, Indiana

borrowed $6,673,000 for the purpose of expanding her

traffic routes, of which sum all but $400,000 was obtained

for use on the new enterprises authorized by the law of

1836. The heavy loans thus negotiated in behalf of the

general system seriously disturbed those financial arrange-
ments planned for the obtaining of money to complete the

previously authorized Wabash Canal, on which trunk line

of the system the success of all its other parts to a large

extent depended.
2 No plan for connecting adjoining sec-

tions of the whole scheme was followed. These oversights,
1 In the national Congress the process came to be known as "You scratch my back

and I'll scratch yours.'' The representatives of various states would combine to obstruct
or defeat such a bill unless their commonwealths were included among those in which
money was to be expended.

- The state also sold bonds on credit to eastern speculators and lost over three
million dollars by those transactions.
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together with the panic of 1837, the increased cost of labor

and material, and heavy monetary losses due to lax

methods employed in disposing of state bonds finally

wrecked the whole pretentious enterprise. The almost

complete collapse of Indiana's internal improvement

policy was pictured by a newspaper of the state
1
in these

words:

"The policy of constructing the work and parts of works simulta-

neously was so well pursued that no considerable portion of any work
was completed or fit for use. . . . There lies the system still, its un-

finished excavations, embankments, locks, culverts, aqueducts and bridges

hastening to ruin."

The State Board of Public Improvements was unable

to pay its bills by 1839 and ended its attempt to build the

turnpikes, canals and railroads so auspiciously begun but

three years before with the enthusiastic approval of the

whole population. In 1841 the state offered to transfer

nearly all the system to such private companies as might
be willing to take its units, on condition that they be com-

pleted. Only the Wabash and Erie Canal was omitted

from this offer and it remained the property of the state.

Indiana's debt due to the work done on her improvements

project then amounted to $9,500,000. To balance this ex-

penditure she possessed only two hundred miles of canal

in operation, from which she obtained about five thousand

dollars a year in tolls; two little railroads whose similar

receipts were $26,500; and various incomplete sections of

smaller canals and turnpikes. A few of the unfinished

transportation links were taken over by private companies
and others were abandoned outright. Among those

abandoned was a half-made turnpike between Jefferson-

ville and Crawfordsville on which $350,000 had been ex-

pended. The state-owned railroad between the towns of
1 "The Tippecanoe Journal," Lafayette, Indiana, Dec. 1, 1841.
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245. The New York and Harlem Railroad. Original passenger car on the line,

or one substantially identical with it. The road was formally opened by the

use of two such horse-drawn vehicles, and the day was marked by the first

American railway collision. Drawn and engraved by Alexander Robb, who
pictured a similar car in his drawing shown by illustration No. 240. Date,
about 1832.

Madison and Indianapolis was bought by a corporation
after it had cost the commonwealth $1,600,000 and had

yielded $63,000. Indiana continued the operation of that

part of the Wabash and Erie Canal already opened, and

undertook to complete it to Terre Haute.

Meantime the canal had reached the town of Peru in

1837, Logansport in 1838, and the Tippecanoe River in

1841. Ohio at last complied with her pledge to connect

her own Miami Canal with Indiana's Wabash Canal, and

that part of the work lying within the limits of Ohio was

ready for use in 1843. Its opening gave Indiana a water

outlet to the eastward. She was then enabled to reach

Lake Erie at Maumee Bay over the northern part of

Ohio's Miami Canal, and to reach the city of Cincinnati

by using the southern section of the Miami Canal from the

point where that waterway was tapped by the Wabash
Canal. The length of the Wabash and Erie Canal at the

time was two hundred and fifteen miles, of which the first

seventy-one miles westward from Lake Erie lay in Ohio

and the remainder, one hundred and forty-four miles, in

Indiana. Internal communication by water was then pos-
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sible by means of the Hudson River, Lake Erie, and the

Wabash and Erie Canal to the town of Lafayette on the

Wabash River in Indiana.- Through traffic began in both

directions in 1843 and the tolls received by the Wabasli

and Erie Canal increased no less than six hundred per
cent. Yet even then its income amounted to less than the

costs of maintenance and operation.

During this period a number of states had found them-

selves involved in serious financial difficulties due in most

instances to errors of judgment connected with their plans
for internal improvements. Indiana's condition has been

indicated. Pennsylvania postponed payments on a part

of her debt. Ohio was compelled to establish a tax rate

of seventy-five cents on each hundred dollars in order to

pay the interest on her public debt. Michigan's plan for

internal improvements had encountered grave difficulties

similar in some respects to those experienced by Indiana,

and for a time she could not pay the interest on her obliga-

tions.
2 The states of Illinois, Maryland and Mississippi

were also unable to meet their interest charges.
3

Illinois by her own foresight fortunately escaped a

fate similar to that which befell Indiana. She, as well as

her sister commonwealths to the eastward, had decided

to embark on the enterprise of pretentious canal construc-

tion, but altered her plan and* used most of the money de-

rived from her grant of public lands for the building of

railroads. Her principal railway
4

prospered, and In-

diana's canal project failed.

The first interstate packet-boats began to ply on the

1 Indiana's canal reached Lafayette in 1843.
2 Michigan negotiated a loan for the purpose of making internal improvements. She

also sold her securities to financial houses that failed before she had received but a
fraction of the amount due to her.

.

:l For a detailed statement regarding the situation in the several states as here out-

lined, see Scott's "Repudiation of State Debts.''
* The Illinois Central. Another of the early Illinois railways, however a state

enterprise was not successful and was sold.
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Wabash and Erie Canal in 1843. At first they did not run

according to any fixed schedule but started on their trips

after a profitable number of passengers was assured

Neither was there any attempt during the earliest months

of the service to make regular time along the way or to

reach destinations on any given day. Sometimes the pas-

sengers got their meals at farmhouses along the line of the

canal. The first schedule service was announced in 1844,

when two enterprising men 1
of Dayton, Ohio, established

a packet line connecting Cincinnati on the south with

Toledo on the north, and another joining Toledo on the

east with Lafayette in the west. These lines of packets
continued in operation until the opening of the Toledo

and Wabash Railroad in 1854. One of the boats was the

packet Indiana, which is mentioned in the following

pages in connection with some experiences encountered

by a family travelling on it.
2 The Indiana was an

especially popular vessel, and her arrival at Fort Wayne
was always the signal for a public concert given at the

wharf by two enthusiastic citizens of the town named Ed
Parker and Bill Patchen. When the well-known sound

of the captain's horn rang through the streets of the vil-

lage, announcing the coming of the craft, each member of

the orchestra abandoned whatever work might be occupy-

ing him at the moment. Ed seized his clarinet, Bill

grabbed his fiddle, and together they raced to the landing

place, there to entertain the disembarking passengers as a

token of the town's hospitality.

The distance traversed by a packet-boat from Toledo

1 Samuel Doyle and William Dickey.
2 Other boats employed by the same lines on the Miami and the Wabash and Erie

Canals were named for different states and were called the "Ohio," the "Illinois," the
"Missouri" and the "Kentucky"; still others were known as the "Atlantic," the "Banner,"
the "Erie," the "Fashion," the "Tempest," the "Cataract" and the "Niagara." The
"Niagara" was a steam-propelled canal boat costing ten thousand dollars. She was a
financial failure.
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to Lafayette was two hundred and forty-two miles, and

after a regular schedule had been established the trip be-

tween the two towns was regularly made in two days and

eight hours. The rates of passage and distances between

the four principal cities joined by the Miami Canal of

Ohio and the Wabash and Erie Canal of Indiana were as

follows:
1

Cost of

Trip Distance Ticket

Cincinnati to Fort Wayne 221 miles $6.75
Lafayette to Fort Wayne 138

"
3 . 75

Fort Wayne to Toledo 104
"

3.25

The Federal government was to some extent involved

in the disaster attending Indiana's plan for public im-

provements, since it had donated a part of the public
domain on condition that the state build a canal by means

of money received through a disposal of the lands thus

given. Hence the Congress was compelled to give its

consent to those plans of the state which followed the col-

lapse, and under which the work of pushing the canal

southward from Terre Haute toward the Ohio River was

begun. The town of Evansville was at last reached in the

year 1853. The length of the Wabash and Erie Canal

was then four hundred and fifty-eight miles, and it

was the longest artificial waterway in the country. From
1847 to 1856 its business steadily grew, but the action of

Indiana in granting charters permitting railroads to

parallel the course of the canal
2
later resulted in a pro-

nounced decrease in its traffic, and it fell into disuse. In-

diana could not refuse to adopt a new means of transporta-

tion in order that she might cling to the slower method
1 These figures are taken from an advertisement published in the "Fort Wayne

Times and People's Press," of October 21, 1847.
2 The Wabash Valley Railroad, extending westward from Toledo, was finished to

Lafayette in 18f)6. Another railroad extending northward from Evansville through the
region occupied by the canal was also authorized by the state.
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already established. Yet it is true that the state's action,

in availing herself of progress and a new traffic system,

did work harm to those of her creditors who held securi-

ties based on the older means of communication whose

utility and value were thus impaired.

The first packet reached the Indiana town of Terre

Haute from Toledo over the Wabash and Erie Canal in

1849, and some idea of the passenger traffic carried on it

during that year can be obtained from the following

figures:

Total mileage of boats clearing from Fort Wayne in 1849 209,982
Total mileage travelled by passengers departing from or ar-

riving at Fort Wayne in 1849 519,336
Total mileage of boats clearing from Lafayette in 1849 162,297
Total mileage travelled by passengers departing from or ar-

riving at Lafayette in 1849 505,397

The number of miles travelled by the canal boats de-

parting from or arriving at the four Indiana towns of

Fort Wayne, Lafayette, Logansport and Covington during
the year 1849 was 485,736. The number of miles travelled

by passengers departing from or arriving at the same

towns during the year 1849 was 1,294,70 1.
1

The number of canal passengers arriving at Fort

Wayne during 1850 was 3,419. In 1851 the number of

people who reached the same town by canal was 3,083,

and those departing numbered 3,108. During the year
1852 no less than 76,962 pounds of passengers' baggage
and furniture reached Terre Haute in canal boats, and

291,489 pounds of similar baggage and furniture belong-

ing to west-bound travellers arrived at Lafayette during
the same year. The similar figures for Fort Wayne were

1 The above statistics are compiled from the "Annual Report of the Trustees of the
Wabash and Erie Canal": December, 1849. Although passengers could then proceed as
far as Terre Haute, the similar figures for that town had not yet been prepared by the

company.
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still larger, being 455,236 pounds. In those later days of

its active history the waterway was exerting an important
influence in the settlement of the region through which

it extended.

The concluding years of the Wabash and Erie Canal

were characterized by active public hostility toward the

246. A later variety of car on the New York and Harlem. The captain stood on
a very small platform at the rear. Horses were employed on the

road for several years.

enterprise in some parts of Indiana, and its usefulness was

several times destroyed as a result of mob violence. In

May of 1854 a mob cut the embankment of a reservoir

whose waters were necessary for feeding the canal, thereby

disabling that part of the work extending from Terre

Haute southward toward Evansville. In May of the fol-

lowing year the water necessary for the operation of the

canal was again drained from a reservoir by similar means.

The damage was committed by armed men, who worked
with blackened faces at mid-day. After this outbreak the
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governor sent state troops to the spot while repairs were

being made, but as soon as the reservoir walls were built

up they were once more demolished. Numerous in-

habitants of the disaffected region were arrested and

charged with complicity in the destruction but were dis-

charged by the local courts. During the same year of

1855 one of the aqueducts of the canal was set on fire by a

mob and partially destroyed. The system was by this

time falling into disrepair, and the toll receipts became in-

sufficient for its maintenance. A long dispute then en-

sued between the state and holders of canal bonds, and

gradually the whole pretentious work fell to pieces, ceased

to exist as a practical transportation route, and was at last

abandoned.

The ultimate extent of Ohio's artificial waterway

system as it appeared in 1850, after the era of active con-

struction had ended and before the period of partial

abandonment began in that state, will be disclosed in the

following table:

Length of the Miami and Erie Canal 301 .49 miles

Length of the Ohio Canal 512.26
"

Length of the Pennsylvania and Ohio Canal 76

Length of the Sandy and Beaver Canal 79

Length of the Whitewater Canal 32
"

Total 1000. 75 mibs

In building these canals Ohio had expended about

fifteen millions of dollars.

The material result of the canal-building era through-
out the whole country has thus been summed up and dis-

cussed by the government:
1

"Adding together the totals of operating and abandoned canals, we
have a grand total of 4,468 miles of canals, costing approximately $214,-

1 In its review of "Agencies of Transportation," in the United States Census Report
for 1880.
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041,802. Of these, 1,953 miles are now abandoned, and a large portion
of the remaining 2,515 is not paying expenses. This is largely due to

railroad competition. All the canals of the New England States are

abandoned for commercial purposes. ... In New York State, 356
miles of lateral canals, costing $10,235,314, have been abandoned; in

Pennsylvania 477 miles are abandoned, costing $12,745,780; in Ohio,
205 miles, costing $3,000,000, have been abandoned. Indiana, with

the aid of her creditors, constructed 379 miles of canals, costing $6,-

325,262, all of which were abandoned upon the construction of railroads

along the lines of the canals."

Just as the National Road as a macadamized turn-

pike paused in its westward course when it had reached

the western limits of Indiana, so also did extensive canal

building under the direct control or indirect patronage
of governmental enterprise finally halt after it had reached

the same region. The extension of the Wabash and Erie

Canal southward from Terre Haute to Evansville, and its

operation to the last-named town for a comparatively brief

interval, virtually marked the end of the early canal-build-

ing epoch.
1

By the use of the artificial water routes which

had up to that time been made through the states of New
York, New Jersey, Pennsylvania, Ohio and Indiana, and

the further use in conjunction with them of the Great

Lakes and the waters of the Ohio and Mississippi Rivers,

an immense system of combined natural and artificial in-

terior waterways had been created. Several hundred

thousand square miles of territory between the Atlantic

Ocean and the Mississippi River had been roughly linked

together, and the resultant canal travel undertaken by

large numbers of people was for some time a prominent
feature of national life.

1 Although one waterway of the sort the Illinois and Michigan Canal was built in
Illinois. It extended from Chicago to Peru, and was one hundred miles long.



CHAPTER XXXVIII

TRAVEL ON THE CANALS THE EARLY BOATS PATTERNED

AFTER KEEL-BOATS AND BARGES CHANGES IN THEIR

FORM AND ARRANGEMENT LINE-BOATS AND PACKET-

BOATS GOING TO BED ON A CANAL PACKET

THE SLEEPING BUNKS WHY A TRAVELLER SOME-

TIMES HESITATED TO CHOOSE A LOWER BERTH

CONDITIONS ON A CROWDED CRAFT SLEEPING ON
THE FLOOR AND TABLES THE CLOTHES-LINE EX-

PERIENCES OF AN UPPER-BERTH PASSENGER IN AN
EFFORT TO GET OUT ON THE ROOF DELIGHTS OF

CANAL TRAVEL THE "FIVE CENTS A MILE" SCHEME
- ADVENTURES OF AN ENGLISHMAN AND OF HORACE

GREELEY

THE subject of American travel by means of artificial

waterways is one that has received small attention in

discussions of the canal-building epoch and its effect on

human movement and the settlement of the country.

Doubtless this has been because our canals to an extent

greater than was involved in the history of any other early

means of transportation were built more for the avowed

purpose of freight traffic than for any other reason. The

arguments in favor of a canal-building policy contained

little or nothing regarding their possible development as

important factors in public travel. Yet no sooner were

man-made water courses constructed toward the West
than they were seized upon by the people as a means of
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moving themselves from place to place, and preexisting

plans for their operation underwent material alteration in

consequence of the popular attitude.

The first canal line affording any extensive oppor-

tunity for human travel was the one by which New York
State connected the waters of the Hudson River with

those of Lake Erie. And, even before that immense un-

dertaking was completed in its entirety, the finishing of

intermediate sections of the work at once proved that the

people looked upon canals not only as routes for commodi-

ties but also as useful means for their own journeyings.
While the canals themselves wrere the enterprises of the

states within whose limits they lay, the boats that navigated
their waters were the property either of individuals or of

companies organized for the purpose of operating them.

The conflicting methods of those who built the first boats

for canal traffic disclosed a considerable diversity of

opinion regarding the most desirable form for such a

craft. In fact, though the career of the vehicle was more

brief, its history conformed in a general way to the life-

story which we have already observed in following the

development of the stage-coach. It underwent various

changes and alterations in size, appearance and arrange-

ment, and by a process of evolution at last emerged into a

standard type which thereafter prevailed throughout the

country.

The first canal boats varied in their construction and

plan in accordance with the ideas of their builders, but all

of them were more or less patterned after the keel-boat

and barge of venerable and worthy memory. Indeed,

numerous keel-boats and barges were still in use on various

rivers, and were employed thereon for the same purposes
for which canal boats were likewise being constructed. It
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was therefore only natural that the first builders of canal

boats should turn to the older craft when seeking models

for the new means of conveyance. This they did, and so

the earliest canal boats were usually from fifty to sixty-

five feet long, rather sharp at both bow and stern, and with

rounded bottoms. Not even in their width did they ma-

jf J ff*-70=

THE HARLEIVI RAILROAD.
247. Cartoon suggesting that the roadbed of the Harlem Railway, which extended

through the New York City streets, was too rough and undulatory for popu-
lar approval. The cars are apparently of the type shown in the preceding,
and a locomotive has been substituted for animal power. Date, about

1840-1842.

terially differ from their narrow aquatic ancestors.
1

They
also adopted from the barge those small superstructures, or

cabins, which had been formerly added to the keel-boat as

living places for the crew and passengers. They even
1 A model of the first passenger canal boat which appeared on the Erie Canal in

1819 has been preserved by the Buffalo Historical Society, and it shows the similarity
between the keel-boat and barge and their canal descendants. The canal packet of 1819
was but seven and a half feet wide and was sixty-five feet long.
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took the sleeping bunks of the barge, and the berths

were arranged in tiers along the sides of the canal-boat

cabins in the immemorial fashion. A very scanty allow-

ance of space was originally made for the important
activities of the cook.

The first material alterations that were soon to result

in a standard type of vessel were an increase in width

and a change in the shape of both bow and stern, which

were made much more blunt and rounded in form. Most
of the primitive vehicles were designed either for the

exclusive carriage of freight, or for the accommodation

of perhaps half a dozen passengers in connection with a

cargo of bulky goods. But the immediate adoption of the

canal as a means of human travel considerably to the

surprise of the official and mercantile mind speedily

made it apparent that the original notions of the com-

panies and builders were not altogether in harmony with

popular ideas and the needs of the occasion. The people
demanded transportation facilities for themselves to such

an extent especially as long stretches of water were

opened that arrangements obviously had to be made for

meeting the unexpected emergency. The "step lively"

principle, as far as it was applicable to progress by

canal, also appeared, and the cry for speed was intensified

whenever a route in process of construction opened for

traffic a new extension which permitted farther penetra-

tion of the country by that means. As a consequence of

these manifestations of public desire it soon developed that

the shipment of both passengers and freight on the same

vessel was poor policy, and so the building of boats de-

signed exclusively for the use of travellers began.
At this point still another phase of the same general

subject appeared. That part of the travelling public which
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desired to use the canals was evidently divided into two

classes. One of these classes was composed of individuals

or families who were removing permanently from their

former homes to new locations in the West, and to whom
time measured in hours or days was not of great im-

portance. The other portion of the canal-patronizing

public was made up of travellers who really had need to

arrive at their destinations within the shortest possible

period, and they demanded the swiftest progress that

could be made. Persons such as these were willing to pay
an increased price for quick transportation if necessary,

while the first-named class wanted to move ahead at the

cheapest possible cost. The same canal boat obviously
was not an appropriate vehicle for carrying both these

sorts of people, and so was brought about a division

of passenger boats into two types, one of which came to

be known as the line-boat and the other as the packet-boat.

A line-boat somewhat resembled in its functions the

modern second-class railroad car or railroad train. That

is to say, it moved more slowly and was not equipped with

such attention to the comfort of its occupants as were

those boats designed for the other sort of patronage.

Usually, though not invariably, a line-boat supplied its

passengers with neither bedding nor food, and it advanced

at about two or two and a half miles an hour. A canal

packet
1 on the contrary was considerably more luxurious

in its interior fittings and arrangements, was pulled by a

better breed of live stock, charged one or two cents a mile

more for its tickets, and progressed at the rate of three or

three and a half miles an hour. If a line-boat and a

packet-boat left a given point simultaneously, at the end

1 The term "packet-boat," as given to canal craft so distinguished, was adopted from
the term "packet" that had long been applied to the swifter sort of ocean sailing craft.
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of twenty-four hours the lucky passengers on the packet-

boat would find themselves about twenty-four miles ahead

of their less fortunate fellow-travellers. After a week of

steady travel they would probably be more than a hundred

and fifty miles ahead.

Another feature wherein early canal boats at once be-

gan to deviate in external appearance from keel-boats and

barges lay in the matter of their outward decoration.

Scanty indeed had been the attention given to the esthetic

inclinations of the floating public during the scores of

years in which keel-boats, flatboats and barges had been

the only means of water conveyance. During those times

no fastidious sense of the voyager impelled him to refuse

passage on a water craft because it was dingy or uninvit-

ing. All he then considered was the fact that it was going
in the direction he desired to follow, and that with good
luck it would convey him on his way. But the unknown
man who first painted the sides of his Conestoga wagon
in bright colors established a decorative principle in

American travel conveyances which was speedily adopted
thereafter by the owners of all other vehicles both on land

and water. If a dozen line-boats or packet-boats were

gathered together in one spot the chances were that most

of them would be floating symphonies in either green,

yellow, brown, red, white or blue, each being further

embellished with panels and window frames done in other

colors harmonizing with the general scheme.

In its internal arrangements the passenger canal boat

also speedily assumed a standard pattern. In the bow
was a small covered cabin containing five or six bunks for

the crew, and this part of the vessel was separated from

the rest of it by a partition. Nearly all the space aft of the

crew's cabin was devoted to the accommodation of the
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THE HARLEM TRAIN ENTERING THE TUNNEL.
I tiBBHHHHIi - i. ,..: _ : i^
248. Another cartoon, published about the same time as the foregoing, and de-

picting a Harlem Railway train entering the tunnel through which it ran

from 34th Street to 42nd Street, New York City. The tunnel still exists and
is used by a street railway line.

public, and was divided into a number of compartments.
The first of these was usually a wash-room and dressing-

room for women, and following it was the women's cabin.

The largest compartment of all immediately adjoined the

women's quarters, and it was devoted to a variety of uses.

This large room, usually about forty-five feet in length,

served by day as a place of general assembly, and on

stormy passages was the spot in which men travellers

gathered for protection from the elements. Here they

might write their letters, and here also they could as-
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semble to participate in those exciting games of checkers

or backgammon that served to dissipate the tedium of the

voyage. Here they would gather for their discussions

regarding the political condition of the country or to sing

their rollicking choruses. If the boat by chance possessed

an organ as a few of the most pretentious did that

musical instrument was located in the compartment here

described. Nearly all the hand-baggage of the travellers

likewise found its resting place in this big room.

Thrice each day, at morning, noon and evening, the

captain and two other members of the crew 1

appeared and

speedily converted the apartment into a dining-room. The

process was effected by setting up a long table composed
of wide boards placed on a system of trestle-work.

2 These

necessary appurtenances of lumber, when not in use, were

stowed away somewhere in a small storeroom. As soon

as the meal was finished the tables were taken down and

the main cabin again assumed its function of general

gathering place. In short, this principal section of the

boat combined within itself all those features of utility

and comfort which are now to be found in the various

lounging-rooms, restaurants, libraries, reading-rooms and

smoking-rooms of a modern ocean steamship.
At night there came still another change and the big

compartment
3

through a metamorphosis likewise ac-

complished by the captain and two of his assistants was

converted into a floating dormitory. Small shelves of

wood, about six feet long and three-and-a-half feet wide,
were attached to the walls. These were held up at their

1 The captain's two assistants on these occasions usually being the steersman and mule
driver who were not at that time pursuing their regular duties.

* Many of the boats were equipped with tables of more solid contruction that remained
permanently in the room.

3 The entire superstructure of a canal passenger boat extended upward for some six
feet or more above the sides of the hull proper, and the whole was covered by a nearly
flat roof which served as a promenade and lounging place by day. The inner height
of the main cabin was usually about nine feet.
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outer edges by slender supports of wood or wrought iron,
1

and became the beds on which the men passengers were

privileged to repose. Each shelf was equipped with a

thin clump of clotted straw contained in a flat rectangular

bag of blue canvas, the whole being commonly known as a

mattress. A similar contrivance very much smaller in

size, but closely allied to the mattress in species and called

a pillow, was also placed on each shelf, and one blanket

was likewise supplied. The beds were ranged in tiers, the

lowest being within a few inches of the floor and the one

immediately above being at a distance of about three feet

from the bottommost bunk. A like interval of space

separated the middle shelf from the upper one. The space
between the top bunk and the cabin roof was usually not

so great as that between the lower beds. There were thus

three identical compartments in each tier, and a large

packet generally had seven tiers of bunks along each side

of the cabin. This arrangement permitted forty-two

passengers to complete those preparations which are ordi-

narily followed by sleep. But as the cabin was practically

devoid of ventilation, and as sundry other conditions that

are about to be described entered into conflict with the

ostensible purpose of sleeping berths on a canal boat, a

comfortable night's rest under such circumstances was

hardly to be expected. It should here be said that the

night arrangements in the women's cabin were substan-

tially identical with those just mentioned.

The usual method of allotting berths on a canal boat

was to permit the passengers to choose their sleeping

quarters in the order in which they embarked. Travellers

customarily chose lower shelves as long as any still re-

mained vacant, though a lower bunk had one undesirable

1 Or sometimes by ropes.
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feature in that there always existed the possibility of a

collapse of those immediately above it. In such cases

especially when the catastrophe began by the giving

way of the top shelf the occupant of the bottom pigeon-
hole generally found himself in the most awkward posi-

tion of all the passengers involved. But accidents of that

sort were rather uncommon on canal packets and could

not be depended upon to occur with any degree of cer-

tainty. During periods of especially heavy travel it con-

stantly happened that the number of people embarking
on a canal boat far exceeded the number of sleeping berths

with which it was equipped. At those times it was the

necessary practise to permit late arrivals to sleep on the

floor, and extra mattresses, blankets and pillows were car-

ried for use in such emergencies. When the floor was full

there still remained the dinner tables, which also were

converted into beds when occasion required. Sometimes

seventy-five or eighty or even a hundred men were thus

closely packed into a room designed for the accommoda-
tion of forty-two. Few indeed were the canal-boat voyag-
ers who dared to venture upon such preparations for a

night's repose as were usual under home conditions. A
man would take off his hat, collar, cravat, and his coat and

waistcoat, and then climb into his allotted bunk. If un-

usually fastidious he would also divest himself of his

trousers and shoes before retiring, but such passengers as

went to the extreme here indicated were not uncommonly
regarded as "fops" or "swells."

There remains still another condition which arose

during the process of going to bed on a crowded canal

boat. When the floor and tables were all occupied, as well

as the shelves, it became necessary to erect a zigzag series

of clothes-lines back and forth across the cabin on which
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the discarded garments of the passengers might be hung,
and the scenic effect produced in the sleeping room when
this process had been completed somewhat resembled that

displayed by the back-yard of a modern tenement house

on wash-day. Finally, after all the travellers were spread
out upon their berths and on the tables and floor, and the

light had been put out, the unhappy assemblage subsided

into a restless but unseen throng in which the stillness was

only broken by faint meanings, the creaking of the

boat and an occasional stentorian snore. After suffer-

ing for several hours amid the conditions here outlined it

was a common occurrence that some passenger abandoned

his endeavor to obtain rest in an upper berth and decided

to quit it for the better air and greater comfort to be found

on the roof. He therefore cautiouslv lowered his feet in
j

the direction of some table whose position as it stood when
he went to bed was remembered by him. He would try

to perform this operation of getting a foothold with

utmost quietude, in order that he might not disturb his

fellow-travellers. Hanging from his shelf by his elbows,

and feeling in the darkness with his foot for the table he

was seeking he might at last find
it, only to step on the

prostrate form of some belated passenger to whom it had

been allotted. When that mischance occurred and being
anxious to comply with the sudden protest which it evoked

he would hastily try to shift the position of his feet, only
to discover that he was astraddle of one of the clothes-

lines. He then abandoned further hope of a peaceful
solution of his difficulties and let go, without caring where

he alighted, or how.

With the first indication of dawn the passengers

emerged from their night's surroundings and sought the

open air. The men's wash-room was so small as to be en-
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249. A still later picture of a train on the Harlem road. No enclosed cab or

shelter had as yet been provided for locomotive engineers. The car shows
a tendency toward improvement. All railways had abandoned the old stage-
coach curves for passenger coaches, and had adopted the rectangular car
bodies introduced by the South Carolina enterprise.

tirely inadequate for the use of any considerable number
of persons, and members of the crew or some of the travel-

lers themselves would in consequence lower buckets over

the side of the boat and draw up water for their ablutions.

Such of the group as were particular about their

personal appearance afterward formed in line to secure

use of the massive comb and brush that were always
chained to the wall of the wash-room. While the pas-

sengers were thus resuming their daytime appearance the

allotted members of the crew were busily dismantling the

sleeping berths and converting the cabin into an eating
room. The cook in his little cabin at the extreme after

end of the boat had been busy since four o'clock at his

work of preparing breakfast, and that meal was generally
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announced at six. Everything was put on the table at

once, after the custom prevailing in the taverns of the day,

and the man who ate most swiftly was most certain to

secure a substantial meal, be its after effects what they

might. From the very nature of things it was not pos-

sible to serve on a canal boat a meal of such variety or

excellence as could be obtained on dry land. The food

was limited in variety and, sad to say, often limited in

quantity also. The breakfast in the women's cabin
1 was

served at the same time to all the women and children on

board, and after the meal was finished it again became the

privilege of the two sexes to meet and spend the coming

day together. Families were once more united.

Despite the slowness and apparent monotony of canal

travel there was much to commend it to those who were

starting upon extended journeys, especially if they had not

previously visited the regions to be traversed. In the first

place the method of movement was a safe one. It was

true that a canal boat was occasionally halted by a sunken

stump or rock, or reposed for an hour or two on a mud

bank, but no accidents could occur on one similar to the

almost countless collisions and explosions that daily

wrought such appalling havoc on the river steamboats.

Most of the big canals extended through interesting sec-

tions of the country, and parts of them penetrated districts

wherein the scenery was attractive and often beautiful.

Some canals skirted precipitous cliffs or ran between

rugged and forest-covered hills. Certain of the routes

contained deep cuttings that were almost tunnel-like, and

in a situation of that sort the horses or mules were com-

pelled to pick their way carefully along a narrow ledge

built on the side of a wall far above the canal boat itself.

1 The women's cabin was always called "Ladies' Cabin."
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Such an unusual bit of canal scenery was displayed on the

Erie Canal through New York State near the village of

Lockport.
1 The process of passing a boat through a lock

or series of locks was a never-ceasing matter of interest to

the passengers, and whenever this operation was per-

formed all but the most habitual canal travellers assembled

on the roof to observe the work necessary for a transfer

to a higher or lower level, and to comment critically on

the manner and time in which it was accomplished.
Numerous rivers and smaller streams were crossed by the

voyagers on lofty aqueducts of wood or stone, and some

few of the canals even had inclined planes on which the

boats were placed and then pulled bodily up or lowered

down to a different level of water.

No more delightful experience of travel could be ob-

tained in all the country than that encountered by a canal-

boat passenger while moving through a region of wooded
hills during the hours of a moonlit summer night. Ahead
he could see the plodding horses and their driver. The

lights from the open windows gleamed on the towpath
and the rugged hillsides, and each new turn of the water-

way brought into vision some new scene of shadowy love-

liness. From the cabins beneath came the sound of

laughter and children's voices, and if by chance he was

embarked upon a boat which boasted of an organ he heard

the strains produced by its manipulation, accompanied by

rollicking choruses from a score of voices in which he him-

self no doubt also joined. And even if there was no organ
aboard it was a rare ship's company that did not possess

among its membership some individuals accompanied by

flutes, fiddles and accordions. Those universally en-

1 The excavation of this deep cut, and a view of it after its completion, are elsewhere
shown by reproduction of ccntempcrary pictures.
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countered instruments of melody were brought forth on

every possible occasion and formed an orchestra whose

harmonies, however vigorously produced, were often

drowned by the terrific vocal outbursts they inspired.

The cost of passage on a line-boat which provided
neither sleeping accommodations nor food for its patrons

250. The road between Norwich and Worcester was built in 1840, and was 66

miles long. The wheels on the cars are shown to be outside of the car

bodies, as was sometimes the practise in early construction.

was small
;
often but fifty cents a day. The cost of a ticket

on a packet-boat, which also included the price of meals

and sleeping bunk, usually amounted to about five cents

for a mile of distance traversed. This price of five cents a

mile for packet canal travel was early established and for

a time formed the basis of an ingenious scheme that was

frequently used by pedestrian travellers who were follow-

ing the route of a canal. Such a man based his plan on

the knowledge that a packet moved at the rate of about a
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mile in twenty minutes, and that the meals aboard the boats

were served at certain regular times. As the hour for the

canal-boat meal drew near he made himself prominent at a

convenient spot on the bank of the waterway, and when the

boat selected as the scene of his imposition approached he

indicated by signal his desire to embark. The steersman

would thereupon so divert the course of the craft as to

enable the man to spring aboard, and as the repast was

at that moment announced, he hastened to the table and

consumed as much of the food before him as could be done

in fifteen or twenty minutes. He then conscientiously paid
the captain five cents and signified his desire to be put
ashore. So generally was this petty trick practised for a

number of years that at last it became necessary to issue

rules which made it impossible, and thereafter a minimum
sum of from fifteen to twenty-five cents was demanded
from a passenger, no matter how short his trip might be.

The crew of a canal boat usually consisted of the

captain, two steersmen, two drivers and the cook. The

captain was on duty from dawn until after the passengers
were in bed. The steersmen worked alternately through-
out the twenty-four hours, and each guided the craft for

a period of six hours before relinquishing the helm to his

alternate; the two drivers worked in like manner with the

steersmen. The cook worked all the time. The drivers

were the most humble members of the crew, and if one

of them displayed unusual care in performing his work
he was eventually promoted to the position of helmsman:

a helmsman in similar way sometimes became a captain,

provided the boat was owned and operated by a company.
In a case wherein the boat was the property of an

individual the owner himself often acted as its captain.

A captain ordinarily received fifty or sixty dollars a
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month, a steersman from thirty-five to fifty dollars a

month, and a driver about twenty dollars a month. All

members of the crew were also supplied with their food

and with such lodging as the boat provided.
1

In addition to the freight boats and the two sorts of

passenger boats already mentioned there was also another

variety of canal boat whose uses formed a not inconsider-

able feature of life along the early artificial water routes

of the country. This fourth species of craft was composed
of what may with some propriety be called family boats,

since they were both the homes and travelling conveyances
of entire families, and were used for no other purpose. In

fact they were closely analogous in their use and slightly

resembled in appearance the flatboats of the interior

rivers. They were considerably shorter and often a little

wider than the public canal boats and with relation to their

interior arrangements were fitted up in each instance in

accordance with the desires or interests of the families

who lived or travelled in them. They were domestic estab-

lishments in the literal sense of the word, and their various

apartments contained such furniture as might be found in

any ordinary unpretentious dwelling on the land. The
owner of such a boat even kept his own horses on board

when those animals were not engaged in pulling it along
the surface of the water. A few of these boats were built

for use in conveying families or other groups of people

to the West, and some of them made very extensive

journeys. They occasionally traversed the Erie Canal to

Lake Erie, thence proceeded slowly by means of towing

to one of the Ohio canals, and in that manner either

reached southern Ohio or continued on westward through

1 James A. Garfield, later President of the United States, was for a short time, while

a youth, a driver on the Portsmouth and Erie Canal in Ohio.
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Indiana by means of the Wabash and Erie Canal. Others

of the same type did not migrate to such extreme

distances from the place of their origin, but were employed
as the homes of people whose lives were spent in canal

work, or whose money was invested in canal enterprises.

On another page is reproduced a cartoon of the canal

period, wherein an artist of the time has suggested that

even such a staid and prosaic method of travel as that

under discussion might have its accidents. This was per-

haps true, though not to the extent that pilgrims on a

canal packet might ever expect actual danger through the

agency of tempest, wreck or collision. When a collision

occurred which was quite often its only result was an

unpleasant bump as the two heavy boats came together;
and in the unimaginable emergency of a wreck the only

resultant unpleasantness to the passenger would have been

the necessity of wading ashore through three or four feet

of mud and water. If a traveller happened to be standing

at the edge of a boat when it came in collision with another

and was overbalanced and thrown into the water by the

shock, all he had to do was to clamber aboard again,

change his clothes, and spend the rest of the day in ex-

pressing his opinion about the mules, the driver, the steers-

man, the captain and everybody else who had any part in

the calamity.

But on numerous canals of the country, and especially

on those parts of them which were in reality rivers used

for canal purposes, there were many embarrassing ob-

stacles to quick and comfortable travel.
1 This condition

of affairs was so well recognized that two or three of the

early canals of the country had guide books written about

1 That is, to quick travel in the canal meaning of the term; namely, three or three
and a half miles an hour.
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252. Pioneer American locomotives and locomotive building. The Rogers Ma-
chine Works, at Paterson, New Jersey, as they appeared in 1832. Out-

growth of a little machinery-making shop founded by Thomas Rogers in

1819. The initial railway work undertaken by the firm was the making
of a hundred sets of wheels and axles for the Charleston and Hamburg
road. Rogers, Ketchum and Grosvenor was the first name of the company.

them, in which the passengers 'and captains of the boats

were warned of certain well-recognized obstacles to their

safe navigation. In one such guide book1
it was said in the

preface:

"The Schuylkill Canal is considered very difficult without an ex-

perienced navigator, or proper directions; especially the lower section

from Reading to Philadelphia, occasioned by points, rocks, and bars."

Certain of the directions contained in this guide book

indicate some of the troubles which beset the Schuylkill

voyager. A captain ascending the canal was cautioned in

this manner: 2 "Tow the whole way to Manyunk let the

horse go at a slow walk attend to the line keep a look
1 "The Schuylkill Canal Navigator," by S. Alspach. Philadelphia, 1827.
2
Ibid., pp. 3-4.
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out for stumps and rocks keep out about 10 or 15 feet,

according to the situation of the place, till you pass

through the Little Canal, then keep out about 30 feet till

you come to Young's Landing then keep the tow-path
channel at the Falls about 10 or 12 feet from shore, and so

continue till you have passed the rocks
;
then you may keep

farther from shore till you come to Manyunk Landing-
tow the boat above the landing and take on the horse-

make for the Locks by using the poles."
1

Another urgent caution was directed by the same pub-
lication to canal-boat captains who were passing a point

known as "Little Catfish Dam." Here, the publication

read, "Keep out about 30 feet from shore, avoid stumps
and rocks." At "Little Dam" the boatman was warned

"to keep out about 30 feet; by going in much nearer to

shore there is danger of sticking on the rocks," and of

another section of the canal, twenty-two miles long, it was

declared that "caution must be used to prevent running
the boat aground in the short turns and narrow places;

also in passing other boats, by running against them." Of
that part of the canal between Reading and Mt. Carbon

the navigating directions proudly stated:

"It is in such complete order that it may be passed without danger,

only observing to keep out from the tow-path about 10 or 12 feet from

the dams by going farther out there is danger of sticking on rocks or

stumps in the canal keep in the middle."

But no records of canal disasters have come down to

us, nor do the printed annals of those days recent as they

were contain more than a few striking accounts of canal

travel in any of its features. Most of the contemporary

descriptions of packet trips are condensed into a para-
1 Long iron-tipped poles were also carried by many canal boats for use in turning

the craft, releasing it from rocks or sand-bars, or navigating it into a harbor or basin.
These necessary poles were a survival of the earlier keel-boats, from which canal boats
themselves had descended.
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graph or two, as though the travellers preferred to forget

their experiences as soon as possible rather than revive

their memories through the process of telling them. One
of the best relations of a canal voyage preserved in the

words of former times is that written and published by an

Englishman who, with his family, journeyed eastward

from Terre Haute across Indiana and Ohio over the

Wabash and Erie route. He travelled in the packet In-

diana, previously mentioned, and the internal arrange-
ments of the boat, according to the description set forth

in his book,
1 were as follows: At the stern were the

kitchen, steward's room and offices. In the center of the

boat was the large salon the sitting-room of all by day
and the sleeping room of male passengers by night. Ad-

joining it toward the bow was the ladies' apartment, be-

yond which again was a small cabin. In this small cabin

were a looking-glass, a hand basin, two towels, and a comb
and a brush for the use of the ladies. It was a rule on all

canal boats, said Beste, that no gentleman might go into

the ladies' salon without express invitation from the ladies

there present, even though one of them was his own wife.

When dusk began to descend the numerous young chil-

dren of the Englishman's family, who had been exploring
the mysteries of the boat with great interest, returned and

asked their parents where they were to sleep. "The

steward, however," Beste went on to say, "soon solved their

doubts by hanging up some shelves to the wall, and laying

mattresses and sheets" upon them. After tea" we all began
a most murderous attack upon the mosquitoes that

swarmed on the windows and inside our berths in expecta-
1 "The Wabash, or Adventure of an English Gentleman's Family in the Interior of

Indiana." By J. Richard Beste, London, 1855.
2 The sheets were unusual, though the journey in question was made after 1850, and

by that period such bedclothes may have become more common than formerly.
s Meaning the repast then known in America as "supper," which was served on canal

boats about six o'clock in the evening.
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tion of feasting upon us as soon as we should go to bed
;

but those on whom we made war were soon replaced by
others, and the more we killed the more they seemed to

come to be killed. ... At last we gave up the task as hope-

253. The Baldwin Locomotive Works in Philadelphia and types of engines they
made. Baldwin's first locomotive was Old Ironsides. Engraved in

mezzotint by John Sartain after a drawing by the artist William Mason.

less and resigned ourselves as well as we could to passing
a sleepless night."

A description of the efforts of the travellers to enjoy

repose in the berths hung on the wall was written at the

time by Lucy Beste, a grown daughter of the family, and

her statement of the conditions she encountered was in-

corporated by the author in the published story of his

family's journey. Lucy Beste's remarks read:

"The berths were in tiers three rows high. I was put in the top one.

... I lay awake, but still, for a long time. At last I heard every
one turning and sighing with the heat, so I gave way to my own feelings

and did so, too. But the shelves or tiers on which we lay were so short

that I found my pillow constantly slipping down below my head; and if

I put it lower do\vn my feet hung out at the other end
; so that, al-

though I was not very tall I \vas obliged, at last, to curl myself up and
be quite still, while the mosquitoes devoured and the heat melted me."

At last the night ended, and with the first gleam of

sunlight the travellers left their beds and prepared for
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another day. In order to wash their hands and faces they

were compelled to lower a pail overboard at the end of a

rope, by which means they secured from the canal itself

the water necessary for that purpose. Lucy Beste con-

tinued in her diary:

"Then came the breakfast. The bread was hot and very heavy,
and the beefsteaks were dry, small, and much underdone. I do not

know how papa managed. Captain Davis looked very black if any one

asked to be helped a second time."

The Englishman after thus permitting his daughter
to interject certain of her observations into his narrative,

went on to describe the scenery through which the canal

boat moved as it crawled toward the East. He said:

"We passed through scores and scores of miles of woodland that had
never heard the axe; passed thousands of acres where trees were rotting
in the steaming pools collected about them. ... I never saw more

magnificent timber than shaded the valleys. . . . Great sticks of black

oak shot up straight from the bottoms without a knot or branch, until

their heads spread out some scores of feet above, like the tufted summits
of the Italian pine. At times partial clearings or little prairies offered

vistas in the land beyond, and still the same noble timber everywhere
arose. On the banks of the canal, as on mounds of higher earth, the

spaces between the trees were filled with wild and untrodden copses.

Shrubs with large, gorgeous leaves shot up amid creepers of various

hues, and glistened in the sun."

At length the boat bearing the English family reached

the eastern terminus of the Wabash Canal at a little place
called Junction, and there its members trans-shipped to

another packet, destined to carry them southward on the

Miami Canal toward Cincinnati. In changing boats at

Junction the passengers stepped directly from one to the

other, as both lay side by side in the canal basin. The
south-bound boat happened to be exceedingly crowded,
and Beste described the conditions upon it in these words:

"I never saw people packed so close as they were that night in the

men's saloon. I and my remaining son had our accustomed berths in a
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corner: every other one of the three tiers around the walls was occu-

pied. Mattresses completely covered the floor, on which people lay as

close as possible. The dinner table was covered with sleeping humanity
more thickly than Captain Davis ever strewed it with beefsteaks; and
those who lay under the table thought themselves favored, inasmuch
as they could not be trodden upon."

A description of a trip between Albany and Buffalo,

made on an Erie Canal line-boat by an American more
famous than the Englishman Beste, well serves as an ex-

ample of those narratives that suggest a desire to forget
the conditions described. It reads:

1

"I made the journey by way of the Erie Canal, on those line-boats

whose 'cent and a half a mile, mile and a half an hour' so many yet re-

member.2
Railroads, as yet, were not. The days passed slowly yet

smoothly on those arks, being enlivened by various sedentary games.
But the nights were tedious beyond any sleeping-car experience. At

daybreak you were routed out of the shabby shelf-like berth, and driven

on deck to swallow fog, while the cabin was cleared of its beds and
made ready for breakfast. I say nothing about 'the good old times';
but if anyone would recall the good old line-boats, I object."

When Greeley made his western trip to Buffalo there

were not, as he says, any such things as railroads. But

when Beste moved slowly eastward on the Indiana, in

1854, the early American canal period had virtually

reached its end. Already the locomotive had penetrated
to the same region in its westward progress, and three years

afterward the Mississippi River could be attained over

iron rails extending continuously to the Atlantic Ocean.

The railway age had come, bringing with it in a few years

changes infinitely more important than had taken place

during the two preceding centuries.

'From "Recollections of a Busy Life," by Horace Greeley: p. 64.
2 These figures indicate a speed of 3C miles a day at a cost of 54 cents a day.



CHAPTER XXXIX

THE FOSSIL RAILWAYS OF AMERICA GENERAL FEATURES

CONNECTED WITH THE FIRST APPEARANCE AND USE

OF THE RAIL HIGHWAY PRINCIPLE IN THIS COUNTRY
OLIVER EVANS' PROPOSITION OF 1812 DESCRIPTION

OF THE RAILWAYS BUILT BEFORE 1827 JOHN
STEVENS, IN 1812, URGES ON CONGRESS THE IMPOR-

TANCE OF BUILDING RAILROADS AS A NATIONAL UN-
DERTAKING CONGRESS CONSIDERS THE MATTER
UNIMPORTANT OBJECT LESSON OF THE STEAMBOAT
IGNORED THE NEW TRANSPORTATION METHOD IS

DESTINED TO DEVELOP UNDER THE GUIDANCE OF

PRIVATE ENTERPRISE

THE acceptance of railways by the United States as an

improvement over other methods of movement

already in use was a process that somewhat resembled,

both in slowness and its relationship to national conditions,

the previous introduction of steamboats.

In tracing the circumstances connected with America's

pioneer railroads and the endorsement finally given to

them, four general features of the period between 1807

and 1829 appeal for notice. First of all, the earliest and

exceedingly crude rail highways of this country were de-

signed by their builders simply as mechanical improve-
ments of existing turnpikes, and were intended to facilitate

the movement of wheeled vehicles usually drawn by horses.

Second, there were a few men with understanding of the
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254. The engine York. Named from the Pennsylvania town where it was
made. Built by Phineas Davis, a watchmaker, in 1831-1832, to obtain a

prize of $4,000 offered by the Baltimore and Ohio management. After
some alterations it was accepted and used on that road for several years.
It had a vertical boiler, ran on four wheels, weighted 3}/2 tons, and could

pull a load of 15 tons at a speed of 15 miles an hour on a level track.

possibilities contained in the new idea, who put their be-

liefs on record and persistently with ultimate success-

strove to interest the public in the subject. Third, there

was at first no widespread opinion that the principle of a

rigid and permanent track, thus applied to land trans-

portation, would soon be associated with steam as a motive

power and alter almost every phase of man's affairs.

Finally though in no degree impeaching the value and

primacy of George Stephenson's practical locomotive
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building in England and the world's obligation to him it

is more than probable that steam railways would soon

have been developed on this side of the Atlantic even had

Stephenson not built his Rocket1
locomotive in 1829, or

even if he had never lived at all.

The conditions prevailing in this country with respect

to the projection and building of railroads prior to the era

opened by the memorable trial of the Rocket go far to-

ward justifying such a conclusion, and a brief account

of the primitive railway ideas and actual enterprises of

America is therefore desirable.

We find, then, that in 1786 a petition was presented

to the legislature of Pennsylvania by Oliver Evans2
of

Philadelphia in which he asked for the sole right to use

wagons propelled by steam on the highways of that state.

In the same memorial he also requested a similar right in

connection with a steam flour mill. The legislators listened

with tolerance and some interest while the inventor ex-

plained the principles of his mill, but when he began to

discuss a vehicle designed to move along roads by its own

power and mechanism their patience came to an end, and

a belief arose that Evans' mental capacity was becoming

seriously impaired. His similar application, made shortly

afterward to the lawmakers of Maryland, was more suc-

cessful. They bestowed the privilege he asked on the

ground that such action on their part could harm nobody.

1 The "Rocket" was built in response to a proposal by the Liverpool and Manche=ter
Railway, then under construction, and which offered a prize of 500 for a locomotive
'liat would do certain specified work. Not one other civil or mechanical engineer in

England believed moving engines would furnish high speed or satisfactory motive power
for railroads. Most of them, except Stephenson, advocated the use of stationary engines.
The "Rocket," in October of 1829, pulled a train weighing 13 tons at an average speed of
15 miles an hour and attained a maximum speed, when running alone, of 35 miles an hour.
The engine itself weighed 4 l/2 tons. It was the fust machine of the sort to demonstrate
the practicability of moving locomotives for railways. The performance of the "Ro-ket" was
largely due to the use of the multitubular boiler, originally devised by John Fitch, im-

proved by Voight, and patented by John Stevens in 1791 and 1803 (in America) and in

1805 (in England). Stevens used multitubular boilers in his screw propellers of 1804
and 1805.

2 About a year after Fitch, his acquaintance, had invented boats propelled by steam.

874



A HISTORY OF TRAVEL IN AMERICA

Armed with Maryland's monopolistic grant Evans la-

bored diligently among the moneyed men of the day in an

effort to arouse interest in steam-propelled land vehicles,

and to secure capital by which he might give the plan a

practical test. Failure attended his efforts to enlist aid

for the enterprise. Finally, when he built his little five-

1 K^-L' -IJ tr^TVlJT T "_^
'

'/i;:

255. The Sandusky, first engine made by Rogers, Ketchum and Grosvenor.

It was finished in 1837, and was originally designed for a New Jersey line.

Bought by the Mad River road of Ohio, where it arrived in November of

1837, before any track had been laid to receive it. The road was built to

fit the engine, and its gauge of 4 feet 10 inches dictated the width of the

pioneer rail highways of Ohio.

horse-power steamboat in 1804 he put wheels under it and

ran it through the streets of Philadelphia as proof that his

idea for operating land wagons by mechanical power
was a sound one. Still he met nothing but skepticism.

Those who did give attention to the demonstration argued
that the speed attained by the clumsy boat during its trip

across the city was too slow to be useful. "I silenced

them," said Evans, "by answering that I would make a

carriage, to be propelled by steam, for a bet of $3,000, to

run upon a level road against the swiftest horse they would
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produce. I was then as confident as I am now that such

velocity could be given to carriages ... I am still will-

ing to make a steam carriage that will run fifteen miles

an hour, on good, level railways, on condition that I have

double price if it shall run with that velocity, and nothing
for it if it shall not come up to that velocity."

By thus declaring, in 1812, the necessary and intimate

relationship between steam locomotive and railed track in

order to procure valuable results and high speed for over-

land vehicles, Evans anticipated the more famous com-

parison made by Stephenson of England.
Actual railways, though short and unimportant, had

already appeared in several localities of the eastern states

when Evans wrote the words above quoted. It is possible

that the first application of the principle in America was

the construction of an inclined plane in Boston, about the

year 1795. A brick kiln in that city stood on a certain high

spot known^as Beacon Hill, and an inclined plane, some

two feet wide and equipped with wooden rails, is believed

to have been used in lowering the finished product of the

kiln to a street below. The loaded cars ran down the track

and were hauled up by a cable when emptied. Twelve

years later, in 1807, a short railway was built in Boston

by Silas Whitney near the location of the previous in-

clined plane. It was without such an abrupt grade, and

was intended to facilitate the movement of horse-drawn

wagons.
1

Still another early American application of the railed-

track principle was that of Thomas Leiper in 1809.

Leiper owned a stone quarry in Delaware county, Penn-

sylvania, and he conceived the notion that parallel wooden

rails such as had long been used for wagons in the coal

1 Concerning these two Boston railroads hut little is known.
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I

256. A locomotive used on the Baltimore and Washington railway in 1837.

Closely resembling the York, but weighing eight tons. Built by Gillingham
and Winans, at Baltimore. From a drawing made by the Scotch engineer
David Stevenson, in 1837.

mining regions of England and Wales could be intro-

duced with advantage in his quarry. He accordingly

hired a Scotchman familiar with such devices to lay an

experimental track, and one was put down near the Bull's

Head tavern, Philadelphia, in September of 1809. The
little railroad near the tavern was about sixty yards long,

and so satisfactory does it seem to have been
1
that Leiper

at once began to make a similar track on his quarry prop-

erty. The Delaware county railway was built under the

1 As an experiment. It of course had no other value.
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direction of a man named John Thompson, whose son, J.

Edgar Thompson, became in his turn a distinguished civil

engineer and president of the Pennsylvania Railroad.

The original map and plan of the Leiper road, as drawn

by John Thompson, afterward came into possession of the

Delaware County Institute of Science. Leiper's railway
was about three-quarters of a mile long and cost approxi-

mately $1,500'.

Virginia probably witnessed the building of the next

railroad on this side of the ocean, since in the year 181 1 a

similar but longer and more elaborate construction was

undertaken at Falling's Creek, about ten miles from Rich-

mond, for the purpose of more easily moving the product
of a powder mill. This road was planned and erected by

George Magers, and the most authentic record of it is

contained in a statement written by Thomas McKibben
of Baltimore. The account says:

2

"It was about a mile long, and run between the magazine and the

mill. . . . Cross ties or floor joists were laid, and the rails, of hard

wood, were laid about an ordinary wagon gauge. One rail was grooved
and the other tongued. The rails were cut out of the solid timber, and

between them a flooring, securely fastened to the cross ties, was laid the

entire length of the road. The country was very hilly, and at one point
on its length it passed over a valley about a quarter of a mile wide,

Across this valley the inventor erected an immense trestle some 75 feet

high. . . . The wagon that ran upon it was very large, 18 or 20

feet long in the body, running upon low wooden wheels about two feet

in diameter, composed of double plank of hard wood, cross-grained to

each other, and securely fastened. The wheels one side were tongued,
and the others grooved, to suit their respective rails, and there was a

lever or brake to control the speed down to the magazine. When the

car was unloaded it was hauled up again by a stout rope winding on

a huge vertical drum, operated by the water wheels at the mill. .

My uncle returned to Baltimore in 1823, and at that time the railway
was still in use, but only as a curiosity, as the mill blew up in 1819.

1 See "Minutes of the Proceedings of the Delaware County Institute of Science" for
Feb. 1, 1873, for an account of Leiper's enterprise.

2
Prepared from descriptions given to McKibben by a relative, and published in the

"American Engineer" for 1886.
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257. The engine Hackensack, of the Hackensack and New York Railroad.

Date, about 1846. Locomotives of the time were usually painted in bright

red, blue, green and other colors and fitted with much ornamental brass-

work. Cabs for the engineers were coming into general use. Built by
Rogers.

The railway was not affected by the 'blow up,' and the people around
the country used to visit it, the hands living in the neighborhood operat-

ing it for their own amusement, making excursions on the road."

The details of this Virginia railway show that in its

general features it was not far removed from similar con-

structions then being used in England, and that in a few

things it excelled them.
1

No doubt there were numerous railed roads laid down
in various places in America during the first years of the

century, but their use was either unnoticed in the printed
1 But not in the use of motive power or iron rails. Cast iron rails three or four

feet long were made in England in 1767 and used on a road in Loughborough in that
year, and Trevithick's first locomotive ran in 1804.
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annals of the time or else told so obscurely that a list of all

of them cannot now be made. Of several others, however,
there are contemporary accounts, and they, like those al-

ready mentioned, were efforts to create a track which

should be an improvement over existing highways and de-

signed for the easier use of existing vehicles. There was

a little railway built at Kiskiminetas Creek, Pennsylvania,
in 1816, and one at Bear Creek, in the same state, in 1818.

The last-named road was devised to move the iron made
at a furnace. Its rails were also of wood. Another short

railway was laid at Nashua, New Hampshire, in 1825.

One of the earliest American roads on which iron

rails were used, if not the first, was constructed in Massa-

chusetts in 1826. The Bunker Hill monument was then

being put up, and Gridley Bryant, owner of the quarries

from which stone for the monument was taken, built the

railway in order to transport blocks of granite from his

quarry to tide water at Neponset. Its foundation con-

sisted of stone sills, or sleepers, placed eight feet apart.

On top of the cross-ties ponderous wooden rails were laid.

These were beams a foot high and six inches thick. Flat

strips of iron three inches wide and one-fourth of an inch

thick were then fastened by spikes to the top of the wooden

rails and the construction was complete. The road was

about three miles long, and the wagons which ran on it

were drawn by horses.

During these first years of American railway building
the plans and visions of a few men had sped far ahead of

actual creation. Another early native engineer who
realized the practical value of the new transportation idea

was John Stevens of Hoboken, whose previous work in

steamboat enterprises from 1804 to 1809 has already
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been observed. In 1811 Stevens applied to the New Jersey

legislature for a charter empowering him to construct

a railroad,
1
but he almost immediately shifted to the

opinion that all such extensions of the internal communi-
cations system should be created by, and belong to, either

the national government or the several states. So when

258. The Victory, a type of railway engine used about 1848. Built by Rogers.
For twenty-five years nearly every American-built locomotive

was given a name.

New York's plan for digging the Erie Canal began to take

shape a year later, he advocated the making of a railway
instead of the contemplated water highway, as the most

practical and best connecting link between the Hudson
River and the Great Lakes. Stevens even went to the ex-

tent of writing a pamphlet" in advocacy of railroad build-

ing. In his arguments upholding the advantages of a rail-

1 First application of the sort in America.
2 "Documents Tending to Prove the Superior Advantages of Railways and Steam

Carriages over Canal Navigation." New York. Published by T. and J. Swords, 1812.
Doubtless the first American printed work on the subject.
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road over the proposed canal then under discussion he

said, among other things:

"Let a railway of timber be formed, by the nearest practicable route,

between Lake Erie and Albany. The angle of elevation in no part to

exceed one degree, or such an elevation, whatever it may be, as will admit

of wheel carriages to remain stationary when no power is exerted to impel

them forward. This railway, throughout its course, to be supported on

pillars raised from three to five or six feet above the surface of the

ground. The carriage wheels of cast-iron, the rims flat with projecting

flanges, to fit the surface of the railways. The moving power to be a

steam engine, nearly similar to the one on board the Juliana, a ferry boat

plying between this city and Hoboken."

Stevens also foresaw much of the economic relation-

ship of railroads to the country as a whole, and urged the

desirability of Federal activity in their construction and

control. In that regard his action, appeal, and unselfish

motive were similar to the previous attitude of Fitch in

connection with the steamboat. Stevens said:
1

"I consider it [the building of railroads] in every point of view, so

exclusively an object of national concern that I shall give no encourage-
ment to private speculations until it is ascertained that Congress will

not be disposed to pay any attention to it. Should it, however, be

destined to remain unnoticed by the General Government, I must con-

fess I shall feel much regret, not so much from personal as from public
considerations. I am anxious and ambitious that my native country
should have the honor of being the first to introduce an improvement
of such immense importance to society at large, and should feel the

utmost reluctance at being compelled to resort to foreigners in the first

instance. As no doubt exists in my mind but that the value of the

improvement would be duly appreciated and carried into immediate
effect by transatlantic governments, I have been the more urgent in

pressing the subject on the attention of Congress. Whatever then may
be its fate, should this appeal be considered obtrusive and unimportant,
or, from whatever other cause or motive, should it be suffered to

remain unheeded, I still have the consolation of having performed what
I conceive to be a public duty."

This was in 1812.

Congress considered the subject unimportant. Its
1 Ibid.
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members had before them the recent history of the steam-

boat from 1785 onward, and beheld the results that had

flowed from a failure to accept, on behalf of the people,
Fitch's offer in an identical case. The steamboat, instead

of being a national possession free for employment by

every man in every locality, had fallen into private hands

and its use had become subject to the whims of separate

states, to political influence, and to monopolistic grants
that forbade its general utilization on pain of fine and im-

prisonment. Here was another and even broader oppor-

tunity to seize and apply the same principle of steam trans-

portation for the benefit of the country at large, and yet,

even with the parallel example and existing conditions be-

fore them, the sifted leaders of public thought and action

once again failed to grasp an opportunity. They even

refused to make a proposed test of the new method of loco-

motion whereby vehicles propelled by steam were to be

run on land tracks instead of on water.

No governmental action was taken, and the introduc-

tion and building of railways most powerful of all in-

struments affecting the development of the nation there-

after proceeded under private auspices, without systematic

experimentation, control, uniformity of construction, or

harmonious relationship as parts of one continental system

designed and operated as the chief mechanical servant of

the public. Instead and for two generations or more
the railways of the country were usually brought into be-

ing without sufficient regard for their need, cooperation
or location; were built with more thought of cheapness
than of efficiency and safety; sometimes became political

machines that ruled cities or dominated whole common-
wealths

; occasionally came into the hands of unscrupulous
men who systematically used them to filch money from
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others; and at last the entire fabric drunk with a falla-

cious belief in its own power fell into such a state of

moral collapse that its members conspired both with out-

siders and among themselves, to injure communities, to

destroy private enterprises, and to favor one man at the

expense of another.

Within recent years these conditions, methods and

acts have gradually been disappearing. The people have

indicated a desire that they cease. A better, wiser, more

far-seeing and competent species of guiding minds has

slowly been coming into control of the vast system on

which the progress, prosperity and happiness of the

country so largely depend. This is not a proper occasion

for analytical discussion regarding the desirability or un-

desirability of governmental ownership or regulation of

transportation routes, nor is the discussion of that com-

plex and important question here undertaken. It is, how-

ever, necessary to state the government's attitude at the

beginning of the railroad era as a historical incident rele-

vant to the matter in hand; to suggest the alternatives in

development methods which then offered; and briefly to

summarize certain other historical conditions that later

prevailed. The relation between private ownership of

transportation facilities and the physical and administra-

tive excellencies and dements of those existing facilities in

America, together with comparisons between American

conditions and similar systems governmentally controlled

elsewhere, are already the subject of a large and acces-

sible literature in which popular interest is increasingly

manifested.



CHAPTER XL

THE MODERN RAILROAD ACCURATELY FORESEEN AND DE-

SCRIBED BY AMERICAN ENGINEERS BETWEEN 1813 AND
1819 STEVENS ABANDONS HOPE OF NATIONAL AC-

TION DEARBORN MAKES ANOTHER APPEAL TO CON-

GRESS IN 1819 STEVENS BUILDS A LOCOMOTIVE AND

EXPERIMENTAL ROAD AT HOBOKEN HIS TEST OF

1820 THE FIRST INCIDENT IN A SERIES OF EVENTS

THAT LED TO AMERICAN ADOPTION OF THE IDEA

THE PENNSYLVANIA CHARTER OF 1823 PUBLIC

DISCUSSION ATTITUDE OF THE MONEYED MEN-
ORGANIZATION OF THE PENNSYLVANIA INTERNAL

IMPROVEMENTS SOCIETY

IT
was suggested in the first chapter of this narrative

that the development of our national transportation

system had on several occasions been affected usually

to its disadvantage by the occurrence, at critical periods,

of important or spectacular events that attracted the at-

tention of the people and made it impossible for the public
mind to see opportunities which, had they been improved,
would have saved many years. Stevens' proposal of 1812,

urging Congress to consider railroad building as an object

of national concern and to take appropriate action in ac-

cord with such a policy, epitomized another critical period
of the sort referred to. But it so happened that an emer-

gency in the political life of the country had to be faced at

the same time, and the needs of the future were, as al-

ways, hid by the imperative demands of the present. A
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second war with England naturally absorbed all the gov-
ernment's energy and claimed public interest as well, and

the new subject of railroads could command no thought.

Whether Congress' failure to embark on a systematic

course of railroad investigation and development at that

time operated to advantage or to disadvantage in the ex-

pansion and later history of our transportation facilities

is a fair subject of debate. Whichever conclusion is

reached by the individual man will largely depend on his

prejudice against, or in favor of, governmental ownership
and control of railways. It is not too much to assume,

however, that if a tranquil condition of public affairs and

sufficient publicity had induced the people and their

representatives then to give serious consideration to the

subject in some proportion to its importance, the existing

and very striking object lesson of the steamboat would

have had an effect, and the after-history of our railroad

system would in some degree have differed from the form

it was destined to take. And in the same connection it is

desirable to bear in mind that during the ten years just

preceding the Federal government had also adopted and

maintained a policy which had for its purpose a further

expansion of existing traffic routes by means of an inter-

state land highway built by treasury funds. Governmental

adoption and use of the railroad idea at that time would
have entailed no change in national policy.

Oliver Evans, in the same narrative of his early en-

deavors previously quoted,
1
also discussed the railway plan

proposed by Stevens to the New York Canal Commission
and then went on to say:

"When we reflect upon the obstinate opposition that has been made
by a great majority to every step toward improvement; from bad roads

1 The account published in "Xiles* Register" in 1812.
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259. An Erie engine of about 1850. The smokestacks on some locomotives

of the period were enormous.

to turnpikes, from turnpikes to canal, from canal to railways for horse

carriages, it is too much to expect the monstrous leap from bad roads

to railways for steam carriages, at once. One step in a generation is

all we can hope for. If the present shall adopt canals, the next may
try the railways with horses, and the third generation use the steam

carriage. . . I do verily believe that the time will come when
carriages propelled by steam will be in general use, as well for the trans-

portation of passengers as goods, traveling at the rate of fifteen miles an

hour, or 300 miles per day."
*

Within a year Evans' conviction of the speed to be ob-

tained by the use of steam railroads had still further

strengthened, and he declared:

"The time will come when people will travel in stages moved by
steam engines, from one city to another, almost as fast as birds fly, fifteen

1 This was two years before George Stephenson built his first locomotive, in 1814. It

made four miles an hour.
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or twenty miles an hour. A carriage will set out from Washington in

the morning, the passengers will breakfast at Baltimore, dine at Phila-

delphia, and sup at New York, the same day. To accomplish this two
sets of rails

1
will be laid, so nearly level as not in any place to deviate

more than two degrees from the horizontal line, made of wood or iron

on smooth paths of broken stone or gravel, with a rail to guide the

carriages, so that they may pass each other in different directions, and
travel by night as well as by day; and the passengers will sleep in these

stages as comfortably as they now do in steam boats."

The neglect shown to the subject by the national gov-
ernment and New York State caused Stevens to revive his

plan for the securing of a charter from New Jersey, and

his request received favorable consideration three years

later, in 1815, when he was authorized to build a railway
between Trenton and New Brunswick. He could not get

the financial help necessary to construct the road. In 1819

he urged the Pennsylvania legislature to build a railroad

from Philadelphia to Pittsburgh, and that effort likewise

received no encouragement. A similar fate befell the pro-

posal addressed to Congress in the same year by Benjamin

Dearborn, of Boston, whose ideas and plans were ex-

pressed in part as follows:
2

"The memorial of Benjamin Dearborn, of Boston, respectfully

represents that he has devised in theory a mode of propelling wheel-

carriages in a manner probably unknown in any country ; and has per-

fectly satisfied his own mind of the practicability of conveying mails and

passengers with such celerity as has never before been accomplished, and

with complete security from robberies on the highway.
"For obtaining these results, he relies on carriages propelled by

steam, on level railroads, and contemplates that they be furnished with

accommodations for passengers to take their meals and their rest during
the passage, as in packets; that they be sufficiently high for persons to

walk in without stooping, and so capacious as to accommodate twenty,

thirty, or more passengers, with their baggage . . . and he feels

confident that whenever such an establishment shall be advanced to its

most improved state, the carriages will move with a rapidity at least

equal to a mile in three minutes.

1 Moaning that a double track road would he laid.
2 Brown's "History of the First Locomotives in America," pp. 72-73.
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"Protection from the attacks of assailants will be insured;
1 not only

by the celerity of the movement, but by weapons of defense belonging
to the carriage, and always kept ready in it to be wielded by the number
of passengers constantly travelling in this spacious vehicle, where they
would have liberty to stand erect, and to exercise their arms in their

own defense.

"The practicability of running steam-carriages on the common road

was long since advocated in a publication by that ingenious and useful

citizen, Oliver Evans; your memorialist, therefore, does not assume the

merit of originating the idea of steam carriages, but only of modifying
the system in such a manner as to produce the results here stated, which
could not be effected on a common road.

"Relying upon the candor of the National Council, this memorial
is laid before them with the desire that ingenious and scientific artists

in the different sections of the country may be consulted, by direction

of Congress, on the probability of accomplishing the purposes here antici-

pated ; and that an experiment be made, if sanctioned by their favorable

opinions; for if the design can be put into successful operation by the

government, a great revenue would eventually be derived from the

establishment, besides the advantages before enumerated."

Dearborn's proposal was referred to the Committee on

Commerce and Manufactures, and nobody ever heard of

it again.

By the year 1820 Stevens had become exasperated be-

cause other people did nor see the value of railroads as

quickly and clearly as he did, and he resolved to prove, out

of his own pocket, that the travel method urged by him was

not a nonsensical scheme. He had been laughed at, dis-

puted and called a maniac long enough. During the year

named, therefore, and on his own estate in Hoboken, New
Jersey, Stevens built a little railway of narrow gauge and a

small steam locomotive. The engine was his own handi-

work. He put the locomotive on the track with cars behind

it, and so ran it repeatedly with himself as a passenger, to

the amazement of those before whom the demonstration

was made. As far as is now known that was the first steam

1 Reminiscent of the precautions taken on the Cincinnati packets of the Ohio River
in the flatboat age, about 1790. In 1819 there was much robbing of stage-coaches by
highwaymen.
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railway locomotive to be built or to be run on a track in

America. 1

The practical test of 1820, though made on a small

scale, had far-reaching results. From it can be traced a

series of subsequent events that by degrees, and with an

260. The Volcano. Also a product of the Paterson builders. Date, about
1854. It, in conjunction with the three foregoing machines, shows a

steady development toward the modern type of locomotive.

ever-increasing pressure, forced the public to give closer

heed to the subject and, through popular discussion, at

last brought money from its hiding place to take up the

work demanded.

The various primitive railroad enterprises then in

operation; the published discussions in newspapers and

pamphlets; the arguments and predictions; the experi-

ments; the appeals to legislatures and the petitions to

1 Unless Fitch's last model that of 1798 was designed as a railroad engine and
run on rails by him before his death.
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Congress heretofore recounted, were open to the knowl-

edge of public men and far-seeing minds for about three

years before President Monroe vetoed a National Road
bill and stated that the work then being carried on by the

government implied its power to create a complete inter-

state system of public improvements.
Stevens had abandoned hope that the Federal govern-

ment would assume charge of national railroad construc-

tion, and no other path was left open to him but private

enterprise authorized by separate states. He continued

his campaign for support,
1 and by 1823 had enlisted some

aid and secured a charter from Pennsylvania em-

powering him and his associates to build a railway from

Philadelphia to Columbia. No work of the same nature

had previously been undertaken on such a scale in this

country, and the projectors could not, with sufficient ac-

curacy, inform the lawmakers how much money they
would expend or what amount of capital stock would be

needed. As a consequence the financial provisions of the

charter of 1823 were so framed as to make them of pe-

culiar interest at this present time. Pennsylvania fixed

the capital stock of the road at six hundred thousand dol-

lars, but since it could not be foretold whether the actual

cost of the work would be greater or less than the amount
of money subscribed by the public, the following proviso
was made by the legislature:

"That on the completion of said railroad the president and directors

are hereby required to ascertain precisely the amount of the sum total

of expenses incurred in the construction of the same, and said sum total

shall constitute the existing capital of said railroad company."

Thus did an American commonwealth, in 1823, foresee

that stock in such an enterprise might be issued without
1 Though himself a well-to-do man for those days he could not, alone, bear the heavy

burden necessary in building a railway.

891



A HISTORY OF TRAVEL IN AMERICA

equivalent value behind it, and thus did the state safeguard

intending investors by providing against the possibility

of such an action. Whether or not the sordid minds of the

period also glimpsed the possibilities of gaining easy

wealth by such unscrupulous financial methods, and

whether or not the outcry which arose about that time in

opposition to Federal building of traffic routes was due,

in some measure, to their realization that governmental

building of new national transportation facilities would

destroy a large opportunity for acquiring ill-gained

wealth, are questions perhaps impossible of answer at the

present day.

Two other features of this early railroad charter de-

serve mention because of the archaic transportation view-

points they reveal. One of them gave to Stevens by
inference at least certain rights similar to those of a pat-

entee, for it provided that all profits of the road, above

twelve per cent., were to go to Stevens or his legal assignee.

The other interesting feature of the charter dealt with re-

muneration which the road might exact for service ren-

dered. It empowered the company to charge three and a

half cents a mile on every ton of freight moving east-

ward, and seven cents a mile for a ton going west.
1

No sooner had the legislature given permission to

build and operate the road than a public discussion began
over the mechanical possibility of doing such a thing. It

was admitted that railways were practical for small dis-

tances, because a number of short highways of that descrip-

tion really did exist in various states, and vehicles were

moved over them. But the proposed new road, of the

stupendous length of seventy-three miles, was altogether
1 Because westward movement was on an up grade.
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261. Examples of the rails that supplanted timbers edged with flat iron bars.

Many experiments were still tried, but a steady drift toward the T rail

and a standard pattern was apparent. Some of the Boston and Lowell rails

were laid upside down, and were used that way. Dates, from 1832 to 1852.
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another matter. When this vocal obstacle to the project

arose, Stevens promptly set about to overcome it. With
outward calmness and it may be imagined with what in-

ward raging he tried to make the skeptics see that if a

short railway was practical then a long one, of identical

construction and grade, was also practical ;
that the travers-

ing of each new mile was but a repetition of what the

vehicle had already successfully performed. He wrote

and distributed a long circular letter, addressed to the

public, in which he elaborately explained the disputed

point. In part it ran:

"PHILADELPHIA, 1823.

"SiR: It is now generally admitted that a railroad is not a mere

visionary project but is actually practicable. An erroneous idea has,

however, prevailed among its opponents, that it is only practicable to

short distances, and that the contemplated extension of a railroad to

a distance of 73 miles is ridiculous.

"As the railroad will, throughout its course, be, in its construction,

exactly similar, it is only in its deviations from a horizontal line that

any difference in the progressive motion of carriages thereon can take

place. The charter contains a provision that the railroad in its progress
shall in no part rise above an angle of two degrees with the plane of

the horizon.

"Now let us suppose that a section of the intended railroad be

constructed in the immediate vicinity of the city, of one mile in extent,

in the progress of which elevations of two degrees do actually occur.

Should it, however, be practicable, on such section of the intended rail-

road, to cause loaded carriages to move forward and backward, with-

out encountering any impediment or difficulty, would it not be pre-

sumable that the effect would be precisely the same were a similar road

to be extended ever so far?

". . . And when this great improvement in transportation shall

have been extended to Pittsburgh, and thence into the heart of the

extensive and fertile state of Ohio, and also to the great western lakes,

Philadelphia may then become the great emporium of the western

country."

Stevens' argument certainly sounded plausible, even if

it did not produce the desired effect. The men who were

both rich and honest could not refute his conclusions,

894



nor did they try to. They simply held aloof and refused to

embark their fortunes in enterprises such as he was urging.
One reason for their attitude was this: they could not

at once bring themselves to believe that the old order was

changing, and that the immemorial, undisputed sway of

pack-horse, stage-coach, wagon train and water craft was

seriously threatened. For two centuries the country had

got along with those methods of travel and transportation.

They themselves had come to manhood and won places of

leadership without knowledge or thought of any other

means of movement. Every act and circumstance of their

affairs the whole fabric of their lives was bound up

with, and based upon, the old ways. Now they were sud-

denly bedeviled by a lot of fanatics who bombarded
them with strange and unanswerable questions; who pro-

posed impossible, unheard-of, quixotic things; who waved
countless diagrams, plans, surveys and calculations; and

who demanded money for the immediate construction of

fantastical rails and engines by means whereof the people

might buzz about the country like bees in a clover patch.

It was too much. Never had it been necessary to per-

form a problem in trigonometry previous to the beginning
of a stage-coach trip, nor even while waiting for the steam-

boat to slide off a sand-bar. What had science to do with

going somewhere? If a man wanted to go to Pittsburgh
or Ohio then let him begone, and have it over.

Yet there were a few things the big men were willing
to admit. They conceded that these railroads concerning
which they heard so much would very probably answer

as improved portages between two natural or artificial

waterways, and that short constructions of the kind might
under certain conditions be otherwise useful. But the

rivers were more reliable, the stage-coaches averaged six
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262. A common method of timber bridge construction. Some bridges were of

massive masonry. Iron was rarely used.

or eight miles an hour on good turnpikes, numerous canals

were already in operation and many others were either in

process of building or under consideration. Canals prom-
ised to be profitable, and millions of money had been ex-

pended on them already. On the whole it was better to

attend strictly to business and let well enough alone.

As an outcome of this attitude Stevens and his com-

rades failed to get the cash they needed.
1 But though his

reasoning then failed to sway the men who could have

aided him, the uproar, wrangle and debate produced by
his seventy-three-mile railway proposition did arouse such

1 And their charter was repealed in 1826.
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a deep interest in the public mind that other and lasting

effects soon appeared. The country as far as the adop-
tion of a new system of locomotion was concerned stood

literally at the parting of the ways. Canals and railroads

both had their partisans, and the clash of opinion regard-

ing the relative value of the two methods of communica-

tion speedily brought about a general hubbub and in-

tensity of feeling such as had never before been aroused in

this country by the discussion of any question unrelated

to national politics or warfare.

This state of affairs was especially noticeable in Penn-

sylvania, and out of it grew the organization, late in 1824,

of the Pennsylvania Society for the Promotion of Internal

Improvements in the Commonwealth. Its members were

business men, chiefly of Philadelphia, who had determined

to take an active part in definitely settling the question
then uppermost in the thoughts of the people.



CHAPTER XLI

STRICKLAND IS SENT TO ENGLAND THE INSTRUCTIONS

GIVEN TO HIM EXCITEMENT IN THIS COUNTRY
OVER THE SUBJECT OF RAILWAYS STRICKLAND'S

DRAWINGS AND THEIR EFFECT A BASIS FOR ACTION

AT LAST COMPARISON OF THE TWO METHODS BY

WHICH ENGLAND AND AMERICA APPROACHED A CON-

CRETE REALIZATION OF THE RAILROAD UNDERLYING
CAUSES OF THE ADVANTAGE POSSESSED BY THE AMER-

ICANS THEY COULD SEE THE FINISHED CANOE
IN THE TRUNK OF THE UNTOUCHED TREE THE
VINDICATION OF THE DREAMERS

ENGLAND,
at that time, had enjoyed a more ex-

tensive experience both with canals and railroads

than had the United States, and the Pennsylvania associa-

tion believed there was benefit to be derived from a study
of English methods used in the building and equipment
of the two systems of internal communication. It hoped
to utilize those foreign methods as far as desirable in

conjunction with some of the ambitious hopes already
discussed on this side of the water.

Swift action by the Pennsylvanians followed their con-

clusions. They at once employed an American civil engi-

neer,
1 and sent him to England under secret instructions,

2

1 William Strickland.
3 The injunction requiring Strickland to pursue his work as quietly .as possible was

no doubt prompted by a natural desire on the part of the society to obtain the first

knowledge of his investigations, in order that its members might use the information
collected by him in business enterprises if they wished to do so.
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263. A "lookout pole." For about twenty years there was no way by which a

railroad might discover the location or adventures of its trains after they
had disappeared from sight. Nor could waiting travellers along the line

be informed when the trains would reach them. So it became the custom
of station agents, or of the roads themselves, to set up stout masts at stop-

ping places, and shortly before a train was due the agent climbed his pole,
sat himself in a little seat at its top, and watched the horizon for smoke.
If successful, as was often the case, he shouted bulletins to those below.
Otherwise there was nothing to do but wait.

enjoining him to prepare a report on the subject for which

they were organized. The date of the society's confiden-

tial letter to its representative was March 25, 1825, and

various essential parts of it read as follows:

"It is not a knowledge of abstract principles, nor an indefinite and

general account of their application to the great works of Europe we
desire to possess through your labors. . . . What we earnestly
wish to obtain, is the means of executing all those works in the best

manner, and with the greatest economy and certainty. .

"Of the utility of railways, and their importance as a means of trans-

porting large burdens, wTe have full knowledge. Of the mode of con-

structing them, and of their cost, nothing is known with certainty.

You will bear in mind in your investigations of this subject
that we have, as yet, no complete railway in Pennsylvania; and you
will, therefore, so exhibit your facts, as that they may be understood by

899



reference to the drawings which you may make. . . . Locomotive

machinery will command your attention and inquiry. This is entirely

unknown in the United States, and we authorize you to procure a model
of the most improved locomotive machine, at the expense of the society."

It will be seen from the spirit and literal wording of

these instructions
1
that the men responsible for them were

in no uncertain state of mind regarding their own beliefs.

They were not sending a man to England to find out

whether railroads were of value or not. That point they

already considered as settled. They wanted to find out

how railroads were built, and how locomotives were built.

No sooner had Strickland begun his work than clamor

over the subject of internal improvements in America be-

came louder than ever before, and increased popular in-

terest in the question was reflected in a further instruction

which was sent by the society to its representative on

September 19th. The committee's letter to Strickland

under that date said, in part:

"Canals and railways present the most important of all subjects for

your attention. Upon every matter connected with both you will be

expected to be well informed. . . . Much excitement prevails in

this state upon the question whether railways are superior to canals,

and the inquiries that are in progress in relation to them are in the

hands of men of ingenuity and well disposed to the cause of internal

improvement. It is, however, feared by many that the question between

canals and railways will have an injurious influence in Pennsylvania,
as it will divide the friends of the cause of improvement, and thus

postpone, if not prevent, the commencement of the work. The impor-
tance of correct information in relation to them is thus greatly increased."

The society's representative brought back with him in

1826 a model of an English railroad locomotive of the

inefficient type then in use
2 and during August of the same

year his report was published by the society, together with

many large reproductions of the drawings he had made
1 The full text was put in type by the society at the time, in a confidential pamphlet

of four printed pages.
- Which later came into possession of the Franklin Institute, of Philadelphia.
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while abroad.
1

Strickland's elaborate and important vol-

ume produced an overwhelming impression; not so much

through the comparatively short text giving its author's

observations as by means of the engravings it contained.

An intelligent pictorial appeal to the understanding is

always effective, and when the matter illustrated happens

Office in Baltimore, Sun Iron Building, Cor. Baltimore & South Sts.

WAY STATIONS Wilmington, Trenton, Now Hope, HaTre de Orarp, Pert Depotit, Princeton, New

Bnuuwick, Newark and Jersey City. This Line connects with the Southeru Line to Charleston, Mobile and New

(Mesa*, th We?tern, PottsriUe, Kaston, end other Morse Lines. trm,,rr. [.nigtrivuiti PM*

264. A telegraphic message sent by the first Morse line. Design used on the

delivery envelope. The telegraph was first used in connection with railway
operation by the Erie road in 1851, and all other railroads immediately fol-

lowed its example. The lookout pole then became extinct.

to be one concerning which the public is vitally interested

as was true in the case mentioned and regarding which

it has no other reliable information in similar form, then

such presentation of a subject has a power difficult to

exaggerate.

It should not be understood that the famous book in

question was a familiar object in every household, for

nothing could be further from the fact. Only a few
1 Contained in a large folio atlas entitled, "Reports on Canals, Railways, Roads, and

Other Subjects, made to the Pennsylvania Society for the Promotion of Internal Im-

provement. By William Strickland, Architect and Engineer, while Engaged in the Service
of the Society. Strickland's drawings are reproduced in 72 very fine folio plates engraved
on copper, and include every detail of railway, canal and other public works construction
as then practised in England.
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hundred copies of it were printed,
1 and its high cost

2
ef-

fectually removed it from the class to which popular
novels belong. But it did show for the first time -not

only in America, but in the world3 and in a manner easily

comprehended, the whole process then employed in build-

ing and equipping a railroad. It furnished a basis for

action. It was practical. The mass of the people never

saw the book for which their clamor was directly re-

sponsible, yet the public felt its result at once, for it passed
into the hands of, and influenced, those who had money,
those who could do the work it described, and those in

high station.
4

Again had the nameless thousands, repre-

sented this time by a group of citizens whose identity is

discoverable only by the antiquarian, furnished the im-

pulse destined to sweep others into tardy action and bring
about a revolution.

There is a proverb which says every human act exerts

a never-ending influence; that its consequences will in

some way radiate to remotest time. Maybe the saying is

true. Sometimes it surely is, and the deeds of men are

strangely interwoven. The madman of Conjurer's Point

dreamed a steamboat, and made one. From his work

John Stevens of Hoboken gained inspiration for similar

endeavor, and Stevens, in course of time, put wheels under

his engine instead of a keel. A group of Pennsylvanians

joined with Stevens in a plan to introduce those wheeled

engines here, and out of the discussion attending that

effort grew an organization which sent a man to England.
1 The "List of Subscribers" indicates but 334 copies, and probably the whole issue

did not exceed 500.
2 The engravings it contains represent an expenditure of perhaps three thousand

dollars, and it was sold for $10.00 a copy.
3 For not even in England had any work been published which remotely approached

Strickland's atlas in importance or value.
4 Among the subscribers were the United States Post Office Department, the Navy

Hep '.rtmeiir. the War Department, the West Point Military School, and the national
House of Representatives, which took 25 copies! The government was waking up.
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265. Beginning a series of eleven illustrations showing the evolution of the

passenger car after it assumed rectangular lines, and while a standard type
was developing. In two-story cars of this sort the upper deck was most

popular in fair weather as the lower floor was poorly lighted and ventilated.

Such double-decked vehicles were not generally adopted. The cupola was

very uncommon.

The man came back, his drawings were published, and

America stepped over the threshold of a new age.

Forty years had elapsed since Oliver Evans asked

Pennsylvania and Maryland for the right to use self-pro-

pelled steam carriages. Thirty-one years had gone by since

the first application of the railway principle in America,

at the Boston brick kiln. Fourteen years had passed
from the day on which Evans offered to run a steam-

engine on rails at the rate of fifteen miles an hour, while

Stevens at the same time was urging the building of rail-

roads by Congress as a national policy and advocating the

construction of such a highway by New York State. Thir-

teen years had gone since Evans foretold a double-tracked,
rock-ballasted railway over which men would journey be-

tween Baltimore and New York in one day, and in the

cars of which they might sleep in comfort. Only seven

years had slipped by since Stevens proposed a railroad

from Philadelphia to Pittsburgh. The same period had

passed since Dearborn placed before Congress his ideas

903



A HISTORY OF TRAVEL IN AMERICA

for a railway train with cars big enough for thirty or more

passengers, in which they might eat and take their rest

while moving at twenty miles an hour.

Those are the landmarks of America's journey toward

the modern railroad. Their significance, as an indica-

tion that this country was already pursuing an independent
line of thought and would speedily have reached a ma-

terial realization of the new transportation principle, even

without Stephenson's later demonstration with the Rocket

in 1829, scarcely seems to require further emphasis. But

if there be doubt concerning the point then there still re-

mains a comparison between the American attitude as

already outlined and that assumed toward the subject in

England until the year 1829.

The three most important early English books relating

to railways were those of Tredgold, Wood and Lardner.

Tredgold said:
1

"Locomotives must always be objectionable on a railroad for general

use, where it is attempted to give them a considerable degree of

speed. . . . That any general system of carrying passengers would

answer, to go at a velocity exceeding ten miles an hour, or thereabouts,

is extremely improbable."

Wood's comment on the same phase of the question

read :

2

"It is far from my wish to promulgate to the world that the ridiculous

expectations, or rather professions, of the enthusiastic speculator will

be realized, and that we shall see engines travelling at the rate of twelve,

sixteen, eighteen, or twenty miles an hour. Nothing could do more
harm toward their general adoption and improvement than the promulga-
tion of such nonsense."

And Lardner asserted that:
3

"Carriages could not go at anything like the contemplated speed ;

if driven to it, the wheels would merely spin on their axles, and the

carriages would stand stock still."

1 "A Practical Treatise on Railroads and Carriages," 2nd edition, London, 1825.
"A Practical Treatise on Railroads and Internal Communication," London, 1825.

3 "Lectures on the Steam Engine," London, 1827.
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The serious English periodicals of the time reflected

public opinion in similar strain. A typical utterance of

the sort
1 contained this passage:

"What can be more palpably absurd and ridiculous than the prospect
held out of locomotives traveling twice as fast as stage coaches! We
should as soon expect the people of Woolwich to suffer themselves to

be fired off upon one of Congreve's ricochet rockets as trust them-

selves to the mercy of such a machine going at such a rate.

We trust that Parliament will, in all railways it may sanction, limit

the speed to eight or nine miles an hour, which we entirely agree with

Mr. Sylvester is as great as can be ventured on with safety."

When the proposed Liverpool and Manchester rail-

way asked Parliament for a franchise, during the same

year of 1825, George Stephenson was summoned by the

Parliamentary committee to be questioned concerning the

velocity of which a locomotive might be capable. As

Stephenson was about to testify, William Brougham, the

railroad's own lawyer, warned him that if he discussed the

possibility of any unusual speed, such as twenty miles an

hour, he would "inevitably damn the whole thing, and be

himself regarded as a maniac fit for Bedlam."' Stephen-
son permitted himself to predict a speed of twelve miles

an hour,
3 members of the committee whispered their

doubts of his sanity, and the application for a charter was

denied.

England had then been building railways for nearly
two hundred years, had made iron rails since 1738 and

steam locomotives since 1804. Yet in 1825 the combined

use of all three devices had suggested nothing to her pub-
lic men or civil engineers save what has been indicated

in the utterances just quoted. Even after the Stockton and
1 In the "Quarterly Review" for March, 1825.
2 Smiles' "Life of George Stephenson."
3 The maximum velocity attained by his best and latest engine, just completed for the

Stockton and Darlington road. The average working speed of- that locomotive was five

miles an hour.

906



A HISTORY OF TRAVEL IN AMERICA

Darlington road was opened to traffic
1
the bulk of its

motive power, for the moving of both passengers and

freight, was furnished by horses. When one of its vehicles

reached a down-grade section of the railway the horse

would jump on a low platform built for the purpose at

one end of the car, and so ride down to the bottom of the

hill.

America, in considering the possibilities of the new
locomotion system, stood on an equality with England as

far as knowedge of the physical elements of the proposi-
tion were concerned. Neither possessed an overwhelming

advantage. Each knew the railed track, the iron, and

the steam-engine. If either can be said to have had a

superior position from which to advance toward greater

things just before the general adoption and introduction

of railways then England was that one, for she had been

aware of the railed-track device for a longer time and em-

ployed it more extensively. She had enjoyed a fuller op-

portunity to grasp its potentiality. Yet it was America

which first saw and demanded the use of the whole

value of the railroad idea. England, after nearly two cen-

turies of railed tracks, eighty-seven years of iron rails and

twenty-one years of locomotives, had progressed to the

point illustrated by the Stockton and Darlington road and

its methods. The possibility of further advance of con-

sequence was unrealized in England; it was denied, after

due consideration, by the men most competent to give

judgment in such a matter.

America's less-experienced engineers were distin-

guished by one quality not possessed by their colleagues
across the ocean. They had known of railed tracks for

only thirty years, and had not employed iron rails or loco-

1 England's first line for general business; opened in 1825.
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motives at all. Yet to those three commonplace and ma-

terial elements of mechanical construction, knowledge of

two of which was theirs by hearsay only, they added a

fourth and still more necessary component -imagination.

Men like Evans, Stevens and Dearborn were accurately

describing the railway and railway travel of the future

in written words, and were planning the construction and

equipment of railroads hundreds of miles in length, while

yet the English had no conception of the possibilities that

lay within the methods they had used so long.

Both countries were converging on the same historic

event the creation of practical railroads along path-

ways which, though very different in themselves, were

significant of the characters and processes of the nations

employing them. Each reached the goal by its own
method at substantially the same time as the other. In-

deed, had it not been for the tremendous personality, re-

markable mechanical ingenuity and persistence of the

unlettered pit-engineer George Stephenson, it is alto-

gether likely that America would have outdistanced Eng-
land in the race. For it was Stephenson's solitary work,
in opposition to which the influential body of his country-
men fought almost to the raving point, that pushed them,

against their will and frantic resistance, over the remain-

ing distance that separated them from success. Conserva-

tive England had moved toward the modern railroad by
slow and almost imperceptible degrees for two hundred

years. America took one mental leap and stood beside

her.

It has been said the American contribution to the prob-
lem of railway creation was imagination. In reality it

was something which, though intangible, was much more

solid, substantial and valuable than that; it was the exer-
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else of an ability existing from the first as a national trait,

and which had developed at last into the quickness of

thought so characteristic of this western people. It was

a supreme manifestation of the same elemental quality

that enabled the American of 1630 to behold the shape of a

finished canoe in the trunk of the untouched tree. For

seven generations the pioneer population of the new conti-

nent had been drilled, by stern conditions, in the impor-
tance of foresight, in the need of anticipating future per-

sonal necessities and in the duty of claiming the ultimate

particle of value from any object.
1

Long years passed, and

by and by came the railed track and the steam-engine.
The consequences of their appearance here were inevi-

table. The American mind, trained as it had been, looked

upon them and beheld the railroad as it was to be as it

must be, if the last vestige of its usefulness was to be

extracted from the idea. And that determination was

axiomatic.

So automatic was the mental process in question that

the unknown, unrealized railroad of the future, even to its

double track and ballasted roadbed, and its dining and

sleeping cars, were described by Americans in the period
between 1813 and 1819 in a way that was almost matter-

of-fact. Such things were certain. They already existed

except in the unimportant feature of concrete form. Al-

though knowledge of the manner of making them did not

happen to be available at the moment, that was a trivial

detail. Nothing further was necessary but to devise or

find out a practical method of building the contrivances,

and to get permission and money for their construction.

1
Scarcely any article was thrown away, for fear that at some future time, in an

unexpected way, it might "come handy." When its, day of active usefulness was done it

was taken up into that museum of American household archeology, the attic. So deeply
was the trait in question implanted in those early generations that its effects are still

clearly visible, and until to-day the destruction of useless home rubbish often constitutes
an agony.
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The men who saw all this who created the railway in

the American fashion of seeing first and then compelling
their hands to catch up with their ideas set about the

job of getting permission and the money, and did not stop

until they had succeeded. They were men who, though un-

known and unpreferred among their fellows, had a broad-

ness of vision that enabled them to perceive and pro-

claim the relationship between this new transportation

method and the country's future, The universal practise

of anticipating necessities was by them shifted from its

personal basis to a national one. Their part of the work
was not done with transit, plumb-line, pickax and shovel.

Tens of thousands could use those implements. All they

employed was brains. By their endeavors, extending

through only a few years, America overstepped the age-

long process by which England had advanced, and

plunged headlong into an effort to produce in material

form the elaborate vision that hung, like a rainbow of

promise, before the eyes of their fancy.

That was the pathway along which America ap-

proached the creation of her first railways, and the one

whereby, ever since the period in question, she has pro-

ceeded in her march toward industrial and economic prog-
ress. She has anticipated necessity, and welded the stuff

of dreams into mechanisms that seem endowed with

reason. But in one respect the nation, in an imaginative

sense, has gone backward in the handling of its natural

and man-created riches. We have become wasteful and

careless. Nature's prodigality and the creative ability of

the people have wrought an insidious harm. No longer
do we seek to extract the last ounce of utility from the

things we possess. Of each unit of energy or material or

opportunity we cast aside one-third, and it is lost.
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One other general feature connected with the creation

of the early railways of the country is deserving of men-

tion. It has been seen that the men who first built them

in imagination, and furnished the impulse which re-

sulted in their actual construction, dealt with the subject

mainly in terms of speed, length, and the conveniences of

human travel. The new highways were to connect regions

separated by hundreds of miles, over which people were to

be conveyed at fifteen or twenty miles an hour in cars

wherein they might also eat and sleep. The men of money,
without whose help no progress could be made, shook

their heads at this and saw only the possibility of using
railroads for the moving of freight over short distances

between existing towns and cities. That was the big pur-

pose, from a capitalistic standpoint, for which the first

roads were begun.
1

They were simply to be improvements
over previous highways, designed for the transportation

of mercantile commodities created by established com-

munities. But little provision, or none at all, was made
for the accommodation of human beings. Yet when the

railways were opened for traffic, and solitary rattletrap

passenger cars were devised or stage-coaches put on proper
wheels for the sake of experiment, the passenger vehicles

were overwhelmed, as they have been ever since.

The foresight and understanding of the men who built

in terms of fancy were clearer than that of the ones who
used nothing but metal and stone and wood. Railroads

were not wanted solely as carriers of goods between cities.

They were children of the spirit of conquest and the de-

mand for wider, swifter movement, even though the finan-

cial nurses who coddled them were blind to their parent-

1 That is to say, it was the purpose of the capitalists. True of England as well as of
America.
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age.
1 The railways also in due course came to anticipate

necessity, rather than simply try to catch up with
it, and

though their efforts in that regard were sometimes mis-

directed, yet on the whole such endeavors have been of

value, and have done much in aiding the people to strike

root in regions otherwise impossible of permanent and

flourishing settlement.

be found tabular statements showing the organization

extension up to 1850 or later.



CHAPTER XLII

THE DREAM-BUILDERS SUPPLANTED BY MEN DESTINED TO

PERFORM ACTUAL CONSTRUCTION WORK EARLY

POPULAR IDEAS ABOUT RAILROADS HOW THE PEOPLE

SHOWED THEIR INTEREST CONTEMPORARY NEWS-
PAPER COMMENT AND PICTURES THREE ASPECTS OF

THE SUBJECT OPINIONS ON THE PHYSICAL CHAR-

ACTER OF THE NEW DEVICE HOW TRACKS WERE
FIRST BUILT MANY DIFFERENT GAUGES A MIS-

TAKEN NOTION REGARDING THE USE OF RAILWAYS AS

HIGHWAYS ITS RESULTS IN AMERICA THE CEN-

TER-POST DEVICE AN INDIANA PREDICTION OF 1830

-RAILROADS AS MORAL INFLUENCES A MASSA-

CHUSETTS ROAD ASKS FOR SERMONS IN ITS BEHALF -

ONE OF THE RESPONSES

THE work of Evans, Dearborn, Stevens, the Pennsyl-
vania Society and others had not been in vain.

Railroads had been discussed, advocated and described in

their future form by a few Americans during a period of

about fifteen years. Argument was now to be superseded
in part by action, and railroads themselves were to appear
and alter the character of the debate concerning them.

No sooner did it become apparent that actual physical
creation of the new transportation device was at hand

in this country than more interest in the subject which had

so suddenly usurped attention \vas manifested by all sorts

of odd methods. Crude representations of railroad loco-
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motives and cars began to appear as decorative patterns

on the dishes, china and glassware used by the people.

Small metallic medals were struck in honor of the in-

troduction of the railroad. The popular sheet-music of

the period was occasionally embellished with pictures of

steam-engines and cars. Even whisky bottles appeared

bearing upon their sides crude designs and inscriptions

commemorating the introduction of railed tracks. Nor
was this manifestation of popular interest confined to the

subject of railways alone. Pictures and all sorts of other

representations of steamboats, stage-coaches and canal

boats also multiplied at the same time, and hardly a house-

hold could be found either in the city or country whose

possessions did not include various objects indicative of

the feeling here suggested.
1

This condition of the public mind was further shown

by similar evidences appearing in the newspapers and

books of the day. A picture of a railroad had been

printed in a daily newspaper as early as March 7, 1826,

when the American Traveler, of Boston, issued a full

page broadside containing a view and description of the

Hetton Railroad in England." In the discussion of rail-

roads contained in the broadside is the following:

"The acknowledged importance of Rail Road conveyance and the

great anxiety existing in the public mind, respecting the relative value

1
Examples of the wall-paper, medals, sheet-music and bottles here mentioned are

reproduced elsewhere in these pages. The medal and wall-paper were issued about 1825
in celebration of the completion of the Erie Canal. The piece of sheet-music was en-
graved in celebration of the commencement of the Baltimore and Ohio Railroad, and
was placed on sale in Baltimore on the 4th of July in 1828, when the building of the
road was begun. The bottle which bears the inscription "Success to the Railroad" is also
believed to have been made in the same year. It is "No. 1" in Barber's list of the eighty-
six designs of historical American glassware thus far discovered. Of it Barber says:
"Among the oldest forms of decorated glass bottles or flasks known to have been made
in the United States is one which bears a relief design representing the first railroad.
The device shows a horse drawing a four-wheeled car along a rail. . . It is

probable that this very interesting object was produced at the Kensington Glass Works,
Philadelphia. . . . The character of the glass, the color, the shape and the peculiar
mould markings point to such an origin." Barber's book is entitled "American Glassware
Old and Xew." It was privately printed in Philadelphia in 1900.

2
Reproduced on another page. It is, perhaps, the first picture of an actual railroad

printed in America, and antedates the issuance of Strickland's book by about five months.
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268. Style of passenger car most frequently used during the decade from 1840
to 1850. The windows of this vehicle were not raised, but the entire panels
were dropped bodily down into the sides of the car. Drawn and engraved
by Alexander Robb.

of Canals and Rail Roads, as species of internal communication, must
render any information concerning either of some interest; and if that

information come from persons who have made the subject their particu-

lar study, and have given to the public the result of their faithful experi-

ments, whether they tend towards establishing the one system or the

other, they will be equally entitled to attention. .

"It may to many seem an object of surprise, that so simple and
efficient a plan of moving carriages on a road has not been more generally

employed ; but it may be remarked, that though the idea of forming
smooth surfaces for carriage wheels to roll upon, is not a modern one,

still, until quite lately, there has been felt a great want of practical in-

formation on the subject, and consequently a lack of enterprise in our

citizens, in entering upon the 'unbeaten path.'
"

But very few other American newspapers of that date

gauged the importance of the subject with such accuracy,

or indicated by actions their appreciation of the public
interest in it. Another newspaper of the East to print

a similar railroad broadside was the New York Ameri-

can, whose page was issued on March 11, 1830. The
American s broadside was devoted to an account of the

locomotive competition held in England during the pre-

vious October1 and was illustrated with pictures of two

of the competing machines. Doubtless there were still

other American papers that took occasion to comment on

1 The entire first page of the paper was given to the matter, as news, though the
event described had happened about five months before. Reproduced elsewhere.
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railroads with equal prominence during the first three

or four years after railway building on an extensive scale

became assured in this country, but as a general thing the

daily and weekly press though in the aggregate giving
a great deal of space to the subject confined its activi-

ties to the printing of paragraphs and short articles-

Many of the books issued during those same years
-

especially such volumes as were devoted to description

of the country contained articles about railways, and

sometimes the accounts were accompanied by illustra-

tions.
1 A definition of railroads contained in an encyclo-

pedia' of the period read:

"Railway. A species of road or carnage way, in which the tracks of

the carriage wheel being laid with bars or rails of wood, stone, or metal,
the carriage runs with so much greater facility that one horse will per-
form the work of many. On some railways the wagons are moved by
steam instead of horses. It is contemplated to make railways in various

parts of the U. States. Many have been commenced, and several are

already completed. Their utility and superiority over canals will, no

doubt, cause general construction in most states in the U. States within

a few years where the travelling is great."

While a majority of the people were thus thinking

of railroads in their completed shape and were speculating

about the future advantages they were so impatient to

enjoy, the other and less numerous class of men then

giving attention to the subject were concerned with prob-
lems relating to the physical character of railways and

the best manner of their use after they had been built.

Both in point of suddenness and of the revolutionary

procedure which it entailed, the adoption of the railway

idea to human movement and traffic no doubt constituted
1 Two such articles from contemporary books are reproduced elsewhere. One of

them is a description of the Baltimore and Ohio Railroad in its earliest days, accompanied
by a wood engraving of a horse-drawn passenger car of that road. The other book illus-

tration is a page that apparently shows a train on the Boston and Worcester road in

Massachusetts, and the- picture is accompanied by a printed description of the "most
common apparatus for travelling or roads.

"
2 "A Family Encyclopedia, or, an Explanation of Words and Things." By George

Crabb, New York, 1831.
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the most important alteration in established methods of

performing certain work which mankind had yet under-

taken. The last of the pioneers saw that here was an

agency containing vast possibilities, while at the same

time they admitted that the most desirable manner of em-

ploying the potentialities concealed in the new process

must be discovered as they went along. Yet some sort of

start had to be made, and much controversy arose regard-

ing the proper things to do. Some thought one plan of

building and use was best, and others considered a

different method was preferable, but everybody, no

matter what his opinion, was tolerably certain he was

right. The old feeling of cock-sureness developed by

long contact with familiar economic problems whose well-

known solutions had made such a mental attitude formerly
excusable was abundantly displayed.

During this widespread discussion of railroads all

close consideration of the subject dealt principally with

three phases of the newly arisen question : namely, the

proper physical construction of railways; their precise

character as highways; their social and economic in-

fluence. The debate naturally resulted in the appearance
of a considerable literature devoted to the problem, and

all the books about railroads published in America during
the decade immediately following the commencement of

railway building in the country contained numerous state-

ments and arguments which to our more modern

thought are curious and entertaining. The narration of

some of these primitive methods of track building, and of

contemporary ideas about them, will show the astonishing

contrast that existed between the finished product of the

former dream-builders and the actual plans that were

adopted and applied by the men into whose hands were
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to fall the details of structural work. One of the

earliest and least known of these American publications
1

began in the following words:

"The first thing to be determined in the formation of a Railroad is

the kind of power that is to be employed on it, whether horses or steam

engines. It is desirable not to use both kinds of power on the same road ;

. . . because the slow travelling of horses will present a serious ob-

struction to the free operations of locomotive steam engines, compelling
them to frequently turn out and occasionally delay and inconvenience;
. . . because the action of the horses' feet will throw dust and gravel
on the rails, which it will be desirable to avoid on roads for engines. . . .

A further reason is, that the dust thrown on the rails will be converted

into mud in wet weather, and will materially diminish the adhesion of the

wheels of the locomotive engine to the rails."
2

The same authority advanced the argument that in

creating a railroad designed for operation by horse-power
it would be desirable so to build it as to secure a regular

alternation of up-grades and down-grades. This expedient,

he said, would enable the horses to jump aboard a car de-

signed for their accommodation when the train was about

to start down hill, thus saving the animals' strength and

eliminating a waste of the motive power. In this con-

nection he also remarked:

"A further advantage in travelling a gradually ascending and gradu-

ally descending road would be found in the carriage of passengers, and

goods requiring speedy transportation. Travellers desire to go faster

than a horse can travel with ease to himself, or profit to his owner, if

the charges be moderate. By having the horses ride half the distance any
admissible rate of speed for that portion of the distance might be had, so

that the whole journey could be performed in less time." 3

During his discussion of the proper method of laying
a track the same authority declared:

"If the rails are not laid upon a foundation of sufficient firmness the

supports soon settle unequally, so that the rails become undulating, re-

1 "A Treatise on Rail-roads and Internal Communications. Compiled from the Latest
and Best Authors. With Original Sketches and Remarks." By Thomas Earle, Philadel-

phia, 1830.
2
Earle, p. 6.

3 Earle, p. 17.
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quiring a very irregular draught from the horses, and straining the

wagons by the shocks they receive at the meeting ends of rails of different

slope. . . . Where timber is scarce, and iron and stone abundant, it is

considered advantageously to use rails entirely of iron, supported upon
blocks of stone. Railways of this kind may perhaps be expensive, even

in America, if steam engines are to be used. But where horses are to

furnish the power it will generally be an important advantage to have

a cheap work; and consequently wood, or wood and iron combined, will

be preferred. . . . Locust or cedar wood is preferred for the sleepers

as being slow to decay. . . . The wooden rails are of sawed timber.

White oak is considered the best. They are of different dimensions ac-

cording to the views of the proprietors, or the width of wagons to be

used. Some are 3 inches wide by 5 in depth; some 4 by 6. . . .

"On some roads wooden rails without any covering of iron, except
at crossing places and curves, are still used. Where the business of a

road is small, and timber abundant, it may be expedient to save the ex-

pense of iron. In other cases iron plates should be used to protect

the timber from wear, as well as to render the motion of the wagons
somewhat easier. For this purpose plates of rolled iron are used, varying
in dimensions from l/ of an inch thick by 1/4 wide, to ^2 an inch thick

by 2 inches wide." 1

In speaking of the relative merits of single-tracked

and double-tracked railroads the book written by Earle

said:

"For the transportation of goods to a moderate amount, a single way
will answer every purpose about as well as a double one. Engines can

leave particular points at certain hours and arrive at other points at fixed

hours.. . . For instance, take the distance between one of our Atlantic

cities and Pittsburgh, suppose a distance of 320 miles. If trains or wag-
ons were to leave each city every morning, and travel the distance in 4

days, meeting places would be required every 40 miles. If wagons should

leave each city at both morning and noon, and arrive at both noon and

night, the places of meeting would be every 20 miles, at fixed hours.

. . . Arrangements of this kind are inconsistent with the beau-ideal of

travel. The imagination delights in freedom from obstructions, and
from the restraints of fixed rules. But we are compelled to submit, in

practical matters, to the curb of reason." 2

And finally, in discussing the relative value and cost

of railroads and canals, the work here quoted observed:

"The engines are supposed to travel but 80 miles a day, half the

distance without loads. From the experience of the English there is

1
Earle, pp. 19-22.

2
Earle, pp. 34-35.
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reason to believe this is 20 per cent., too unfavorable an estimate. The
prices of locomotive engines are probably put too high. They were sold

in England five years since, at 600 for an engine weighing 6 l

/2 tons,

since which the price is reduced. . . . Railroads may be used at least

11 months in the year: canals, in a northern climate, not more than 8

months. . . . The celerity of transportation is a great object in many
cases. This can be effected on rail-roads, but not on canals. Certainty
is another important object. Canals are very liable to interruption from

breaches in the banks, or giving way in aqueducts, &c. News was re-

ceived in one day, this season, of the stoppage of three lines [of canals]
in Pennsylvania, viz., the Schuylkill, the Susquehanna, and the Alleghany.
But rail-ways will rarely be interrupted, as in case of any accident to

one track the carriages can turn on to the other track and pass the im-

perfect place."
1

In connection with these observations on the physical

character of a railway, as that character was generally

seen in 1830, it may be well to indicate in convenient

form the systems used in laying the tracks of some of the

various early railroads of this country. The following

table will show such details, together with the widths of

the tracks in a number of cases:
2
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TOWNSEND'S HORIZONTAL PIPES.

270. An American invention of 1847, designed to protect railroad passengers
from the smoke and sparks of the locomotive. Nearly all the early engines
used wood for fuel, and firebrands thrown out of the smokestack often

burned the travellers' clothing. There is no record showing that Town-
send's idea was put into practise. Published in the Scientific American
of April 24, 1347.

It will be discovered from the preceding table that

at least six different track-widths were used in building
railroads during the first nine years following their in-

troduction into America. The gauges so employed varied

from three feet four inches to six feet, and there was not

then, nor for more than thirty years after the commence-

ment of the Erie road, any approach toward uniformity
in the widths of this country's iron highways. For the

first three or four decades of American railroad construc-

tion the distance between the rails of any track depended
almost altogether on the whim of those in charge of its

building. During all that time there was manifested no

general appreciation of the relationship necessarily ex-

isting between uniformity of gauge and the utility of a

continental railway system.

A number of pioneer American roads, embracing the

earliest group laid down in Massachusetts and two or

three in Pennsylvania and New York State, adopted the

prevalent English gauge of four feet eight-and-a-half

inches, together with the processes of track construction
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then most common in that country, including the use of

stone rails and stone cross-ties, and eventually it happened
that the track-width in question was adopted throughout
the United States as a standard railroad gauge. But the

final choice of that gauge in this country was not due to

its employment by several of the pioneer lines of the

western hemisphere.
Those primitive American roads which closely copied

Stephenson's engineering practises naturally fell into the

habit of utilizing dimensions introduced by him, but

American railroad enterprises which were not begun or

carried out under the sway of English example did not

select the Stephenson gauge. They chose whatever track-

widths appealed to them as most suitable for their own

advantages. Often a gauge so adopted by American en-

gineers approached very closely to the English standard;

at other times it showed a wide divergence therefrom.

Several of the pioneer roads of Pennsylvania were less

than four feet wide. The building of the first railway in

New York State that between the towns of Albany and

Schenectady was not controlled by English advice nor

did it obtain its first locomotive in England, and its gauge
was fixed at four feet and nine inches. New Jersey's first

pretentious railroad, the Camden and Amboy line, was

projected by American engineers and business men not

dominated by foreign opinion and it had a gauge of four

feet and ten inches. The decision of the Camden and

Amboy had so powerful an effect that a majority of the

other New Jersey railroads for more than a generation

adhered to the gauge last named. Those in charge of the

railroad between Charleston and Hamburg, in South

Carolina, decided on a width of five feet for their line,

and the precedent thus set by the first of all such southern
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projects resulted in the establishment and use of an

identical gauge throughout almost the entire South until

after the Civil War. The Erie Railroad was built with a

space of six feet between its rails, and so popular did that

gauge become that its use by various other roads eventually
extended as far westward as the Mississippi River and

also continued until after the Civil War.
A full-page contemporary engraving,

1

elsewhere re-

produced, shows several of the principal devices em-

ployed in building the roadbeds of a number of early

lines. The four upper figures in the engraving depict the

manner in which trestlework was built wherever it was

desired to avoid the expense of earthen embankments

through flat or marshy regions. This system of roadbed

construction was extensively used by the Charleston and

Hamburg Railroad of South Carolina. The four figures

under discussion show the tracks of a similarly built rail-

road that extending from Carbondale to Honesdale, in

Pennsylvania- The trestlework built by the Pennsyl-
vania road was about eight feet in width and seven feet

high, and rested on continuous parallel foundations of

broken stone. The rails were six inches in width and

twelve inches high, and the top of each rail was plated

with flat iron bars two-and-a-fourth inches wide and half

an inch thick. The gauge of this railroad was five feet.

Figure No. 4 in the engraving indicates the manner

whereby ravines were crossed on trestlework. In such

cases the timber structures stood on pillars of masonry
erected at intervals across the streams.

The three lower figures of the engraving portray track

construction methods employed on the railroad built and

owned by the state of Pennsylvania between Philadelphia
1 From Nicholas V.'ood's "A Practical Treatise on Rail Roads, Etc." Philadelphia, 1832.
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and the town of Columbia. The central one of these three

diagrams shows a deep trench filled with closely packed
broken stone, in which was imbedded a ponderous row of

granite rails that were a foot square and from five to nine

feet long. On the inner edges of these stone rails were

laid flat iron bars fifteen feet long, two-and-a-half inches

wide and five-eighths of an inch thick. The iron bars

were attached to the granite rails by means of square

wrought-iron spikes three-and-a-half inches long and

about one-third of an inch in diameter. The spikes were

encased in cedar plugs, and the plugs were driven into

holes drilled in the granite at regular intervals of eighteen
inches. Much trouble was experienced, by all early

roads, in keeping flat iron bars attached to granite rails

while that method of track building prevailed, and

various devices were tried by different lines in the effort

to hold the bars in place. Melted lead was sometimes

used instead of wooden plugs as a means of preventing
the spikes from becoming loose.

1

Figures 6 and 8 of the same series of diagrams show

other systems of roadbed construction employed on the

Philadelphia and Columbia road. They depict tracks

made of large wooden timbers surrounded by masses of

broken stone, and topped by iron rails that bore some

slight resemblance to the rails used to-day. In these two

cases the rails were held in place by cast iron arrange-
ments called "chairs" weighing fifteen pounds each and

placed about a yard apart. The chairs were attached to

the wooden rails by means of long bolts weighing ten

ounces each.

When flat iron bars were laid on wooden rails

1 The melted lead method of fastening rail spikes was adopted by the Philadelphia,
Germantown and Norristown Railroad. See Wood's "Treatise," p. 512.
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especially if the bars were thin it was found that the

weight of the trains often pressed the iron into the wood

beneath, and in order to prevent this defect some of the

roads put sheets of zinc on the wooden rails at the places

where the ends of the iron bars came together.
1

The first rails of the Camden and Amboy road resem-

bled the ones of to-day more closely than had those of any

previous American line. They were made of iron three-

and-a-half inches high, three-and-a-fourth inches wide at

the bottom and two-and-an-eighth inches in width at the

top, attached directly to stone cross-ties by means of long

spikes encased in wooden plugs and driven into holes

bored in the granite. Such construction was soon dis-

covered to be too rigid, and so an effort was made to give

greater elasticity to the track structure by inserting thin

strips of wood between the rails and the stone work on

which they rested. But the wooden strips speedily went

to pieces under the strain imposed on them, and eventually

the Camden and Amboy, like all other pioneer roads,

ceased to use stone in track making.
The early customs of New England, both with respect

to the building of railroads and the method of their use,

were adopted in large degree from corresponding ideas

then prevalent in England. A pamphlet published in

Boston in 1829" and dealing with the subject of railway

making discusses the matter in this fashion:

"The labor of the horse may be relieved by providing a platform,

placed on small wheels, on the long distances, on which the horse himself

may ride. . . . This expedient, singular as it may seem to persons un-

accustomed to observe the ease of locomotion on a railroad, is adopted
with success on the Darlington and Mauch Chunk. And the horses

eat their provender while they are returning to where their labour is to

1 This expedient was employed by the Little Schuylkill Railroad in Pennsylvania.
See Wood's "Treatise," p. 514.

2
"Practicability and Expediency of a Railroad from Boston to the Hudson River."
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be resumed. . . . An easy and convenient rate of travelling, with per-

haps an average of about three miles an hour, and the journey [from
Boston to Albany] may be accomplished in four days. . . .

"It will be found that an active horse may travel twelve or thirteen

miles a day at a rate of nine miles an hour. . . . This power will be

sufficient to draw, on a railroad of the description above supposed, a

weight of 2^2 tons, or a carriage with 20 passengers, with their baggage.
On this assumption and estimate the cost of transporting 20 passengers
between Boston and Albany, if the road is provided with stationary

powers, [in the form of inclined planes to overcome hills] will be as

follows :

16 horses travelling 12 or 13 miles each day, 50c $8.00
2 men and carriage 3.00

$11.00
Add 50 per cent 5.50
For 20 passengers 16.50

For each passenger 82J/2 cents

"Or, if without stationary powers it would require 22 horses and
cost per passenger $1.05, to which estimate add a toll tax of $2.00, and
it makes a cost of $2.82 or $3.05 for conveyance from Boston to Albany
in twenty-two hours."

One more example of the many ideas on railway build-

ing and utility entertained during the first years of the

new transportation method in America may be cited. It

was contained in a letter published in the Maine Farmer

newspaper of May 1, 1835. The communication from

some constant reader or old subscriber read:

"Railroads- have been found useful means of communication, and they
are gaining favor rapidly with the community. They will be established,

I doubt not, far more generally over the country than is now expected

by most persons. This article is headed 'Rail Paths,' for I have in view
rail tracks not so massy, solid and expensive as the railroads usually make.
. . . Such solid and costly structures are not needed all over the coun-

try; and lighter and cheaper roads will be sufficient. . . .

"Such paths may be used by locomotives propelled by horses. . . .

Suppose that one of these machines, on proper wheels for a railroad,

weighs 1200 Ibs. and the horse in it weighs 800 Ibs.
;
then he could not

only move himself and his locomotive but a train of cars and their

loads weighing 28,000 Ibs. or 14 tons. ... It may, therefore, be easily

seen that a light rail road, sufficient to sustain at one point, or over a
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272. Two passenger trains of the same period. In this case the engines and cars

are of contemporaneous creation, and represent the best existing equip-
ment. Probably a scene on the Hudson River Railroad.

surface ten feet in length, 2000 Ibs., will be adequate for all lines but

the great routes of commerce and business.

"It is hoped that this subject will receive attention from those who
are capable of studying the literary, religious and agricultural and com-

mercial interests of the country. The writer has a conviction that not

only may two great and distant centres of business be accommodated by
rail roads, but that the system may be made to pervade our common
towns, and extend its advantages even to the retired neighborhood."

Countless other books, pamphlets, arguments, and

articles of similar character appeared in all the cities of

the country, containing almost every conceivable specula-

tion relating to the physical make-up and operation of a

railway. Yet hardly one of these utterances was of ap-

preciable value in shaping the after-history of the new

transportation idea, and none of them suggested the future

railroad half so accurately as those that had been made

by Evans, Dearborn and Stevens years before. The so-

called practical builders at first wandered far from the
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truth, and the initial railways of America bore little

resemblance, either in their finished shape or usefulness,

to the ideas of the men whose splendid visions they were

designed to materialize.

Many of the first actual American railroad makers

were also equally in error with regard to the economic

character of the device after it was completed and ready
for business. In considering the railed highway as a

means of travel and transportation they adopted a

mistaken idea originating in England, and in part estab-

lished the American system on an erroneous economic

basis. England at the outset considered that a railway
was analogous in character to a "king's highway"; that is

to say, the English thought that a line of rails suitable for

the easy movement of vehicles was a public road which

any man might use at will provided he built his wagon
or car for that purpose. Before the introduction of rail-

roads there had never appeared to the knowledge of men

any method of general land transportation wherein the

ownership and operation of the vehicles employed were

vested in the same authority which owned and controlled

the track on which those vehicles moved. So, since there

was no precedent for the joint operation of both the road

and wagons it was taken for granted in England and for

a few years in America that the tracks of a railway and

the wheeled cars moving over it had no very intimate

relation with each other.

Several of the states entertained the notion that the

new method of conveyance was to be merely a public

highway over which any individual or company might
run cars on payment of fixed charges or tolls. This was

the plan first adopted by Pennsylvania. When that com-

monw7ealth built its state-owned railway from Philadel-
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phia to Columbia there arose a public fear that the latest

means of transportation might in some way fall into the

hands of a monopoly, and so the state granted authority
to no less than twenty different companies to run their

273. Interior view of a passenger car of the best sort in 1852. Cars substantially
identical with this composed the trains shown in

the two foregoing illustrations.

horse-drawn cars over the road. There was no possibility

of maintaining any schedule or regularity of traffic

movement under such conditions, since the numerous

wagons appeared on the tracks at any times suitable to

the convenience of their owners. A kindred situation

existed on other early lines.

The first ideas of Massachusetts were similar to those

of Pennsylvania. In the early railroad charters granted

by Massachusetts was included the following stipulation:

"that a toll be and hereby is granted and established, for
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the sole benefit of said corporation, upon all passengers

and property . . . which may be conveyed or transported

upon said road, at such rates per mile as may be agreed

upon and established from time to time by the directors of

said corporation- The transportation of persons and

property, the construction of wheels, the form of cars and

carriages, the weight of loads, and all other matters and

things in relation to the use of said road, shall be in con-

formity to such rules, regulations and provisions as the

directors shall from time to time prescribe and direct, and

said road may be used by any person who shall comply
with such rules and regulations."

The attitude taken by those two states discloses the

ideas probably entertained by a large part of the public

during the first years when railroads were coming into

existence on this side of the ocean. It was still supposed

by the majority that they would be operated mainly by
horse power, and that any one could run his wagons or

cars on them if he did so in compliance with rules laid

down by the company owning the road, or by the state

if the new highway was a state enterprise. It required
several years of actual experience, on railways at first used

in that way, to bring about a realization that the vehicles

of a railroad and the track itself were inseparable parts

of one mechanism and could not be operated successfully

under separate control. Those states and corporations
which made an effort to conduct the business of their rail-

roads in the manner indicated had no power over the own-

ers or drivers of vehicles using the tracks, and were conse-

quently unable to discipline them when they acted in

a way that interfered with traffic.

Nearly all the first American roads were single-

tracked affairs, and the only provision made by them for
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THE CAtt WINDOW.

274. A glimpse of the past, seen through the window of a railway train. The
early railroads, like the canals, followed the valleys of rivers when possible.

the passage of cars in opposite directions was the building
of what were then called "turnouts." A turnout was a

short strip of extra track a few yards or a few rods long,

connected with the main line by switches at each end.

Half-way between each turnout a large pole wras set up
near the rails, and this was called a "center-post." When-
ever a car moving in its proper direction was met

before it reached a center-post by another car travelling

in the opposite direction, it was required to retreat to the

last turnout it had passed in order to give right of way
to the other vehicle. In the absence of any method of

quick communication along the line, or between stations,

this appeared to be the only practicable scheme for decid-

ing which car should have preference over another, and

numerous disputes and fights arose through its operation.

A driver would hesitate to get very far from a turnout
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especially if the road was crooked and he could not see

ahead for any distance because he objected to returning
in case he did not reach the center-post before meeting
another vehicle. So he usually went very slowly until he

got within sight of the timber goal and then whipped up
his horses in a frantic effort to attain the coveted position

before he encountered any opposition. If a driver who
was coming the other way pursued the same tactics the

two cars would be driven madly toward each other on the

single track, each trying to get to the center-post first,

and sometimes they met with a crash that disabled the

horses or injured their drivers or the occupants. On a few

occasions men were even killed by collisions brought
about under the circumstances described. At other times

there would be pitched battles between the drivers or the

contrary-bound travellers, and considerable delays would

necessarily ensue, much to the mental and physical an-

guish of the passengers who met defeat.

The foregoing conditions outline various popular
ideas regarding the character of railroads as highways

during the years of their introduction, and also suggest the

experience of travellers who patronized such roads as

were not equipped with locomotives from the first. There

remains to be considered one other phase of the people's

early attitude toward railways their estimate of the so-

cial and commercial consequences destined to follow the

adoption of the new contrivances.

Public opinion about that aspect of the subject was

exceedingly diverse both in its scope and verbal manifesta-

tions. Most persons believed railroads would have a big
effect on the social order and economic affairs

;
a few were

of opposite mind. Doubtless, also, a majority of the

people thought that whatever influence emanated from
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railways would be altogether excellent, but there were

many who felt, and said, that the revolutionary system of

movement in process of introduction would bring with it

some results unfavorable to the country. There is always
a considerable number of men who oppose important

changes in established conditions of life. If that opposi-

tion is founded on an honest conviction that the proposed
alteration is wrong in principle, or too extreme, or too

rapid, then it is always useful to the permanent well-

being of all the people, for such a belief tends to prevent
unwise change and to retain an innovation within the

realm of its greatest utility. But if such an opposition is

not based on consideration of the comparative values of

the old way and the new; if it is the expression of a fear

that its possessor is about to be ousted from an unfairly

won economic or social position, then the antagonism is

either without effect or else works harm instead of good.
For neither strength nor value can abide in such an atti-

tude either for or against change unless its existence is

founded on sincere belief untainted by greed. Whether
or not the element of greed is present may sometimes be

discovered by scrutiny of the worldly affairs of the ob-

jector, by studying the methods through which his existing

position has been obtained, and by calculating the effect

upon him of the condition he seeks to avoid.

The introduction of railroads did decidedly upset the

previous methods of men in various ways and brought
about radical alterations in their manner of doing numer-

ous things. Many contemporary observers who foresaw

the impending changes, and who awaited them with ap-

prehension or delight, voiced their opinions at the time

in letters to the newspapers, just as people do nowadays
when the semi-weekly miracle is announced. One such
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275. A sketch published by Harper's Weekly in 1858. Although sleeping cars

had appeared twenty years before, a large majority of the people who were

compelled to travel by night did not look upon them as indispensable adjuncts
to comfort.
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communication of 1830, the apparent protest of a reader

who "viewed with alarm," exclaimed:

"I see what will be the effect of it ; that it will set the whole world

a-gaddjng. Twenty miles an hour, sir! Why, you will not be able to

keep an apprentice boy at his work ! Every Saturday evening he must
have a trip to Ohio to spend a Sunday with his sweetheart. Grave

plodding citizens will be flying about like comets. All local attachments

will be at an end. It will encourage flightiness of intellect. Veracious

people will turn into the most immeasurable liars. All conceptions will

be exaggerated by the magnificent notions of distance. Only a hundred
miles off! Tut, nonsense, I'll step across, madam, and bring your fan!

. . . And then, sir, there will be barrels of pork, cargoes of flour, chal-

drons of coal, and even lead and whiskey, and such like sober things that

have always been used to slow travelling whisking away like a sky
rocket. It will upset all the gravity of the nation. . . . Upon the

whole, sir, it is a pestilential, topsy-turvy, harum-scarum whirligig. Give
me the old, solemn, straight forward, regular Dutch Canal three miles

an hour for expresses, and two rod jog-trot journeys with a yoke of

oxen for heavy loads. I go for beasts of burden. It is more formative

and scriptural, and suits a moral and religious people better. None of

your hop skip and jump whimsies for me."1

But protests like this even if they were genuine
could avail nothing when opposed to overwhelming

popular desire. The step-lively microbe had slowly been

multiplying until finally it was about to control and

dictate the daily life of the people within whose thought

it had long before found unsuspected lodgment. Only
after the speed malady had run its destined course, genera-

tions afterward, was there to come a time when its dangers

as well as its benefits demanded recognition; only after

eighty years was it to be generally admitted that speed is

not first among the advantages of movement; that safety,

comfort and reliability of progress all take precedence

over it in advancing the best interests of human society.

The plodding citizens of those days did want to fly about

1 From the "Western Sun," of Vincennes, Indiana, July 24, 1830. In view of the

national temperament, and the manner in which this letter is phrased, it is easier to look

upon the communication either as a joke or the product of a practised pen niched for the

occasion than as the serious epistle it purports to be.

938



A HISTORY OF TRAVEL IN AMERICA

like comets. They did want to send their goods whisking

away like sky-rockets. And they proceeded to gratify

their desires, which grew as fast as they were satisfied.

It was believed by many, during the first days of rail-

roads in America, that the new iron highways would ex-

ercise an appreciable and distinctive effect on the morals

of the country. And over that question just as in con-

nection with their probable economic consequences
there existed a difference of opinion. A considerable

number of men thought railroads would constitute an in-

fluence destined in some way to lower the prevailing
standard of morality. That conviction was more notice-

able in the East than elsewhere, and its existence in New
England was visible for some time. The plea that rail-

ways were beneficial in a moral sense was sometimes em-

ployed in New England as a means of getting popular

support for their creation, and the contrary opinion
was advanced, on occasion, as an argument against them

or their operating methods. Possibly the most conspicu-
ous instance wherein a discussion of that sort took place
was in connection with the building of the Western Rail-

road of Massachusetts.
1 The project was dragging a little

in 1838 and the company, as one way of enlisting a larger

public interest in it, appealed to the churches of the state

and asked that sermons be preached on the moral effect of

railways. This letter was sent out to the clergy of Mass-

achusetts:
2

"The Committee appointed by the Western Railroad Corporation, to

assist the Directors in their application to the Legislature, for aid to

finish the Road to the Western line of the State, have thought that the

surest way to obtain their object would be to bring the importance of

Rail-Roads before the whole people of our beloved Commonwealth. Its

importance to our worldly prosperity we point out by an address circu-

1 The Boston and Albany line. Chartered in 1833; begun in 1837; finished in 1841.
2 In December of 1838.
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276. Early railroad tickets and passes. Probably the first through ticket for rail-

way travel used in America. Issued in 1831. It authorized the holder to

journey from New York City to Albany by steamboat, thence over the Albany
and Schenectady Railroad for seventeen miles to Schenectady, and then to

Buffalo by canal boat. Printed in folio sheets containing three tickets to the

sheet. Size of original, 9^4 by S l/2 inches.

lated extensively throughout the State. But we are desirous to spread
far and wide the Moral effect of Rail-Roads on our wide spread coun-

try. This, we think, can best be done from the pulpit. In this belief,

we take leave, most respectfully, but earnestly, to ask you to take an

early opportunity to deliver a Discourse before your Congregation on the

Moral effect of Rail-Roads in our wide extended country.

"Trusting that the great importance of the subject to every inhabi-

tant of this community will be a sufficient apology for asking your as-

sistance in this great work, I have the honor to be, Reverend Sir,

"Respectfully your very ob't serv't,

"WILLIAM SAVAGE,
"Chairman of the Committee of Correspondence."

A number of sermons were delivered throughout the

state in response to this request, and as a whole they in-

dicated a pulpit belief that railways might become a

beneficial moral factor in social affairs or at least that

nothing portentously bad need necessarily be expected of

them. No doubt the committee was tolerably well satis-
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fied with the result of its' appeal. But the sermons were

not unqualifiedly enthusiastic in their tone. There still

existed in Massachusetts and in other New England
commonwealths as well a considerable opposition to

Sunday travel, and the prejudice in question cropped out

in answer to the railroad's application for church ap-

proval. Much of the adverse criticism resulting from the

letter was based on the proposed Sunday operation of rail-

ways, and in some of the addresses that feature of their

policy was made the decisive issue which entitled them

either to condemnation or endorsement. One of the

sermons
1 which asserted that a railroad wr

as either a good
or a bad moral influence in accordance with its attitude

toward Sunday observance said in part:

"The vision, however, is not one of unmixed brightness. . . . And
among the causes for apprehension in the matter before us is the viola-

tion of the Sabbath, with which steam navigation and steam travel are

connected, and judging from present appearances seem likely to be con-

nected. The moral influence of Rail-Roads will be very much as it

shall be made by the observation or violation of the law of the Sabbath.

If this great method of locomotion, so distinguished that its introduction

constitutes a new era in the history of the world, shall be so managed as

to manifest due reverence for the God of the Universe and the institu-

tions he has ordained, then its moral influence, it needs no prophet to

foretell, will be good eminently good. If, on the other hand, this dis-

tinguished improvement of the age shall be used in such a manner as to

do dishonor to God and desecrate the institutions of religion which he

has given to men, then its moral influence, as every one can easily see,

must be evil eminently evil.

"Livery stables not infrequently exhibit a scene of great desecration

of the Sabbath. . . . No man who is worn down with worldly cares

and labors may take the Sabbath for the purposes of recreation, and the

mere recruiting of his physical energies to pursue the world again. . . .

It would be much more reasonable that he should take a part of the

week to recruit his energies for the Sabbath.

"It is the duty of the Stock-holder in any Company of the character

mentioned, to raise the note of remonstrance against the desecration

[of the Sabbath] which he deplores. . . . And as a last resort, when all

1 That of the Rev. L. F. Dimmick, of Xewburyport.
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other means fail, or even before they fail, he can take the dividend which
falls to him as the income of unrighteousness, and use it in the publica-
tion of Tracts and arguments for the correction of the very unrighteous-
ness from which it flows.

"It may be proper here to remark that the lawmakers themselves are

sometimes, perhaps, not sufficiently careful to observe their own statutes.

Is it not the case that sometimes even they take the Sabbath to travel

and that to and from the very seat of legislation where the laws above

recited are enacted? Do they consider the tendency of their proceed-

ing? Will they themselves practice the very things which they prohibit

in others as immoralities?

"Would not a Sabbath-keeping Rail-Road establishment be an honor

to New England? . . . Sunday travellers are generally not happy
men. It is deeply to be regretted that sometimes even professed Chris-

tians fall into this flagrant transgression.
"I have heard of an individual, sustaining some relation to the public

conveyances of the day, and favorable to Sunday travelling, who pro-

fessed to keep a list of all the Christians that went in his conveyances
on the Sabbath, and threatened to publish them to the world. . . .

Should not the Christian so live as to be free from the danger of exposure
of this sort ?"

So the controversies and discussions went on. Yet

even while the impatient populace was thus arguing over

the character of railroads, the best manner of their build-

ing and their probable influence, the new contrivance

itself was taking visible shape before the eyes of the

disputants.



CHAPTER XLIII

RAILWAY BUILDING BEGINS IN MARYLAND AND SOUTH
CAROLINA CAN A RAILROAD TRACK SUCCESSFULLY

CROSS A GUTTER? THE BALTIMORE EDITORS TRY A

HORSE LOCOMOTIVE OBJECTIONS TO THE SINGLE-

MASTED METEOR VON GERSTNER'S OBSERVATION

-A NEWSPAPER ANNOUNCEMENT OF AMERICA'S

FIRST PASSENGER TRAIN THE TOM THUMB
VERSUS HORSE POWER CHARLESTON CREATES THE
FIRST RAILWAY DESIGNED FOR STEAM AMERICA'S

PIONEER HOME-MADE LOCOMOTIVE ITS EXPLOSION

-LATER PRECAUTIONS OF THE DIRECTORS THE
FIRST NEW YORK STATE RAILROAD OPPORTUNE

PRESENCE OF MR. BROWN AT ALBANY HE MAKES A

PICTURE ALL ABOARD FOR SCHENECTADY SOME
INCIDENTS THAT OCCURRED IN A TRIP OF SEVENTEEN

MILES

WITHIN
a few months after the issue of Strickland's

book, in 1826, public meetings were called in

various states and cities for consideration of the railroad

question. Leadership in this popular movement was taken

by Baltimore in Maryland, and Charleston in South

Carolina.
1 The agitation in the two cities took place at

about the same time,
2 and each outburst of interest resulted

in the immediate commencement of a pretentious rail-

road. The work undertaken in South Carolina contained
1 Both South Carolina and Maryland subscribed for several copies of Strickland's book.
2
Early in 1827. The first citizens' meeting in Baltimore was held on February 12th.
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some features of superior importance in their relation to

the annals of American railway building and travel, but

the more advanced ideas of the South Carolina enterprise

resulted in a slightly later development of it. For that

reason the events connected with the Baltimore project,

and the primitive travel experiences of the people afforded

by it, demand prior chronological consideration.

The public meetings in Baltimore found their con-

277. First ticket of the New York and Harlem Railroad. Doubtless used for a

short time only, on the first mile or two of track opened for traffic. The car

is a representation or the original horse-drawn vehicles built for the road.

Copper-bronze. Actual size. Die cut. Date, probably 1832. Circular

pieces, made of silver-like alloy and bearing the same design, are also

known. The round variety occasionally contains a punched hole, like some
New York City stage-coach tickets of the same time.

sequence in the prompt appointment of committees, the

preparation of charters, and the launching of the Balti-

more and Ohio Railway by the Maryland legislature in

March of 1827. A capital of one and a half million dol-

lars was authorized for the road, which was eventually
to be extended over the mountains to the Ohio River, and

both the city and state were authorized to subscribe for its

stock. "By this time," said one who had an active part in

the work,
1

"public excitement had gone far beyond fever

heat and reached the boiling point. . . . Parents subscribed

in the names of their children. Before a survey had been

made before common sense had been consulted, even, the

possession of stock in any quantity was regarded as a

1 John II. B. Latrobe, in his pamphlet "The Baltimore and Ohio Railroad: Personal
Recollections," p. 6. John Latrobe was counsel for the railway. His brother, Benjamin
Latrobe, was an engineer in charge of construction.
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provision for old age, and great was the scramble to obtain

it. The excitement in Baltimore roused public attention

elsewhere, and a railroad mania began to pervade the

land."

The mania referred to by Latrobe was possibly a pre-

liminary symptom of that approaching period of credit

inflation and wide speculation which finally resulted in

278. A later metallic ticket of the New York and Harlem Railroad. "Yorkville,"
on the reverse, indicates a northern district of the city to which the ticket

holder was entitled to ride. The car here shown is probably identical with
those portrayed in illustrations numbered 246, 247 and 248. Pewter. Actual
size. Date, about 1840.

the panic of 1837. For several years after their introduc-

tion railroads were a chief subject of popular specula-

tive interest, and an unbounded optimism led to the con-

viction that limitless riches were close at hand. That

state of the public mind during the time in question ulti-

mately operated to retard the widespread adoption of

railways, for recovery from the resultant collapse of 1837

was slow, and not until about 1850 did railroad building

begin to assume really extensive proportions.

Charles Carroll, the only surviving signer of the

Declaration of Independence, laid the corner-stone of the

Baltimore and Ohio Railroad on July 4, 1828, amid a

most imposing civic demonstration and before one of the

most enthusiastic multitudes that had assembled in the

country up to that day. Every feature of the succeeding
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work was followed by the people with attention, and the

various proposals of the engineers often aroused heated

discussions and inspired long letters to the newspapers in

approval or condemnation of the suggested plans. One
of the most violent altercations of this sort arose from a

proposition that the road be carried along Pratt Street, in

Baltimore, which plan necessitated the crossing of numer-

ous gutters at intersecting streets. A considerable faction

of the public declared railroads must not try to pass such

obstacles that it was physically impossible for them to

do so in safety. Finally one citizen wrote a letter suggest-

ing that he saw but scanty prospect of building the road

across the Alleghany Mountains if it could not be success-

fully carried over the gutters of Baltimore. Whereupon
that particular dispute suddenly came to an end.

The first section of the railway to be finished extended

from the city to Ellicott's Mills, a distance of some thir-

teen miles. In preparing one part of this roadbed two

long parallel rows of holes were dug, each hole being two

feet long and twenty inches wide. These were filled with

broken stone, every individual piece of which was first

passed through a small iron ring to test its size. Between

each pair of stone-filled holes and extending across the

track a narrow- trench six inches in depth was excavated

and similarly filled. Then cedar ties, or cross-pieces,

were laid on top of the six-inch trenches. Near the ends

of each tie, and just above the centers of the stone piers,

notches were cut in which six-inch rails were laid, the

rails themselves being pieces of yellow pine six inches

square and from twelve to twenty-four feet long. These

wooden rails were kept in place by wedges and spikes, and

their outer edges were bevelled and covered with strips
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of flat iron.
1 About seven miles of the track between

Baltimore and Ellicott's Mills were laid in this way and

the remainder of the line for the first thirteen miles was

somewhat similarly built. In some places the cross-ties

and rails were of huge stone slabs instead of wood. By
the spring of 1830 the section of the railroad here de-

scribed was ready for business.

In the meantime several experiments had been tried on

the road in an effort to decide what motive power should

be adopted for its operation," and one of those trials was

that of the second American locomotive, made by Peter

Cooper. Between July 4, 1828 when actual work was

begun and the summer of 1829 the plans of those at the

head of the enterprise were largely governed by English

influence, and as a result its first section was built with

nothing but the employment of horse power in mind: 1

During this first year of work on the Baltimore and Ohio

road it was not believed by the business men in control of

the matter that locomotives propelled by steam could

furnish sufficient power for a successful operation of the

new transportation device. Consequently they had pre-

pared their roadbed and track in accordance with

practise then obtaining in England in building horse-

power roads.

But the general American public notwithstanding
the opinions of British experts and those on this side of

the ocean who agreed with them could not see any other

motive force but steam as the agency of future railroad

operation. There was in consequence a decided popular
1 The strips of flat iron attached to the tops of the wooden rails in this case, and in

some other early American railroad construction, were placed at the outer edges of the
wooden rails because the flanges of the car wheels were at the outside of the wheels
instead of the inside, as at present.

2 "In the beginning, no one dreamed of steam upon the road." Latrobe's "Personal
Recollections," p. 13.

3 The competitive trial of locomotives by the Liverpool and Manchester road in

England had not yet beesi held. That important event took place in October of 1829.
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279. Pass issued by an early Pennsylvania road. The West Philadelphia line

was a connection of the State-owned Philadelphia and Columbia. The
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sylvania. Original printed on cardboard. Date, 1835-1840.

dissatisfaction with the nature of the work being done.

The situation then existing and the conviction of the

people are indicated in the following letter afterward

written by Cooper.
1

"At that time an opinion had become prevalent that the road was
ruined for steam locomotives, by reason of the short curves found neces-

sary to get around the various points of rocks found in their course.

Under these discouraging circumstances many of the principal stockhold-

ers were about to abandon the work, and were only prevented from for-

feiting their stock by my persuading them that a locomotive could be so

made as to pass successfully around the short curves then found in the
J " 2

road.
-

Cooper accordingly, in the summer of 1829, brought
from New York a little boiler about as big as a hot-water

boiler attached to a modern kitchen stove and set it up

together with a correspondingly diminutive steam-engine,

on a small four-wheeled flat car. Anthracite coal was the

fuel employed. Using this locomotive, which from its

size has come to be known as the Tom Thumb, he made

a few trips of several rods in length on the rails then in

place, and though the result did not satisfy him it was ap-

parently sufficient to avert the withdrawal of the dis-

1 To William H. Brown, under date of May 18, 1869; printed in full in Brown's
"History of the First Locomotives in America," p. 109.

2 A part of Cooper's interest in the matter arose from his ownership of a tract of
land whose future value was believed to depend largely on the road's success.
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affected stockholders. Cooper then undertook some im-

provements in his little engine, and eventually made with

it a more pretentious test to be later described.

Another locomotive tried on the Baltimore and Ohio

line before its formal opening was operated by a horse.

The animal trod on a moving platform, from which power
was transmitted to the axles. The inventor of this con-

trivance and other people also was enthusiastic over its

possibilities, and after a private preliminary trial he in-

vited the editors of the Baltimore newspapers, together
with other guests, to enjoy his system of railway propul-
sion. The excursionists took their seats on benches that

surrounded the horse, the animal was started and all went

well until a cow, doubtless dazed by the rapid progress
of civilization in her vicinity, ran into the contrivance and

upset it. After picking themselves up at the bottom of an

embankment the passengers organized a mass meeting on

the spot and adopted resolutions appropriate to the oc-

casion. Then they started back home on foot, stopping at

intervals to amend and amplify the sentiments previously

expressed. The local newspapers displayed an editorial

bias unfavorable to the suggested innovation, and there-

after it was eliminated from consideration.

Another proposed method for early American railway
travel was a sailing car, built by a prominent citizen of

Baltimore named Evan Thomas. This vehicle was called

the Meteor. Its body was a large bowl-shaped recep-

tacle made of basketry in which the passengers sat. One
of the visitors who travelled in the Meteor during its

first trip over the Baltimore and Ohio Railroad was Baron

Krudener, then Russian Minister to Washington, who
himself trimmed the sails and manipulated the halyards of

the railroad car. The Baron expressed himself as much
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pleased with the comfort and agreeable sensations con-

nected with that manner of locomotion. As far as expense

of operation was concerned the plan was an ideal one, the

only apparent drawback being the unreasonable demeanor

280. Season ticket sold by the Boston and Worcester Railroad. Used by suburban
dwellers in their daily trips to and from the city. The reference to "Ex-

press" business meant that the ticket holder must not carry parcels belong-

ing to other people. Printed on blue glazed cardboard.

of the wind. In the course of a journey toward the west

the motive power might nullify all the skill of the train

crew and inexorably return the travellers to the spot

whence they had started. To put the matter in a nutshell,

it was found that the Meteor could only be depended

upon for east-bound traffic, and could only make such

trips when a stiff breeze came out of the northwest. And
since it was even then recognized that a practical, smooth-

working railway schedule providing for movements in

both directions could not be drawn up on those lines, the

inexpensive single-masted locomotive was abandoned.
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As we look back from the pinnacle of to-day such

ideas as these seem absurd, and the testing of them appears

still more so, but the impulse behind them was not

ridiculous. It was, on the contrary, invaluable. Such

schemes illustrated the national method. They indicated

an inventive spirit which at the outset of the railway era

took a tremendous forward jump and thereafter resulted

in the American creation of innumerable devices destined

to universal adoption. America's predominant influence

in shaping the outward form and enlarging the value of

the new transportation instrumentality was recognized
almost from the first by those whose practical experience
and vision embraced the whole subject. When the Cheva-

lier von Gerstner, a distinguished German engineer, was

asked why he had come to America 1
to study railway de-

velopment instead of remaining in England, he answered:

"That is the very thing I want to escape from this system of Eng-
land, where George Stephenson's thumb, impressed upon a plan, is an

imprimatur which gives it currency and makes it authority throughout
Great Britain ; while here, in America, no one man's imprimatur is bet-

ter than another's. Each is trying to surpass his neighbor. There is a

rivalry here out of which grows improvement. In England it is imita-

tion in America it is invention."2

Von Gerstner's summary of the situation, expressed at

such an early date, has since remained consistently true.

Almost all America's railway methods have been of her

own devising. Even at first she copied but little, and soon

discarded nearly all the ideas so imported. Her rails,

multi-tubular boiler, airbrake, wheel trucks, locomotives,

telegraph, dining cars, sleeping cars, and various other

material features of her railroad system have been adopted

by the rest of the world.
3

If America's contributions to
1 While the railroad fever of the fourth decade was at its height.
2 Latrobe's "Personal Recollections," p. 14. Von Gerstner made the utterance to

Latrobe.
3 The sleeping cars of some other countries, however, are superior to those of Amer-

ica. They are divided into compartments that afford a reasonable privacy to occupants.
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the modern railway were subtracted from it, it would

scarcely be considered as an indispensable feature of

transportation.

By the summer of 1830 Cooper had made his con-

templated changes in the Tom Thumb, and on August
28th of that year he ran it over the thirteen miles between

Baltimore and Ellicott's Mills in an hour and fifteen

minutes, or at an average speed of about six miles an hour.

The return journey was made in sixty-one minutes, in-

cluding a stop of four minutes for the taking in of water.

On this occasion the little engine pushed in front of it

a small car containing twenty-four passengers, who were

thus the first representatives of the American public to

be carried over rails by steam power. The trip had an-

other aspect of importance at the time, for it also proved
that steam could be used successfully on the road as con-

structed. This doubly momentous event in the early rail-

road history of the country was scarcely noticed by the

newspapers of the day outside of the city near which it

had taken place. One newspaper of New York City
1

mentioned it, nearly a month later, in the following

paragraph:
"Railroad Cars. The Baltimore Gazette mentions, that the first

Rail Road Car, propelled by steam, proceeded the whole distance from

Baltimore to Ellicott's Mills on Saturday last, and tested a most im-

portant principle, that curvatures of 400 feet radius offer no material

impediment in the way of steam power on railroads, where the wheels

are constructed with a cone, on the principles ascertained by Mr. Knight,

Engineer of the Baltimore and Ohio Railroad Company, to be applicable

to such curvatures. The Engineers in England have been so decidedly
of opinion that locomotive steam engines could not be used on curved

rails, that it was much doubted whether the many curvatures on the

Baltimore and Ohio Road would not exclude the use of steam power."

This announcement of the first running of a steam

passenger train in America was contained in fourteen
1 The New York "Observer" of September 25. 1830.
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lines of type placed at the bottom of the third column

of the second page of the newspaper, and was printed

without a head-line.

The achievement of Mr. Cooper, even if not fittingly

received by the general public, did produce a striking

effect in another quarter. It dismayed the stage-coach

proprietors of the region, who beheld in it a menace to

their own business and an ominous portent of the future.

They could not with safety allow the people to gain an

impression that this new travel method threatened the

supremacy of stage-coaches, and one of the largest of the

eastern firms of stage proprietors
1

therefore resolved to

challenge the mechanical contrivance, and if possible

demonstrate its inferiority as a vehicle of travel. So

when Cooper took his engine and another load of passen-

gers to the end of the road a few days afterward, a horse-

drawn railroad car was also sent out to the same point

on the second track
2
for the purpose of racing the loco-

motive back to the city. Cooper accepted the challenge,

and when the word "go" was given both vehicles entered

upon the competition, with the passengers of each hurling
cries of defiance to those of the other. The big gray
horse chosen to cast ridicule on the clattering mechanism

sprang away on the instant and speedily obtained a lead

of about a quarter of a mile. Finally the engine got up

enough steam to move ahead, and thereafter gained slowly

on its competitor until at last, after several miles, the

passengers on the railroad car had the satisfaction of

overhauling the wagon on the other track. The driver

of the horse lashed his steed furiously, and responding

with a still greater effort the fine animal for a time

1 Stockton & Stokes.
3 Two railroad tracks had been laid to Ellicott's Mills.
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actually dragged his burden at a speed equally as great

as that shown by the steam-engine. Then he slowly began
to lag behind and victory seemed about to perch on the

banner of progress. But the hope of those in the steam

passenger car was destined to be blasted. Something
went wrong with the locomotive, a leather band slipped
from its wheel, and the engine lost its momentum. Cooper
tried desperately to remedy the disaster, even injuring

his hands in a foolhardy effort to replace the flapping

band, but in vain. The horse recovered his lost

ground, forged ahead for good, and finally won the race

decisively.

Great was the exultation of thosewho planned to employ
animal power on the railroad, and correspondingly deep
was the depression of those who had pinned their faith

to the strength of steam. Horse-drawn cars continued to

be the only vehicles on the road until early in 1831. But

by that time the success of locomotives elsewhere decided

the company to adopt steam as a motive power, and on

January 4th of the year named it published an advertise-

ment in various newspapers offering four thousand dol-

lars for the most efficient engine delivered for trial on the

road by the first of the following June. A machine built

by Phineas Davis of York, Pennsylvania, was the only one

meeting the requirements of the company, which called

for the pulling of fifteen tons of weight at the rate of

fifteen miles an hour. This engine served as a model for

those used on the road during several years thereafter.

The passenger cars built for the formal opening of

the line
1 were large, open, wagon-like structures of cum-

brous weight and uncouth appearance. They were

equipped with roofs held up by stout timbers, and curtains
1 May 24, 1830.
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were provided which could be lowered for the protection

of passengers in case of storm. These passenger vehicles

were followed by others of decidedly more attractive ap-

pearance built on the general lines of the stage-coach,

though considerably larger than stage-coaches and boast-

281. A railway conductor's business card. Many conductors of long service and

popularity became institutions on the roads they served. Rubber. Actual size.

ing an upper deck surrounded by a netting to keep people
from falling off the top.

With the further construction of the road westward

during ensuing years the locomotives and cars employed
on it kept pace with improvements elsewhere throughout
the country.

A little enterprise in Pennsylvania through one in-

cident that happened in 1829 had already acquired an

importance in the history of early American railroads to

which it was not otherwise entitled either by its size or

general characteristics. This was the Carbondale and

Honesdale Railroad,
1

extending for a distance of sixteen

miles between the two towns named. It was chartered

in 1826, begun in 1827 and finished in 1829. Its track

ran for nine miles on trestlework, and also contained

seven inclined planes. The line was built in connection
1 The charter name of this road was the "Delaware and Hudson Canal and Railroad

Company."
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with some coal mines and was primarily intended to

facilitate the transportation of their product. Im-

mediately after its completion the road decided to make
an experiment with steam power, and for that purpose
obtained from England a locomotive named the Stour-

bridge Lion, which arrived in New York during early

summer of the year named, and was soon afterward

shipped to its destination and assembled by an American

engineer named Horatio Allen. The Stourbridge Lion,

operated by Allen, made a trial trip over the Carbondale

and Honesdale Railroad on August 8, 1829, but was found

to be so heavy that its employment on the trestles was

unsafe, and it was never put into regular use. Neverthe-

less its trial trip constituted the first occasion on which a

practical steam locomotive moved over a permanent rail-

road track on the American continent. After the Stour-

bridge Lion was discarded no further effort was made to

use steam on the road, and the locomotive was offered for

sale without avail. The engine was of nine horse-power
and was calculated to haul a load of sixty tons at a rate of

five miles an hour. It was about twelve feet long and

weighed in the neighborhood of eight tons. The four

wheels of the machine were made of oak surrounded by

heavy wrought-iron tires, and on the front of the boiler

was painted the head of a lion. After the engine was

discarded it was placed in a little shanty beside the road

from which it had been removed and there stood forsaken

for more than a dozen years. It gradually disintegrated

beneath the hands of curiosity seekers who carried away
such parts of the mechanism as might be easily detached,
and finally the remainder of the locomotive was sold for

old iron.

Meanwhile a bill granting a charter for a railroad
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SUMMER ARRANGEMENT
FOR MANAYUNK &KORRISTOWN

From April 19th to September 1st,

Leaves Philadelphia at 9, 3, and 5J.
Leaves Norristovvn at 7, 11, and5.

From May ISlh to August 1st, the last

train will leave Philadelphia and Norris-
town, at OJ instead of 5|.

On SUNDAYS the train at 11 froift

Norristowti, and the last train from

Philadelphia will be omitted-

SUMMER ARRANGEMENT
FOR GERIANTOWN,

From Jip*4l~l'&br*+- ^cj>teml>er _!.,

.Leaves Philadelphia ut 9, 2, ^'uui 7..
'/ Leaves Germantovvn at 7, 10J j and 6.

On Sundays, the trips at 4 dud 5 will

be omitted.
._..._ n

ay 15iA to dugus\. IslS ~N

biladelphia at 9|, 2, 4,Si/nd 8.\

rlermainown at 74, lOJ, yf>5 & 7 \

the trips at 3, 4, 5
&jfd O^vill J

be omiued -

. ,

^
usges leave the Exchange fat

the Depot at 22 Minutes before the start-

Ing of the Cars, (Sundays Exeepted )

WM. FOULKE, Agt.
April 1% 1847.

Autumnal Arrangement
MAMYUXK &SORRISTOWJ,

1 1st of Sept. to 15tft of JVJ|

'ii at 7, liquid 5.

On RUNlfc^'S the traiii/rT 11 o'clock, j

from NorriitoWfi, atifl ibr5 o'clock tram
j

from PhiladclphiSttviiiXfo omitted.

FOR G
From 1st o&Sept.

Leaves PhiCdelphia at 9^L4J and 7.

Leaveaflirmanlown at 8, 10|^I4^.
6-

OnSrfndays the trips at 3J andlK-wiu
be^rfnitted.

Winter Arrangement
For Manayunk & Mristown,

j

Vrom 15th of Jfov'r. to 1st t>f March
Leaves 1'hiladtlphia at 10 and 4.

Leaves Nofriitovvn at 8 and 2.

FOR GERMANTOWN,
From I5ih JVoc'r to L<i of March,

Leaves Phitadi-lpliia at i'|, 2 and 5.

Leaves Gfirmantown at i-^. Y2 ant) 4,

rff-Oinnibussr.* U-uvt- tin- Exr!iane for i

the t)r|Kt at 9-J Mnule* Iwfurc- il- start-
i

of the Car?, (Sunday* Exacted )

WM FOULKE, Agt
Sect, lit, 1847.

f^*m* ;

(TORN OVER.)

SPRING ARRANGEMENT

FOR BIANAMNK & KORRISTOWH.
From 1st March to l~tk of April.

Leave Philadelphia at 9, 3, and 5.*

Leave Norristown at 7, 11,* and 5.

On Sunday's trips marked tho *

omitted.

SPRING ARRANGEMENT

FOR GERMANTOWN.
From 1st March to l~th of April-

Leave Philadelphia at 9J, 2, 4,* 6. and 10|
*

Leave Germantown at 7,* 8 35, It. 3.* od *

On Sunday's trips marked than '

omitted.

Ojiarterlr Tickets Price Reduced.

Manayunk and Germantown, $10 i "c j $8.

Spring Mill, IS /JJ tt>

Norristown. - - - 20 (!. 18.

Omnibus Tickets included, $5 additional.

OinnibufSOP leave the Exchange for Depot at
S3 minutes before the starting oftba

cars, Sunday'* excepted.
Mrth 1, 18*^

(TURN OVER.)

(TORN OVER.)

WINTER ARRANGEMENT

FOR MAIAYUNK & NORRISTOWN.

Leave Philadelphia at 9, 3. and 5,*
Irf'uvn Wnrristmvn " "" *-'

On Sundays, tripi* marked thus*
ouiiilcd.

Quarterly Tickets Price Reduced*

Manayunk, and Gerrnantown, $10 t -* $8

Spring Mill, - - . 15 ) ^ 12.

Norristown, 20 f -= 15.

Omnibus Tickets included, $5 additional,

Omnibuses Icavp the Exchange for Depot at
24 minutes before the star! iiiff of thu Cars,

(Sundays excepted )

October 1,1848,

(TJ7RH OVER.)

S. C. HENSZEV, Agent.

Toons, i

282. Railway schedules and time-tables. Four season time-tables of the Phila-

delphia, Germantown and Norristown Railroad. Showing commuters'

erasures, by ink or paper strips, of trains in whose movements they were not
interested. Actual size. Printed on white cardboard. 1847-1848.
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oetween Charleston and Hamburg, in South Carolina,

had become a law in December of 1827. Several citizens'

meetings were held to discuss the subject immediately

afterward; an amended bill in accordance with public

desires was passed during the following month; and the

final charter of the project was granted January 29, 1828.

The company was organized on the 12th of the following

May, and by January of 1830 some six miles of the road

were ready. During the final weeks of 1829 and the first

three months of 1830 it was the scsne of experiments
with horse locomotives and sailing cars similar to those

on the Baltimore and Ohio line. The horse-power
locomotive used once or twice on the South Carolina rails

in 1829 moved at the rate of twelve miles an hour, carry-

ing a load of twelve passengers. The employment of the

sailing car took place before the road was open for regular
traffic and appears to have been merely an impulse arising

from impatience to travel on railroad tracks by any means

whatsoever. One of the trips taken by such a vehicle was

thus described in a local newspaper:
1

"A sail was set on a car on our railroad yesterday afternoon, in the

presence of a large concourse of spectators. Fifteen gentlemen got on

board and flew off at the rate of twelve to fourteen miles an hour. . . .

The preparations for sailing were very hastily got up, and of course

were not of the best kind
;
but owing to this circumstance the experi-

ment afforded high sport. . . . When going at the rate of twelve miles

an hour and loaded with fifteen passengers, the mast went overboard

with the sail and rigging attached, carrying with them several of the

crew. The wreck was descried by several friendly shipmasters who

kindly rendered assistance in rigging a jury mast and the car was again
soon under way. . . . We understand it is intended by some of our

seamen to rig a car properly and shortly to exhibit their skill in managing
a vessel on land."

In September of 1829 Horatio Allen
2 was chosen to

i 20, 1J

jineer
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1 The Charleston "Courier" of March 20, 1830.
- The same civil and mechanical engineer who operated the "Stourbridge Lion" in

Pennsylvania.
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take charge of the construction work. Allen had recently

been in England, and had observed the railroads there in

use. He was already convinced that steam rather than

horse-power was destined to be the future means of rail-

way propulsion, and so insistently did he present his views

to the South Carolina company that on January 14, 1830,

its members unanimously decided their road should be

built for the application of sjeam power and that

mechanical propulsion exclusively should be employed

upon it. The locomotive competition in England had

taken place only three months before,
1 and it is ac-

cordingly probable that the South Carolina undertaking
was the first railroad either in Europe or America formal-

ly to adopt the use of steam and pursue construction work
in accordance with such a resolution. It is quite certain

no other American railway had precedence of it in that

respect.

By March of 1830 the South Carolina road had con-

tracted for an engine which should be able to run at

least ten miles an hour, and this machine, which was

named the Best Friend of Charleston, was the first

locomotive made in America for regular and practical

use on a railway.
2

It was built in New York City, was

shipped by ocean packet to Charleston in October of

1830,
3 and was placed on the road and operated in pre-

liminary trials during the same year. The Best Friend

ran off the track during a trial trip in November, but by
the following month its performances had improved to

such a degree that instead of moving at the speed de-
1 It was concluded, and the prize awarded to the "Rocket," on October 14, 1829.

That date was some months after Allen had left England, and after his opinion of steam

power had been presented to the South Carolina company.
2 A picture of the "Best Friend," together with a brigade of three cars propelled by it,

is reproduced elsewhere.
3 "The Charleston Courier" of October 23, 1830, contained the following paragraph:

"Locomotive Steam Engine. We understand that the steam
engine^

intended for our
road is aboard the ship Niagara which arrived in the offing last night."
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THE UNITED STATES' MAIL LINE!

CARRYING THE GREAT MAIL,!

DAILY TO THE SOUTH,
Via. BaltHnore, Washington, Fredericksburg, Richmond, Peters-

burg, Weldon, Wilmington and Charleston, (S. C.) The Rail-

Road from Weldon to Wilmington, (N. C.) being finished, and

the whole-Line in complete order, the Postmaster-General has

ordered tlH following fast Schedule to take place from this date :

Leave Philadejpfiia, 1 A. M. rach Baltimore 8 A. M. - - - 96 Miles, in 7 Hours.

Leave Baltimore, 9 A. M. reach Washington I'Z M. - - - 40 Miles, in 3 Honrs.

Leave Washington, 12 M. reach. Fredertcksburg 6i P. M. - 70 Miles, in 61 Hours.

Leave Fredericksburg, 7 P. M. reach Richmond Hi P. M. - 61 Miles, in 4i Hours.

Leave Richmond, 12 P.M. reach Petersburg 1$ A. m. - - - 22 Miles, in 1| Hours.

Leave Petersburg, 2 A. M. reach Weldon 6J A. M. ... 60 Miles, in 4 Hours.
Leave Weldon, 7 A. M. reach Wilmington "6| P. M. - - - 161 Miles, in 11| Hours,

lmington, 7 P. M. reach Charleston 10 next day, - 170 Miles, in 15 Hours.

680 Miles, in M Hours.

Whole time, from Philadelphia to Charleston, (all Stoppages included,)

60 Hours, or nearly 12 Miles per Hour I! I

53- This j-ougl^ow
offers to Travellers, advantages SUPERIOR TO ALL OTHERS <t

has been built npn an, expense of Six Millions of Dollars! between Baltimore and
Charleston, whicn it is believed is a guarantee thai the Companies composing it are sufficiently
interred to make and keep up THE BEST LINE between the North and South. To Stran-

gers, IPwiH be found particularly attractive, as it passes through the Seat of General Govi-rn-

ment, and in sight of Monnt Vernon by day-light, and generally through the most important
part of theCmimry. Rut-Road Travelling is now well known lobe ihesafest, most certain, and

expeditious mode of conveyance; and in the commodious Cars on this route, it will be found

equally a* pleasant and comfortable a* any other.

J3- This is the ONLY DIRECT ROUTE to the. interior of Virginia, North and South
Carolina, and (he ONLY ROUTE connecting with the Greenville and Roanoke and Raleigh
and GflstdilRail-Roitds now completed to Raleigh, N. C., a distance of 103 miles from the point.
of junction with the Petersburg Rail-Road. From the Raleigh and Gaston Rail-Road, several

Siage Lines now branch off to e West and South-West, into Tennessee, the interior of South
Carolina, Georgia and Alabama.

PASSENGERS intending to take this Route must leave Philadelphia (in

the Train,) at 1 A. M. if they wish to go through without delay. At Baltimore,

they step immediately from the Philadelphia Cars into the (Cars of the) "Baltimore

and Washington Rail-Road Company. At Baltimore, they pay through to Garys-

burg, (North Carolina,) where they lake the Wilmington Rail-Road Cars.

JJJ
3 PASSENGERS for the Raleigh and Gaslon Rail-Road pay through to

Petersburg, Va.

JJj" For further information and Through Tickets, apply at the Office of

STOCKTON, FALLS & GO.,
Adjoining the Philadelphia Rail-Road Office, PRATT ST., Baltimore.

284. Establishment of rail communication between North and South. Schedule

of the journey from Philadelphia to Charleston in 1840, which was made
possible by the completion of several short railways. There were no through
cars, and in making this trip passengers were transferred at 6:30 P.M.,

11:30 P.M., 1:30 A.M. and 6:30 A.M., or four times in 12 hours. The average
speed of 12 miles an hour was announced with pride.
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manded by the road when the order for construction was

given, it made about thirty miles an hour when travelling

alone, and pulled four cars containing forty or fifty pas-

sengers at a maximum velocity of twenty-one miles an

hour for a short distance.
1 The first formal employment

of the Best Friend took place in January of 1831, about a

year after the building of the road had been begun. As

was customary on such occasions the celebration was

festive in character, and one of its features was decidedly

unusual. A brigade of cars was attached to the locomo-

tive for a trip over the road and on one of them was in-

stalled a cannon belonging to the United States govern-

ment, together with a group of artillery-men detailed for

the purpose. While the train moved proudly along the

rails the soldiers loaded and fired their gun in honor of

the day and its significance. A contemporary account of

the trip
2
said :

"On Saturday last the first anniversary of the commencement of the

railroad was celebrated. Notice having been previously given, inviting

the stockholders, about one hundred and fifty assembled in the course of

the morning at the company's building in Line Street, together with a

number of invited guests. . . . The first trip was performed with two

pleasure cars attached, and a small carriage, fitted for the occasion, upon
which was a detachment of United States troops, and a field-piece which
had been politely granted by Major Belton for the occasion. . . .

"At about one o'clock she again started with three cars attached,

upon which were upward of one hundred passengers. ... At four

o'clock the company commenced returning and all were safely landed at

Line Street about six. The number of passengers brought down, which
was performed in two trips, was estimated at upward of two hundred.

A band of music enlivened the scene and great hilarity and good humor

prevailed throughout the day."

Besides being the first railroad designed for the use

of steam power, and besides being the first such line in

America to build and operate a steam locomotive, the
1 Various paragraphs in the Charleston "Courier" published during November and De-

cember of 1830 mention the use of the engine.
2 In the Charleston "Courier" of January 17, 1831.
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road was also the scene of the first locomotive explosion
on record. This incident took place on the 17th of June,

1831, and was due to the action of a negro fireman who
was assisting the engineer. The fireman was annoyed by
the incessant sound produced by the escape of steam from

the safety valve, and at length the harsh roar caused by
the operation in question became intolerable to him. In

an effort to abate the disturbance he sat down on a lever

controlling the safety valve, and finding his posture had

the desired effect he there remained seated until the engine
blew up. A current account of this first of all American

railroad accidents was thus phrased:
1

"The locomotive 'Best Friend' started yesterday morning to meet the

lumber-cars at the Forks of the Road, and, while turning on the revolving

platform, the steam was suffered to accumulate by the negligence of the

fireman, a negro, who, pressing on the safety valve, prevented the sur-

plus steam from escaping, by which means the boiler burst at the bottom,
was forced inward, and injured Mr. Darrell, the engineer, and two ne-

groes. . . . The boiler was thrown to the distance of twenty-five feet,

None of the persons are dangerously injured except the negro, who had
his thigh broken."

The explosion and a number of other minor accidents

resulted in the preparation by the company of the first set

of rules to govern railroad traffic and provide for the

safety of travellers. The action of the company was ex-

pressed by the following resolution:

"That in future not over twenty-five passengers be allowed to go on

each car. That the locomotive shall not travel at a greater speed when
there is attached :

"One car and passengers at fifteen miles on hour;
"Two cars and passengers at twelve miles an hour;
"Three cars and passengers at ten miles an hour;
"And that directions be given to that effect."

The Charleston and Hamburg road ordered a second

locomotive in 1830, and it arrived at Charleston in Febru-

ary of 1831 and was soon afterward put into regular
1 In the Charleston "Courier" of June 18, 1831.
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operation. This engine was the second to be built in

America for practical work, and was named the West
Point. The explosion of the Best Friend had created

among the Charleston people a feeling of uneasiness about

the behavior of locomotive engines, and so when the West
Point was put on the line for a trial trip the officials of

the road strove to allay the nervousness of the passengers

by a novel and effective expedient. Instead of placing
the first passenger car immediately behind the little plat-

form carrying a hogshead of water and wood for the

engine, that position in the brigade was filled by a car

on which was built a pyramid made of cotton bales. The
cotton bales were securely fastened down by means of

ropes,, and they arose upward in the air as high as did the

roofs of the cars which followed. The whole arrange-
ment constituted a rampart interposing between the pas-

sengers and the engine, and was designed to prevent the

boiler of the machine from flying back among the travel-

lers in case it followed the example of the Best Friend's

boiler. But the precautions of the railway officials did

not even pause at that point. They also put a car contain-

ing a negro brass band immediately behind the cotton

pyramid, and so the first regular passenger coach was

third in the brigade as it finally started, with the other

passenger vehicles attached in due order. To cap the

climax of solicitude the mechanism of the engine was so

altered as to make it impossible for the fireman to emulate

the example of his predecessor, should he be so disposed.

The trial trip of the West Point fulfilled all favorable

expectations and was thus described by the Charleston

Courier oi March 12, 1831:

"On Saturday afternoon, March 5, 1831, the locomotive 'West

Point' underwent a trial of speed, with the barrier car and four cars
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for passengers, on our railroad. There were one hundred and seven-

teen passengers, of which number fifty were ladies in the four cars and

nine persons on the engine, with six bales of cotton on the barrier car,

and the trip to the Five-mile House, two and three-fourths miles, was

completed in eleven minutes. . . . The two and one-fourth miles to

the forks of Dorchester road were completed in eight minutes. The
safety has been insured by the introduction of the barrier-car and the

improvements in the formation of the flange of the wheels. . . . The
new locomotive worked admirably, and the safety valve being out of the

reach of any person but the engineer, will contribute to the prevention
of accidents in future. ..."

Horse-drawn cars were never used in the regular
traffic of the Charleston and Hamburg road, even in its

earliest days. The success of its first two engines, despite

the boiler explosion, was so emphatic that similar ad-

ditional locomotives and cars were built for it as its rails

gradually crept toward the West, and the experience of

the road demonstrated at the outset the foresight of the

man whose insistence had made it the first of all railways
to be built and equipped for the use of steam.

While the events here related had been taking place
in two of the southern states an almost equally important

enterprise had been progressing in the interior of New
York, amid a region memorable for a century and a half

as the scene of significant steps in the history of American
travel and traffic. As early as the year 1826 the New York

legislature had granted a charter to the Mohawk and

Hudson Railroad Company, and under its provisions

work was begun in August, 1830, in laying out a road

about seventeen miles long between the towns of Albany
and Schenectady. Two inclined planes similar to the

one on the Pennsylvania state railroad near Philadelphia

distinguished the first New York railway, but these

were of small length and the remainder of the distance

traversed was over comparatively level ground. After a
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few miles of track had been laid two or three horse-drawn

cars were operated on it, and these continued to run back

and forth until the summer of 1831, at which time the

entire seventeen miles of rails were in place. A knowl-

edge of the success of the Best Friend in South Carolina

had reached the men in charge of the Albany and Schenec-

tady road, and so they decided to follow the course set by
the Charleston undertaking. Early in April of 1831 they

ordered a locomotive from the West Point foundry of

New York which had built the two South Carolina

engines and it was shipped up the Hudson River to

Albany late in June of the same year. Their engine was

named the DeWitt Clinton. After a number of prelim-

inary trials without any burden the time finally arrived

for a more pretentious demonstration, and August 9th was

chosen as the date of the occasion. The trip made on that

day by the DeWitt Clinton and its attached cars was, for

several reasons, the most interesting journey ever under-

taken by an early American railway train.

It so happened that on the appointed day there was

temporarily sojourning in the town of Albany a man
named William H. Brown. Mr. Brown was one of those

itinerant silhouette artists who travelled about the country

during bygone years, deftly cutting outline portraits of

their customers from sheets of black paper. Brown was

a master craftsman of his art, and in addition he was a

man of intelligence and a close observer of the affairs of

his time. Everybody in the city was discussing the ap-

proaching test on the railroad, and Brown heard the gos-

sip. He had never seen a railroad or a railroad train, and

putting aside his professional affairs as he supposed he

joined the crowd that was trooping to the scene of the

experiment. In company with many hundreds of others
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of south-bound passengers in Baltimore.
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he committed himself to the inclined plane with which

the road began and was safely hauled to its top. There

he beheld a throng of spectators who were pressing closely

about the engine and brigade of cars as they stood ready

on the track. The locomotive was a little affair about

ten or twelve feet long whose principal features were its

large wheels, lofty smokestack and central dome. At its

rear was a platform built as a standing place for the en-

gineer. Attached to the locomotive was a small flat car

on which stood a couple of barrels of water and a pile

of wood. Connection was made between the engine and

water barrels by a leather hose. Following the water-and-

fuel wagon were three passenger cars closely resembling

stage-coach bodies, and each containing interior seats for

six people. Additional seats at the outer ends of the cars

provided accommodations for several more passengers on

each vehicle. Five or six small flat cars were attached to

the rear of the three passenger coaches, and these were

equipped with plain wood benches. This was the appear-
ance of the first steam railroad train assembled in New
York State, and about which a crowd had gathered on the

morning of that August day.

Brown alone, of all the multitude, had an apprecia-
tion of the historic importance of the thing he beheld.

He took off his big flat-topped beaver hat, held it crown

uppermost within the crook of his left arm, and made a

careful drawing of the train on the back of a letter which

he fortunately found in his pocket.
1

By the time this task

had been completed the train was preparing to get under

way and the passengers were taking their places. Brown
himself fortunately secured a seat. When all the cars

1 It should not be understood that he made the drawing on the back of an envelope.
Knvelopes had not yet come into use for mailing purposes. The sheet of paper commonly
used for writing was folded up and sealed with wax. When opened it was about as large
.s a sheet of foolscap size.
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were crowded to their utmost capacity the captain

walked along the length of the train, collecting the fares

of the travellers. Then he retraced his steps, climbed into

a little seat attached to the rear of the water-and-fuel

wagon and blew loud and long on the necessary tin horn.

The train started.

It did not start all at once, but in sections. The tender

was attached to the engine by a chain nearly three feet

long made of three large links of wrought-iron; the first

passenger coach was attached to the tender in a like man-

ner; the second passenger coach was similarly connected

to the first passenger coach
;
and so on down the train to

the very last car. With the first forward jump of the

engine the captain was nearly snapped backward out of

his seat, but he seized a roof-support and luckily held on.

The passengers in the first coach were unprepared for

what was about to happen, and those sitting in the front

and middle sections were projected backward and piled in

a heap against the passengers at the rear. Those in the

second car followed suit, and as the slack length of each

chain was gathered up by the abrupt forward jerk the

succeeding group of passengers was overturned. After

the whole train was straightened out it rolled on in good
order as far as smoothness of movement was concerned,

but a new trouble then manifested itself.

The fuel of the engine, as has been suggested, was

wood, and the smokestack soon began to belch forth big

blazing sparks. These fell among the passengers. The

damage done by them in the three covered coaches was

not extreme, but the havoc they created on the crowded

flat cars was sad indeed. Many of the travellers on the

rear cars had carried their umbrellas, and those so equip-

ped raised them for protection against the clouds of smoke
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and rain of fire. As a consequence all the umbrellas were

soon in flames and were thrown overboard. Then the

clothing of the passengers a considerable number of

whom were women became ignited by the hot coals,

and in a very little while the whole moving company re-

solved itself into a volunteer fire brigade, each member
of which was belaboring the one next to him and trying

to extinguish the conflagration in his neighbor's apparel.

For a couple of miles, according to the stories of specta-

tors along the track, the scene was one impossible of ade-

quate description.

At this point of the interesting journey a further com-

plication ensued. The train was approaching a spot

where the locomotive's supply of water was to be re-

plenished, and as it reached the tank the engineer threw

a lever designed to apply the brakes and check the train's

momentum. The mechanism worked to perfection. The

water-wagon came up against the engine with a bump ;

the first passenger coach hit the tender with a crash; the

second passenger coach flew against the first; and so on

down the length of the train again, the resultant move-

ments of the passengers being similar to those witnessed

at starting, but in the opposite direction. As soon as the

train was entirely stopped the travellers disembarked.

The first thing they did was to put out the rest of the fires

that still smouldered here and there in some coat or bon-

net. The second thing they did was to tsar down a farm-

er's fence, chop up the rails into appropriate lengths,

and wedge them firmly between each two cars composing
the brigade. This gave rigidity to the train, and after the

engineer had taken on a fresh supply of water everybody
resumed his place again with a heroism rarely duplicated,

and the excursion moved on. The blazing sparks from
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286. A third announcement showing the facilities for travelling southward in

1840. It indicates that by means of railroads, steamboats, and stage-coaches
a man might go from New York to New Orleans in a week, at a cost of

only $115 exclusive of meals on the land portions of the trip. The pro-

portion of stage-coach travel necessary in any long journey was steadily

decreasing.
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the dry pitch pine fuel still rained down on the excursion-

ists, but they had acquired increased dexterity in dodging
or handling them and the effects were not so bad. Such

clothing as still remained to the travellers was ruined any-

way, so the further visitation of fire was accepted with

comparative unconcern.

The remainder of the trip to Schenectady was practi-

cally without incident except for the behavior of the live

stock encountered in the progress of the journey. Nearly
all the farmers of the surrounding region had gathered in

their wagons and chaises at all favorable localities along
the turnpikes to watch the first trip of the steam-engine,
and at numerous places the roads had the appearance they

presented at circus time or during a county fair. The

country people did not know just exactly what was com-

ing, and their horses had even less information on the

subject. The only thought animating the two-legged

spectators was to get as close as possible to the railway
tracks in order to enjoy the show. It is needless to say

what happened as the bedlam-on-wheels whirled past,

headed by a mechanical monster vomiting fire and smoke.

The effect of the apparition on the assembled country-

side was later described in these words by a passenger who

was on the train: "As it approached the horses took

fright and wheeled, upsetting buggies, carriages and

wagons and leaving for parts unknown to the passengers,

if not to their owners; and it is not now positively known

if some of them have yet stopped."
1

On its arrival at Schenectady the train was welcomed

by a crowd of several thousand people who inspected it

1 Extract from a letter written by Judge T. A. Gillis, of New York State. Contained

in full in Brown's "A History of the First Locomotives in America," pp. 183-5. Judge
Gillis also describes the crashing together of the cars, the burning of the passengers

clothing and umbrellas and the use of fence rails to give rigidity to the train.
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and the passengers with utmost interest. After a short

interval it started again on the return trip to Albany, dur-

ing which the intervening landscape was entirely devoid

of horse-drawn vehicles. The events of the day were some-

what inadequately described by a local newspaper
1
in the

following words:

"Mohawk and Hudson Railroad. On Monday, August 9, 1831,

the 'DeWitt Clinton,' attached to a train of cars, passed over the road

from plane to plane, to the delight of a large crowd assembled to witness

the performance. The engine performed the entire route in less than one

hour, including stoppages, and on a part of the road its speed was at the

rate of thirty miles an hour."

After Mr. Brown had got safely back to Albany he

went at once to his hotel and there prepared a long strip of

black paper out of which he cut in silhouette fashion an

outline picture of the DeWitt Clinton, the tender, and the

first two passenger coaches it had pulled on the trip here

described. The artist performed his work with such

fidelity and minuteness of detail that even the pictures of

the passengers in the two cars were recognizable portraits

of the men who occupied the seats. After leaving Albany
Brown exhibited this silhouette picture of the Albany and

Schenectady train to thousands of people in other towns,

charging a small admission fee for the privilege of be-

holding it. At a later date he presented the original sil-

houette to the Connecticut Historical Society, where it

still remains as an invaluable possession of that institu-

tion. Brown's picture, as made under the circumstances

mentioned, is the best authenticated portrayal of an early

American railroad train that has been preserved. It has

been many times reproduced.
2

The annoying features of travel by the new method
'The Albany "Argus" of August 11, 1831.
2 One of the early lithographic copies of the original silhouette is shown on another

page.
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that were disclosed on the trip of August 9th were gradu-

ally eliminated, and on September 24 the road ran be-

tween the two towns a train containing numerous state

officials and other dignitaries. A newspaper account
1

said of it:

"On Saturday, September 24, a numerous company, at the request of

the president and directors of the Mohawk and Hudson Railroad Com-
pany, enjoyed a very gratifying ride upon the road. . . The party . . .

did not leave the head of Lydius Street until nearly twelve o'clock. They
then started with a train of ten cars, three drawn by the American loco-

motive 'DeWitt Clinton,' and seven by a single horse each. The appear-
ance of this fine cavalcade, if it may be so called, was highly imposing.
The trip was performed by the locomotive in forty-six minutes, and by
the cars drawn by horses in about an hour and a quarter. . . . After

dinner the company repaired to the head of the plane, and resumed their

seats for the return to Albany. It was an imposing spectacle. It was a

practical illustration of the great preference of this mode of travel and

conveyance. The American locomotive started with a train of five cars,

containing nineteen or twenty persons each, besides the tender, and never

did 'Brother Jonathan,' as it was familiarly called, perform the trip in

more beautiful style. It came down with its train in thirty-eight min-

utes, being at the rate of nineteen miles an hour; the last six miles were

performed in fourteen minutes. The cavalcade with horses came down
in sixty-eight minutes."

The little seventeen mile railroad between Albany
and Schenectady, whose early endeavors were so pic-

turesque, was destined to be the first link in a series of five

or six small roads built westwardlv from town to town
j

through interior New York State during the next few

years. By them it was eventually made possible for

travellers to move all the way from Albany to Buffalo

in railroad cars. At first the companies operating these

several short roads were independent enterprises and did

not manifest any especial desire to cooperate with one

another for the convenience of their many patrons. Pas-

sengers in the cars were compelled to disembark at the

1 Contained in the Albany "Argus" of Sept. 26, 1831.
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end of each road and take passage on the next link of the

embryonic system whenever its train chose to start.

Eventually the insistence of the travelling public and a

growing realization of the fitness of things brought about

physical connection between these independent enter-

prises, and at last they fell under one corporate manage-
ment and became known as the New York Central Rail-

road.



CHAPTER XLIV

MORE EXPERIENCES ON EARLY AMERICAN RAILWAYS -

MANNER IN WHICH A PENNSYLVANIA ROAD ACQUIRED
A LOCOMOTIVE ACCOUNT OF ONE OF ITS TRIPS BY

A PEDESTRIAN PARTICIPANT NEW YORK CITY'S

FIRST LINE APPREHENSIONS OF THE PUBLIC -

PRECAUTION TAKEN TO SOOTHE THEIR FEARS THE
RESULT THE CAMDEN AND AMBOY ROAD ITS

MONOPOLY OF TRAFFIC ACROSS NEW JERSEY HOW
ISAAC DRIPPS BUILT A LOCOMOTIVE TENDER THREE
NEW ENGLAND ENTERPRISES NO STEAM TRAVEL

THERE UNTIL 1834 ONLY SIXTEEN HOURS BE-

TWEEN BOSTON AND NEW YORK PROTEST OF AN
OLD-FASHIONED TRAVELLER

DURING
the year 1832 several other of America's

pioneer roads were sufficiently advanced in construc-

tion over parts of their routes to permit travel upon them.

Three of these lines were the Philadelphia, Germantown
and Norristown Railroad, in Pennsylvania; the New
York and Harlem road, in New York State; and the

Camden and Amboy Railroad, in New Jersey. The first

of these to be ready for public business was the Phila-

delphia, Germantown and Norristown road, which was

opened for six miles between Philadelphia and German-
town on June 6, 1832.

1

1 It had been chartered on February 12, 1831. The tracks did not reach Norristown
until August 15, 1835.
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The first few miles of the line were operated for a

short time by means of horse-drawn cars built according
to the patterns then in vogue, although a determination

had been reached soon after the road was chartered to

use steam on it if that method of locomotion should prove

practicable. The manner whereby the road obtained its

first locomotive is an odd story, aptly illustrative of the

methods prevailing in America during those early years
of progress and experiment in independent railroad build-

ing. The city of Philadelphia as earlier events had

shown was one of those communities whose citizens were

always actively interested in all phases of the general sub-

ject of improved travel and traffic facilities. So in the

year 1830, when public interest in railroads had attained

a high degree of intensity, Franklin Peale, the proprietor
of the Philadelphia Museum, decided further to en-

lighten the inhabitants of the city regarding the matter

then uppermost in popular thought, and incidentally to

coin popular curiosity into profit for himself. He accord-

ingly resolved to exhibit a genuine locomotive in one of

the halls of his institution, and set about obtaining an ex-

ample of the apparatus in question. In furtherance of

his idea he turned to a local business man named Matthias

Baldwin. Baldwin's first knowledge of mechanics in any
form had been gained as a jeweler and repairer of watches

some thirteen years before. In 1825 he had extended his

understanding of the mechanical arts by undertaking the

manufacture of bookbinders' tools and such machinery as

was then used in the printing of calico. He had even

built a steam-engine for use in his shop, and the fact that

Baldwin had actually made a workable steam-engine was

the circumstance impelling Peale to approach him with

a proposition to build a locomotive. Baldwin did build
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a small model locomotive, which was duly installed in the

museum on the 25th of April, 1831, where it pulled two

diminutive four-seated passenger cars around a circular

track,
1 and the public was thereby enabled to gratify its

highest ambition by riding in a railroad train such as it

was.

Of course the little locomotive in the museum became

at once the talk of the town, and when the incorporators

of the Philadelphia, Germantown and Norristown road

decided that they wanted a steam railway engine, they, in

turn, went to Baldwin and gave him an order for one of

them. The Camden and Amboy Railroad was even then

being built, and it had already imported from England an

engine known as the John Bull. Although the John

Bull had not yet been put together, Baldwin went and

examined it carefully, and then came back home and set

to work. The result of his effort was the engine known
as Old Ironsides, first of all such contrivances to be

operated in Pennsylvania. It could hardly be expected
that a railway locomotive constructed as Old Ironsides

was by a man who had never done such a thing before,

could be a very successful mechanism, and in the early

stages of its existence it was not.
2 The history, appearance

and performance of Old Ironsides were afterwards de-

scribed by an assistant of Baldwin's in the following ac-

count:
3

"The first really effective locomotive in America, says Mr. Haskell,
in the Coachmakers' Journal, was built in Philadelphia, from a draught
by Rufus Tyler, brother-in-law of the late Matthias Baldwin, of Phila-

delphia. Messrs. Tyler and Baldwin had formed a co-partnership and
entered into business at the corner of Sixth and Miner Streets, Philadel-

phia, where the plans and patterns were made and the building of the

The track was made of upright pine boards, covered with hoop-iron.
The same thing was true of all early American locomotives built by men without

experience in 'iich wo-k. They required numerous alt"rptions.
3 In the Philadelphia "Public Ledger," January 18, 1869.
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CENTRAL RAILROAD,

FROM SAVANNAH TO MACON, GA.,

Passenger Trains leave Savannah daily, at ......8 00 A. M.
" ' " Macon daily at .........800A.M.

" arrive daily at Savannah at ____ 6 15 P. M.
" " " at Macon, at ...... 6 45

P^. M.
This Road in connection with the Macon and Western Road

from Macon to Atlanta, and the Western and Atlantic Road from
.Atlanta to Dalton, now forms a continuous line of 39l| miles in

length from Savannah to Dalton, Murray county, Ga., and with
the Memphis Branch Rail Road, and stages, connect with the fol-

lowing places :

Tickets from Savannah to Jacksonville, Ala., ........... $20.00" " "
Huntsville,? A1 00 ftn

Decamr, {
Ala' ........... 22 '00

" " " Tuscumbia, Ala., ............ 22.50
" " " Columbus, Miss.,/
" "

Holly Springs, $
' * * '

" " "
Nashville, Tenn.J

" " Murfrecsboro' (
" " "

Memphis, Tenn. , ........... . 30. 00

An extra Passenger Train leaves Savannah on Saturdays, after

the arrival of the steamships from New York,>for Macon, and
connects with the Macon and Western Rail Road ; and on Tues-
days, after the arrival of the Macon and Western cars, an extra

Passenger Train leaves Macon to connect with the steamships for
New York.

Stages for Tallahasse and intermediate places connect with the
road at Macon on Mondays, Wednesdays, and Fridays, and with

Milledgeville at Gordon daily.

Passengers for Montgomery, Mobile, and New Orleans, take

stage for Opelika from Barnesville through Columbus, a distance
of 97 miles, or from Griffin through West Point, a distance of 93
miles.

Goods consigned to Thos. S. Wayne, Forwarding Agent, Sa-
Tannah, will be forwarded free of commission.

WM. M. WADLEY, Sup't.
Savannah, Ga., 1852.

287. Announcement of the Central Railroad of Georgia in 1852. Indicating the
further growth of steam travel facilities in the South, the cost attendant
on their use, the persistence of water travel to the North and the continued
activity of the stage-coach.
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iron horse commenced. . . . The wheels of the engine were made of

wood, with broad rims and thick tires, the flange being bolted on the

side. It was called 'Old Ironsides,' and was built in 1832. At

eight o'clock in the morning she was first put in motion on the German-
town and Norristown Railroad at their depot, Ninth and Greene Streets.

She ran a mile an hour, and was considered the wonder of the day.

On trial it was ascertained that the wheels were too light to draw the

tender, and to obviate this difficulty we had the tender placed in front

of the engine, which kept the wheels on the track. Mr. Baldwin, the

machinist, and myself pushed the engine ahead until we obtained some

speed, when we all jumped on the engine, our weight keeping the wheels

from slipping on the track. The boiler being too small for the engine,

steam was only generated fast enough to keep the engine in motion a

short time,
1
so that we were compelled to alternately push and ride until

we arrived at Germantown depot, where we rested. . . .

"At four o'clock we started on our return to Philadelphia, alter-

nating riding and pushing in the same manner that we had come. Upon
arriving at a turn on the road, at the up-grade, the engine suddenly

stopped, when, upon examination, it was found that the connecting pipe

between the water-tank and the boiler had been frozen, and the steam

was all out of the boiler. It was then about eight o'clock, and was

growing each moment colder. 'Necessity knows no law,' and so, after

a short consultation, we made a summary appropriation of sundry panels

of a post-and-rail fence close to the track, and started a fire underneath

the pipe to thaw it. In a short time thereafter we had steam up and

resumed our journey toward Philadelphia, arriving at the depot about

eleven o'clock. Several successive trials were made during the following

year; after each Mr. Baldwin added improvements and made altera-

tions in the machinery. In about a year it was found that the grease

had saturated the hubs and loosened the spokes, and they finally went to

pieces, and were replaced by new ones."

The above-mentioned occasion, described long after-

ward by a participant as that on which Old Ironsides was

"first put in motion," does not appear to have been the

first formal and public demonstration of the locomotive.

Contemporary newspaper accounts of 1832 refer to a "first

time" trial on November 23 that took place at a different

time of day, and during which the engine went only half-

way to Germantown and back again under decidedly
different conditions. The account just quoted may refer

1 The steam joints had been made by the use of canvas, covered with red-lead. This
was an early English practise, which Baldwin had copied.
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PENNSYLVANIA RAILROAD,
ARRANGEMENTS IdoL

FORTY-SIX HOURS TO PHILADELPHIA.
FORTY-FOUR HOFRS TO BALTIMORE.

280 Miles Railroad 103 Miles Canal.

TWO DAILY LINES EXPRESS PACKET BOATS,

Exclusively for passetigers.

TO PHILADELPHIA, BALTIMORE AND NEW YORK.
On the opening of Canal Navigation, two daily Lines, new Express

Packet Boats, will leave for Johnstown, thence by Portage Railroad to

HOLLIDAYSBURGH,
There taking the NEW PENNSYLVANIA RAILROAD, two hundred and

forty-five miles direct to

PHILADELPHIA.
HjJr*Time through, forty-six hours.

Fare to Philadelphia,. $10. Fare to Baltimore, $9.75.

he cars on this roufe are new, and of the most approved con -

struction for comfort and safety.

t5= Packets leave every morning precisely at eight o'clock, and
every eveniflg at the same hour.

PASSENGERS FOR BALTIMORE,
on arrival of Cars at Harri.sburgh, take the York and Cumberland:
Railroad, (now finished.) direct to that city, (84 miles.) Time, four
hours.

0" No chargzfor handling baggage on this route.

The increased speed makes this the most comfortable, safe and desir-
able route now to the Eastern Cities.

For passage or information, apply to

J. P. HOLMES, Agent, Monongahela House, or to

D. LEECH & CO., Canal Basin, Penn-st., Pittsburgh.

N. B. On the 1st of July, the PENNSYLVANIA RAILROAD will be
finished at Lockport, Pa., which will shorten the time through six hours,

288. The journey between Pittsburgh and Philadelphia reduced to 46 hours.

Advertisement of Leech's Line in 1851. It started two express canal boats

eastward each day. On arrival at Johnstown the passengers still had to use
the Portage railway across the mountains, but at Hollidaysburg they left

the state-owned system and transferred to the newly built Pennsylvania

Railroad, which company had been chartered in 1846, and whose line had
been finished to Hollidaysburg in September of 1850. The state canal from
that town to Philadelphia had been abandoned by passenger traffic.
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to a preliminary test. One local newspaper
1
of November

24th said:

"A most gratifying experiment was made yesterday afternoon on the

Philadelphia, Germantown and Norristcwn Railroad. The beautiful

locomotive engine and tender, built by Mr. Baldwin, of this city, whose

reputation as an ingenious machinist is well known, were for the first

time placed on the road. The engine traveled about six miles, working
with perfect accuracy and ease in all its parts, and with great velocity."

Another paper
2

gave a still more detailed statement as

follows :

"It gives us pleasure to state that the locomotive engine built by our

townsman, M. W. Baldwin, has proved highly successful. In the pres-

ence of several gentlemen of science and information on such subjects,

the engine was yesterday placed upon the road for the first time. All

her parts had been previously highly finished and fitted together in Mr.
Baldwin's factory. She was taken apart on Tuesday and removed to

the Company's depot, and yesterday morning she was completely to-

gether, ready for travel. After the regular passenger cars had arrived

from Germantown in the afternoon, the tracks being clear, preparation
was made for her starting. The placing fire in the furnace and raising

steam occupied twenty minutes. The engine (with her tender) moved
from the depot in beautiful style, working with great ease and uniform-

ity. She proceeded about half a mile beyond the Union Tavern . . .

and returned immediately, a distance of six miles, at a speed of about

twenty-eight miles to the hour. . . . It is needless to say that the

spectators were delighted. . . . We rejoice at the result of this experi-

ment."

While Baldwin was adding improvements to his

locomotive during the first months of its career the road

of which it formed such an interesting part displayed a

proper solicitude for its welfare. It advertised in the

newspapers that the engine would haul the passenger cars

of the railway at certain hours if the weather was good,
but that if it rained the cars would be pulled by horses.

Sometimes it rained. But eventually Old Ironsides was

transformed by Baldwin into an extraordinarily effective

piece of machinery for that day, and in 1833 it ac-
1 "The United States Gazette."
2 The "Chronicle" of .November 24.
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HUDSON BITCH RAILROAD.
REDUCTION OF FARES.

NEW-YORK TO AMD FROM

THROUGH FAKES ON ALL TRAINS

Between Albany and New-York, $1.50

On and after Monday, July 12th.

GOING NORTH,
C I M Expiew. Train for Albany and Troy, .-.....

'

.kill, FisliktU, IVVi i-":.-. lj.iij.-l.,..k. U...I Ih,,?,,n." Ttir.iusfi '.

/ A.M. To Peekukill, slopping at all Way Station*!.

8
A W Mail Train for Albany and Troy, mopping oolv
a.lll. ,1 M:ml.:m.ri, |l,.l.l..' rVnv, Siiig-siic. fwk.lTm JIJK) ail I

9 A.M. To Peejjuhill. mopping at all Wnr Station*.

Ill A U Fajuvneera and Freight to Po'kiepMe. Mop-

Way Train for Albany and Troy, *totmm;> at

Vonkt*<, TarryioMu, !vrtL,H. t -,,1,1 Sp,:-.:: Fi-'-L-Ji. X. ,,

the Trains will run as follows:

GOING SOUTH,

6.45

nil (IcIiM'lv!).

t Train for New-York, atop-
nt HralMKJ. Uliinclxxl, ]'

" -

oil
S,,ri,,

.,n.l IV.-k-l.i11.

U A.M.

''i
1

>l VW "Way Train, JHOMMHS at atinrvcBatit, Hud-
3.46 4 fM. ,.n,U,ill,Ti.nli. It!,,,,, *,,, HW,x.b<,ck,lh*

rk. I'uk.-i ,..|.-. N.-U..f:l'iir-..'!i, H>hkill, Coltl

.riji'.-, fi.irn-.-ir-, I'ifk-Kkiil, CrujjJ r', Slr.a-Stuj.

. .

2 PJfl. To Peekskill,

J D W1 i.Jfi.
Way Train to Albany and Troy,

^ Dolib," fV,tv, D.-ar, ....... 'r..:rvt,Av,,

Express Train, .stopping ouly at Hudson.
ItPji-tVwk. 1-,,'k. -[,.!.. F, i,l,i'l,,,,,iP,,ciSsViH.

Thl>sd. in i ljrau>.

TB I.ffl. To Ponghkeepaie, stopping at all Way Station!.

C D HT Express Train for Albany and Troy, stopping
Ian.. onK a: i'-.-k-kU l-\.nl.ij, r.-kv].,,., I:i:u,-b-k, Huds,i

udanfam. Tbtonjh iu -t hours I'tnm aim Strerf, ami

vuuiireUug "till W,trn'; Trail!.-.

61 PJL To Peeklddll, stopping at all Way Stations.

71
T) Iff Emigrant and Freight Tjaiu for Albany

2 r.flL and Troy, "topping at 31 Way Station..

Lcavt Po'kcepsic for Albany at

6J AJI. Stoppins at all Way Stations.

41 P M For Poughkeepsie only, utoppin-; at til

si pk
U4 P.M.

Leave Po'kcepsio for New-York at

mopping at all otations above Pcckskill, and at Cro-
~<srV, SiiiB-jim-.-, T.-urytown, Dcru.r. !( , Dobb l

Ferrf,

at all WayMilk and Freight Train,

Leave Feekskill for Now-York at

5.50 & 6.30 AJH. S.pping at rt Way eiatiora.

Passengers will procure Tickets before enieriBg the Caifi
Tickets purchased in the Cars will be 5 e-ents extra.

.

VUT- v.*, 7/./ UK/*. 185^.
]
GEO. STARK, Superintendent.

289. Broadside train schedule issued by the Hudson River Railroad in 1852.

There were twenty-six trains a day on the line. The picture of a locomotive
shows a curious form of the lately introduced engineer's cab. A growing
desire of all roads to have passengers buy tickets instead of paying cash on
the cars is indicated by the request at the bottom. Printed on blue paper.
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complished the astonishing performance of running a

mile in fifty-eight seconds without any cars behind it

and two and a quarter miles under similar conditions in

three minutes and twenty-two seconds. This was indeed

an achievement for a self-taught engine builder, and it is

not surprising that out of the results here narrated and the

American spirit responsible for them there slowly grew
one of the principal locomotive building establishments

of the world. Several contemporary pictures of Old Iron-

sides and of cars drawn by it are elsewhere reproduced in

these pages, and a view of the station of the Philadelphia,

Germantown and Norristown road is similarly shown.
1

The second of the three roads already mentioned that

were opened for business in 1832 was the New York and

Harlem. 2 The work of building it had been begun dur-

ing the previous year, and the first part of it to be finished

was a short section of track about three-quarters of a mile

in length extending southward from Fourteenth Street, in

New York City.
3

Although this first division of the line

was not dedicated to public travel until November 26th of

1832, it is evident that cars had been placed on the tracks

a few days before the date named, since a local publica-

tion
4 mentioned the progress of the enterprise in these

words on November 17:

"We were highly gratified on Wednesday last, as \ve were passing up
1 As is likewise a picture of the Baldwin Worke drawn by John Sartain about 1845,

in connection with locomotives of the type then made by it and used in this country.
2 Chartered on April 25, 1831.
3 Additional sections were completed and used for travel as follows:
Between Fourteenth and 32nd Streets on June 10, 1833;
From 32nd Street to Yorkville, about 2 24 miles, May 9, 1834;
From Harlem to Williamsbridge, September 3, 1842;
From Williamsbridge to White Plains, December 1, 1844;
From White Plains to Croton Falls on June 1, 1847;
From Croton Falls to Dover Plains, December 31, 1848;
From Dover Plains to Chatham Four Corners, January 19, 1852;
The section extending southward from Prince Street to the City Hall was opened

on May 4, 1839.
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BEERS' TEMPERANCE HOTEL
THIRD STREET WEST,

North of Pennsylvania Avenue, and near the Railroad Dept,

WASHINGTON, D. C.

CTPRICES TO SUIT THE TIMES.XI

290. Advertisement of a hostelry catering to railroad travellers and kept by a

well-known temperance advocate of Washington. Date, 1851. Drunken-
ness was more common than at present, and travellers who objected to

drinking and its attendant scenes preferred those few hotels where liquor
was not sold.

the Bowery, with a view of the beautiful Cars of the Harlaem Railroad

Company. We understand they were made by Miln Parker, coach-

maker, of this city. They are spacious and convenient, being divided

into three distinct apartments, each [apartment] amply large enough
for eight, and can accommodate very conveniently ten persons or

twenty-four to thirty passengers inside; and, when we saw them, there

were at least, we should think, an equal number upon, and hanging
around the outside, the whole drawn by two fine horses abreast, at the

rate of ten or twelve miles an hour. We admired their construction,

and believe they are less liable to accident than most others we have seen,

as the wheels are under the body. . . .

"We have now a specimen of Railroads in a busy, bustling street,

and it will, we trust, satisfy those who have been apprehensive of danger
from their introduction, that they are far more safe to the pedestrian
than hacks and stages, as they pursue a direct, forward course, and usu-

ally at a uniform velocity.

"We consider this section of the Harlaem Railroad, now ready for

use, the first link in a long line of railroad, which will, and at no distant

period, connect this city with the far and fertile west, and we therefore

wish to all who are concerned in it, success in the undertaking, a speedy

completion of the work, and a liberal return for their investment."

In addition to the details of appearance mentioned by
the article in the Railroad Journal, it may be said in

description of the first cars on the New York and Harlem
road that they possessed both springs and brakes. The
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springs were made of leather strips, riveted together in the

manner used for making stage-coach thorough-braces.
The brake was a friction-block, and was put in contact

with the wheels by an arrangement which the driver

operated with his feet. The driver himself sat on an

elevated seat at the front of the car, just as the pilot of the

stage-coach had done for many years.

During the building of the southern section of the

road the location of a few miles of its track in one of the

important streets caused apprehension in the public
mind that numerous accidents would happen as the result

of its operation. The officials of the road were naturally

anxious to prove that any such alarm was groundless, and

so they resolved that on the day appointed for the formal

opening of the line they would give visible and conclusive

proof that the heavy passenger coaches could be stopped
almost instantly by the drivers, and that collisions between

the cars and other vehicles need not be feared. The vice-

president himself
1
took charge of affairs on the day of the

opening and decided to run two cars along the tracks,

one close behind the other, in order to produce a situation

out of which a collision might result unless due care was

exercised. But let it not be thought that it was his in-

tention to have a mishap. He was arranging the stage

and scenery, so to speak, for a dramatic proof that there

need be no accident even under those conditions an-

ticipated by the prospective travelling public. He chose

for the driver of the first car one Lank O'Dell, a local

character famed for his dexterity with the reins. The
second car was entrusted to a hack driver. The passen-

gers in the two vehicles were city dignitaries and other

invited guests, of whom the mayor and members of the

1 John Lozier.
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city council rode behind O'Dell in the first car. Other

municipal officials filled the second. At the appointed
hour the streets were lined with enthusiastic citizens and

away went the cavalcade.

O'Dell, in compliance with his instructions, urged his

team into a sharp pace and the car containing the mayor
and council bowled smoothly along, closely followed by
its mate. Suddenly, at the appointed spot, O'Dell pressed

heavily on the brake lever and brought his car to an

abrupt stop. Vice-President Lozier instantly gave the

agreed-upon signal which was to halt the second car also,

but the hackman had become flustered over his temporary

prominence as one of the central figures of the pageant,
and instead of manipulating his brake he merely shouted

"Whoa!" and pulled on the lines, just as he would have

done if he had been sitting on his own hack. These precau-
tions were insufficient to stop the heavy vehicle and the

tongue of his car went smashing through the rear door

of the one in front, while the mayor and council jumped
off the front platform and climbed out of the windows.

Nobody was hurt, and the procession was soon resumed.

New York City's first road was operated by horse

power until about 1837, when locomotives were intro-

duced on it and puffed their way through the streets of

the town. The employment of steam on the road resulted

in numerous accidents to pedestrians, and casualties of

that sort soon came to be considered as inevitable. The
somewhat callous sentiment of the time even looked upon
such accidents as jokes, and the cartoonists made funny

pictures showing the Bowery locomotives plowing their

way unconcernedly through groups of men, women and

children.

The New York and Harlem Railroad because
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some of its tracks lay in busy city streets has often been

considered as a street-railway in the modern understand-

ing of that term. Such was not the fact. It was not

built, and at no period in its history was it operated, as

a railroad destined simply to carry city passenger traffic

back and forth. As the Railroad Journal said in its

article before quoted, the enterprise was considered "the

first link in a long line of railroad, which will, and at

no distant period, connect this city with the far and fertile

West." It merely happened that the first of its track-

age was laid in a city street, and it was no more a street-

railway than were other similar early railroads in the

highways of Philadelphia and other large communities,
whether they were operated by horse power or by
locomotives-

During the third and fourth decades no American

city presented a problem of distinctively urban passenger
movement that called for the creation of local railway
facilities exclusively for its accommodation, although
such a condition was slowly approaching. At that time

all city passenger traffic along established routes was car-

ried in stages and omnibuses.
1 The nature of the railroad

tracks universally in use during the years under con-

sideration made it impossible to build the sort of street

railways ultimately destined for city traffic. The rails of

those days whether of wood or iron stood up several

inches above the surface of the ground, and the laying

of such tracks throughout a city would have created

serious barriers to all wheel traffic desiring to cross the

thoroughfares so occupied. Street railways, as we under-

stand them, could not exist until after the invention of

1 Elsewhere is reproduced a scene in lower Broadway, New York City, showing the

city stages which at that time occupied the place now held by street-cars. Examples of
the metallic tickets used in connection with such city stage lines are also reproduced.

988





A HISTORY OF TRAVEL IN AMERICA

the low or sunken rail whose surface permits the use of

cars while offering little interference to other street move-

ment.

The third of the railroads mentioned whose opening
for traffic fell within the year 1832 was the Camden and

Amboy, which was chartered in 1830 and finished for

a distance of fourteen miles between Bordentown and

Hightstown on December 22 of 1832.
1 The principal

historical interest attaching to this early iron highway lies

in its economic relation to the people who used it, rather

than in any curious or picturesque phases of its opera-
tion. For many years it held an unparallelled place in

the transportation system of the country, and the main

features of that position can best be outlined by quoting
certain words 2 which dealt with it at the comparatively
late date of 1860. The statement ran:

"This road is probably the most productive work of the kind ever

constructed. It has paid dividends averaging nearly 12 per cent, annu-

ally for twenty-seven years, accumulating in the meantime a very large

surplus. Its extraordinary revenues are in a great measure due to the

monopoly it enjoys of the right of way between the cities of New York
and Philadelphia. This monopoly was not created in the act incorpo-

rating the Company, but was subsequently purchased by a grant to the

State of stock in the road to the amount of $200,000, and by an agree-
ment to pay certain transit duties on persons and property passing

through its territory. The parties connected with this work were not

long in perceiving the value of the exclusive right of way across the

State, which may be regarded as the key to the great routes of commerce
and travel for the whole country, with the power to levy exorbitant

tolls. The State became a willing party to the scheme, under the idea

that it could thereby draw the means for supporting its government from
citizens of other States, thus relieving its own from the burdens of taxa-

tion. Such a result has been gained. The State now derives a revenue

of over $200,000 annually from transit duties and dividends on the stock

1 One part of the track between Bordentown and Hightstown was opened for travel
late in 1831, and the English locomotive named "John Bull" previously mentioned in con-
nection with Baldwin's work was then used in pulling a passenger train for a few
miles. This was the first locomotive and train operated in New Jersey. The road was
completed between the towns of South Amboy and Camden, a distance of 61 miles, in 1834.

2 From "History of the Railroads and Canals of the United States of America, etc."

By Henry D. Poore. Vol. I. New York, I860, pp. 377-387.
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presented to it. The effect, however, has been to build up within it a

power, to which, in all matters touching real or fancied interest, the

Legislature itself is the subordinate one no act being allowed to pass

that body against the washes of the Company. Such a relationship, how-

ever, cannot exist without serious injury to the moral and material wel-

fare of the people of the State. It is fortunate that this policy of im-

posing a tax for the privilege of passing through its territory is confined

to two States New Jersey and Maryland otherwise the internal com-
merce of the country might be almost entirely destroyed, and our States

converted into hostile communities, intent only in plundering each other.

. . . Although there is no doubt that the State of New Jersey has suf-

fered vastly more than she has gained by the monopoly, the prospective ad-

vantages of a liberal policy, necessary to a full development of the energies
and resources of the State, weigh nothing against an absolute payment
of more than $200,000 annually. The total amount received into the

State Treasury from transit duties and dividends on its stock, . . .

has been $3,870,250. This Company makes no reports, except the

meagre ones to the Legislature. It has published no general statement

for twenty years past, so that nothing can be known as to the conditions

of its affairs. All inquiries for information, even to the amount of

equipment on the road, were refused. . . . The Company is the para-
mount authority in the State, dictating the legislation upon all subjects
in which it has a real or fancied interest."

The Camden and Amboy road closely followed one

of the travel paths across New Jersey that had been in

use for more than a century and a half. Its first history

was that of a trail through the forest over which men
made the journey between New Amsterdam and Phila-

delphia, either afoot or on horseback, in four or five days.

Then came the introduction of the "Flying Machines" and

those improved sailing vessels designed to carry travellers

from Amboy across New York Bay to New York City.

Following the Flying Machine wagons came the regular
lines of real stage-coaches, which gradually decreased the

time necessary in passing between the two cities, and

finally a railed-track and mechanical contrivance in its

turn supplanted the stage-coaches.

When the Camden and Amboy company was or-

ganized it chose for its president a man named Robert
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L. Stevens, son of the John Stevens whose still earlier

prominence in the building of steamboats and the ad-

vocacy of railroads has already been observed. Robert

Stevens was sent to England soon after the company came

into existence, and while there he ordered a locomotive

for the New Jersey road. This was the John Bull, It

reached Bordentown late in the year 1831, and its various

parts were there assembled into working order after

Baldwin had studied them by a young American ma-

chinist named Isaac Dripps, who had been chosen by
Stevens to take charge of the mechanical details con-

nected with the operation of the road. Young Dripps had

never before seen a steam locomotive either in dismantled

form or ready for use, but he nevertheless succeeded in

putting the John Bull together and running it- No ten-

der had been bought for the engine, and to rectify this

oversight Dripps built a small flat car and attached to its

platform an empty whisky cask bought from a grocery
store. Then he found it necessary to connect his extem-

porized water tank with the engine, and to accomplish
this purpose he hired a Bordentown shoemaker to make
a hose out of leather. When the tender was further

equipped with a box full of wood the engine was ready
for service. The first passenger cars on the Camden and

Amboy road were of the type resembling three stage-

coach bodies united into one vehicle, with entrance at

the sides.

When the road had been finished between Amboy
on New York Bay and Bordentown on the Delaware

River, the traveller between New York and Philadelphia
could make his trip in this manner:

By steamboat from New York City to Amboy, a dis-

tance of twenty-three miles;
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NEW-YORK & ALBANY

RAIL-ROAD.
New- York, March 24, 1842.

Sir.,

" Your attention to the subject of the following proceedings, is earnestly solicited,

from the interest which it is presnmed that you, in common with us, must fee! ia restd-

ring and maintaining the prosperity of our City.

We beliere that the immediate construction of a RAIL ROAD, between New-Yerk
,

and Albany, is absolutely necessary, to* the Commercial and Landed interests of New-

York, and that such a ROAD can be constructed, as will not only secure to us the

Benefits of our heretofore uarivalled position, but will also produce a large income up<ja
>

, its cost to the Stockholders.

The enterprising citizfens of Boston, have deemed it tkeir interest, to expend up-

wards of nine millions of dollars, to effect a direct intercourse, over an almost imprac- .

ticable country, between Boston and Albany, and thus jompete with us, for the trade

of the, North and West Less than one third of tin's sum, will construct a better ROAD

between New-York and Albany t and only one million of dollars, towards this amount is

,

required from this City. Can it be that New-York, with four limes the population will

not make the effort, to preserve the trade which our enterprising neighbors are seeking

^to divert, *and which if once diverted into new channels may never return to us.

292. The Hudson River Railroad had been commenced in 1847 as a result of

the agitation begun by this address, which was signed by thirteen prom-
inent men of the city. It was finished and equipped in 1851, at a cost of

$9,305,551, thereby connecting New York with the chain of little railways

extending westward from Albany to Buffalo. All of these, whose capital
stock amounted to $22,858,600, and the Hudson River line, were finally com-
bined under one corporate ownership, and unbroken railroad trips from
New York to Lake Krie became possible.
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By railroad cars from Amboy to Bordentown, a dis-

tance of thirty-six miles;

By steamboat from Bordentown to Philadelphia, a

distance of twenty-eight miles.

The road was soon afterward completed at its western

end to Camden opposite Philadelphia and its east-

ern end was carried up to Jersey City, opposite New York,

finally providing an all-rail method of conveyance across

the entire width of New Jersey, after that path of travel

had been consistently used by men in various ways for

about one hundred and sixty years.

The following description outlines the conditions at-

tending the use of this travel route after steam power had

come into use over its whole extent:
1

"The steam-boats depart from the piers in the Hudson River near

the Battery, at six o'clock in the morning in summer, and at seven in the

fall and in the cold season. . . .

"A busy scene ensues immediately after leaving the dock in New-
York, from the crowding of passengers to the office window to pay the

fare, $3.00, and to arrange for the seats in the rail cars; on this the com-
fort and pleasure much depend of a party of ladies or gentlemen, and

this should, if possible, be attended to immediately, before or after start-

ing, or even the day previous ... as the hurry and press is at times

on this occasion disagreeable. . . .

"On arriving at South Amboy, the cars and locos will be found in

readiness on the wharf; the ascent soon enters a line of deep cutting

through the sand-hills, and continues in a barren and uninteresting re-

gion to Hubertsville, Hightstown, Spotswood, and Centreville, 36 miles

to Bordentown, on the Delaware River. . . .

"The cars make a pause at the depot on the banks of the Delaware,
and a change of conveyance takes place usually to the steam-boat, down
the river to Philadelphia, although the rail-road is continued on the east

side of the river, 28 miles, to Camden. The change in the mode of get-

ting on from Bordentown, for the remaining distance by water of 30

miles, will be grateful, and will, like the part just traveled on the rails,

occupy about two hours and a half very agreeably. . . .

"The entire and direct rail-road route that is now completed between
New-York and Philadelphia . . . pursues very nearly the old-established

1 From the "North American Tourist." New York, 1839, pp. 352-357.
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revolutionary stage route, avoiding all water or steam-boat transfer from

the land, and vice versa, but, in four or five hours quietly taking up
the traveler in one of the principal cities referred to, at either end of the

rail-road, and setting him down and transplanting him in all possible

ease and luxury at the opposite extremity, a distance of 94 miles. . . .

The first or six o'clock line of passengers from New-York will arrive

at Philadelphia at three o'clock P. M. by the steam-boat.

"The second route from New-York to Philadelphia, leading by rail-

road through Newark, Elizabethtown, and New Brunswick, . . .

passes very nearly along the line of the old post-road, more in the interior

of the State than the first route, and reaching Philadelphia at an early
hour in the afternoon, fare $4.00."

The builders of the Camden and Amboy road were

not content with the monopoly of railway travel between

New York and Philadelphia obtained by them from New
Jersey and already described. The road sought to further

fortify its position by gaining control of a competing canal

and some turnpike roads extending east and west in its

vicinity. The canal,
1

in connection with the Delaware

and Raritan Rivers and Staten Island Sound, formed a

complete inland water communication between Philadel-

phia and New York. It was begun in 1831 by a joint

stock company which in the same year was united with

the Camden and Amboy Railroad company, and under

this general management the waterway was continued and

finally completed in 1838.

The connection between the railroad company and

the Delaware and Raritan Canal, and between it and

certain of the turnpikes in the neighborhood of the rail-

way, was thus described in 1838 :

2

"The Company have also been allowed to take the stock authorized

to be raised for cutting a canal from the Delaware to the Raritan river,

and have purchased out all the turnpike companies from the one to the

other, and thus secured to themselves the monopoly of the transit busi-

ness of every kind during the continuance of their charter (50 years).
"It is proper, however, to add that the State has reserved one thou-

1 Called the Delaware and Raritan Canal.
2 [n "The Traveller's Guide." Saratoga, 1838.
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sand shares of the stock, amounting to $10,000 [$100,000], and has

received from the Company a guaranty for the payment of $30,000

annually."

Another reference to this first of all American in-

stances exhibiting the greed, political methods and mis-

management of privately owned railways reads:
1

"By the terms of the charter which prohibits the construction of any
other road within five miles of the one now in use, this company enjoys
a complete monopoly in the conveyance of passengers and merchandise

between Philadelphia and New York. The number of the former is

immense, averaging during the travelling season about one thousand

daily."

The three earliest railways of consequence in New
England were all Massachusetts projects. They were the

Boston and Lowell, the Boston and Providence and the

Boston and Worcester roads. Massachusetts and the rest

of New England had been a little slower than some other

parts of the country in accepting the value of the new

transportation system as a proved fact, and were likewise

equally deliberate in the building of such enterprises

after they had been determined upon. Although all the

railroads heretofore mentioned together with several

others had been created either in whole or in part, and

were in operation either by steam or horse power, it was

not until late in March of the year 1834 that a steam loco-

motive appeared in that part of the country where the

travel impulse of the people had been born and whence

it had spread until a third of the continent's width had

finally been overrun and settled.

But when Massachusetts did decide to go ahead she

undertook three important works at practically the same

time, and advanced with their building at such a uni-

form gait that all three were finished in three years and
1 Tanner's "Description," p. 90.
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were opened for business throughout their entire extent

within a period embraced by twenty-two days. The first

of the Massachusetts roads to be chartered was the Boston

and Lowell company, which was legally born on June 8,

1830. Both the other roads obtained legislative authori-

T R A V E L L I X IN THE UNITED STATES.

293. Meanwhile the New York and New Haven Railroad had entered New
York City and was using the tracks of the Harlem Railway. Permission
for the physical junction had been given by New York State in 1846,
and the necessary track laying was finished in 1848. Passenger cars of

the New Haven line were pulled through the city streets by horses, and
assembled into a train on Fourth Avenue, near the southern end of the
tunnel shown in illustrations 248 and 295.

zation during the following year; the Boston and Provi-

dence being chartered on June 22, 1831, and the Boston

and Worcester on the following day. As has before been

said, the opinion of England that stearn .power would

prove unreliable on railed tracks was reflected in New
England for about a year after a contrary belief had

been accepted in South Carolina and perhaps in one or
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two other American states. The laws that created the

Boston and Lowell and the Boston and Providence lines

contained nothing indicative of the contemplated use of

steam power upon them, and only in the charter granted
to the Boston and Worcester road, on June 23, 1831,

was the use of steam locomotives authorized. The act

by which the Boston and Worcester company was brought
into existence also contained a provision somewhat mo-

nopolistic in character in so far as that particular enter-

prise was concerned, for it provided that no other railway

extending in the same direction should be built within

five miles of the route allotted to it.

Construction work on the Boston and Lowell road was

commenced November 28, 1831, and the building of the

other two Massachusetts lines began in the latter part of

1832.
1 The lengths of these three railways as originally

constructed were as follows:

The main line of the Boston and Lowell road 26.7 miles

The main line of the Boston and Providence road .... 43.50 miles

The main line of the Boston and Worcester road 44.63 miles

All of them were exceedingly well made for that day
and generation. Two of them, indeed, were altogether

too well built, for the Boston and Lowell and Boston and

Worcester enterprises used a great deal of stone as founda-

tions for the rails, and the resultant structures were dis-

covered to be entirely too rigid and inelastic for obtaining

the best results in operation. The Boston and Provi-

dence company was fortunate enough to use wooden ties

from the first, thereby escaping the necessity of much
1 The first section of the Boston and Providence Road to be completed was that

between Boston and Canton, fourteen miles, in 1834. The whole road was opened for

public use on June 27, 1835.
The first division of the Boston and Worcester Road to be finished was that between

Boston and Newton, nine miles, on April 16, 1832. The road was completed to Needham,
13J4 miles, on July 3; to Hopkinton (Ashland), 24 miles, on September 20; and to West-
boro, 32 miles, on November 15, 1834. The public opening of the whole line to Worcester
took place July 3, 1835.
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roadbed reconstruction. This good fortune on its part

was due to the shrewdness of an engineer who had been

sent to England to study the newly built Manchester and

Liverpool road. He detected the track rigidity produced

by the use of stone in the foreign undertaking and avoided

a repetition of the same blunder when he came back home

to take charge of the work under his direction. The

method of roadbed making employed by the Boston

and Providence company furnished another instance

wherein America declined to blindly follow English

precedent and profited by the employment of its own ideas.

In discussing the building of this and other early Ameri-

can railways a native student of the subject
1 afterward

said:

"They were all well-built roads, especially that to Lowell, in the

construction of which the Manchester & Liverpool precedents had been

so closely followed that the serious error was committed of laying the

rails on stone blocks instead of wooden ties. It is, indeed, matter of

curious observation that almost uniformly those early railroad builders

made grave blunders whenever they tried to do their work peculiarly
well ; they also invariably had afterwards to undo it."

All three of the early Massachusetts railways at first

used horse-drawn cars on such sections of the roads as

were opened for travel over short distances, but on March

24, 1834, the Boston Advertiser contained the following
news announcement relating to the road in progress to-

ward Worcester:

"The rails are laid from Boston to Newton, a distance of nine or ten

miles, to which place it is proposed to run the passenger cars as soon as

two locomotives shall be in readiness, so as to insure regularity. One
locomotive, called the 'Meteor,' has been partially tried and will prob-

ably be in readiness in a few days; the second, called the 'Rocket,' is

waiting the arrival of the builder for subjecting it to a trial, and the

third, it is hoped, will be ready by the first of May."
1 Charles Francis Adams, Jr., in his "Railroads: Their Origin and Problems," pp. 74-75.
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294. In winter time the process of making up a New England bound train in

New York City was often attended with much difficulty. A scene in

Centre Street, while a dozen or more horses were trying to haul a pas-

senger car past the city prison called "The Tombs." Same period as

the foregoing.

The first trip performed by steam between Boston

and Newton was probably made on April 7th, on which

occasion the directors of the company and more than fifty

passengers enjoyed the journey. The same newspaper de-

scribed the event in the following words:

"The part}' stopped several times for various purposes on the way
out. They returned in thirty-nine minutes, including a stop of about

six minutes for the purpose of attaching five cars loaded with earth.

The engine travelled with ease at the rate of twenty miles an hour."

So elated were the officials over this successful test

of their rolling stock that a still larger party was in-

vited to repeat it on the following day. About one hun-

dred and thirty passengers then crowded the cars, and

they appear to have been overloaded, for the iron bars

by which the cars were held together continually kept
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breaking, and the return was not finished until night.

After this mishap several weeks were spent in improving
the equipment, and on May 15th a very successful ex-

cursion took place in which six cars, containing about

twenty passengers each, were pulled from Boston to New-
ton and back without accident. The return trip consumed

less than half an hour. Two trains for the accommoda-

tion of the public were put into operation on the following

day, and regular railroad passenger service in New Eng-

land, therefore, began on May 16th. The advertisements

published in the daily newspapers by the Boston and

Worcester road at that time made the following announce-

ments:

"The passenger cars will continue to run daily from the depot near

Washington St., to Newton, at 6 o'clock and 10 o'clock A. M ,, and at

3j/2 o'clock P. M., and

"Returning, leave Newton at 7, and a quarter past 1 1 A. M., and a

quarter before 5 P. M.

"Tickets for the passage either way may be had at the Ticket Office,

No. 617 Washington St., price thirty-seven and a half cents each; and
for the return passage, of the Master of the Cars,

1 Newton."

Seven passenger cars, thronged by two hundred people
and drawn by the locomotive Yankee were moved from

Boston to Hopkinton on September 20, and on November
15 the opening of the road to Westborough was similarly

celebrated. On that occasion it was arranged for trains

to start from each end of the road as far as completed, and

they were to meet and pass each other at the town of

Needham, but a strong wind was blowing from the east

that day and so one of the trains drawn by the Meteor
- found it hard work to fight the gale and was much

delayed. The other train adhered to its schedule

and had no trouble in reaching Needham on time. There
1 It thus appears that the functionary now known as the conductor was at first some-

times called the "Master of the Cars."
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295. Eventually all the cars, containing passengers picked up along the way,
reached the designated place of assembly. Then the horses were unhitched,
the cars were coupled, the locomotive was attached, and the completed train

started on its northward journey. In the course of time a large passenger
station called the Grand Central Depot was built on 42nd Street, at the

farther end of the tunnel here shown, and the Hudson River and New Haven
trains thereafter departed from it. These two railways were for many
years the only ones which had access to Manhattan Island. All other roads
were halted by the surrounding waters, and conveyed their passengers to

the city on ferry boats.

it waited for a while according to the plan agreed on,

but at last grew impatient and continued along the single

track. After running four miles farther it saw the Meteor

coming from the opposite direction and was compelled
to stop and go back to Needham again. As a consequence
of these unforeseen complications the train from Boston

to Westborough required three hours to finish its journey.

The first train to go over the whole road from Boston

to Worcester consisted of a locomotive and one passenger

car, and the trip was made on July 3rd, 1835. That

date was chosen in order that the public opening of the
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road might occur on the national festival next day, and

on the Fourth of July each of the four locomotives be-

longing to the company made two round trips between

the two cities, pulling eleven passenger cars behind them.

More than fifteen hundred travellers availed themselves

of the service offered during the first day of the road's

operation for its entire length. The civic festivities in-

variably accompanying the dedication of such a work

took place two days afterward, when a train of twelve

cars drawn by two engines was run from Boston to

Worcester carrying a distinguished company of more than

three hundred people. The following contemporary com-

ment on the completion of the enterprise was printed by
a newspaper already quoted:

1

"The road was opened on the 4th of this month. It has a single

iron track, laid upon cross sticks of chestnut, oak, etc., laid upon rubble,

but is graded in most places for two. . . . The road is 44 miles in

length, and the usual passage is performed in 2 l

/2 or 3 hours, including

stoppages. The cars having to stop at several towns, tends to prolong
the time of the passage, though a few years since, 14 miles an hour

would have been considered rapid travelling. The cars now pass each

way three times a day, and their rate of travelling is so well calculated

as to cause but very little delay at the meeting place in Framingham.
. . . The price charged for passengers from Boston to Worcester on

the Rail Road is $1.50 formerly by the stages $2.

"So great are the advantages gained, that already one of the princi-

pal dealers here [Worcester] has offered to lay a side track from the

road to his own storehouse and unload his goods himself, for his per-

mission. In fact, so great and so numerous are the advantages of rail

roads, that it only requires one to witness their beneficial effects wherever

they are constructed, to become convinced of their utility. ... A per-
son in business here informed me that he left Worcester one day in the

12 o'clock car arrived in Boston had \
l/ hour to transact his busi-

ness that he returned by the 4 o'clock car, and arrived here at 7 o'clock

in the evening thus travelling 88 miles in 8^4 hours; whereas it for-

merly required one day to go to Boston, a second day was consumed

there, and a third employed in returning. . . .

"Some of the passenger cars on this road are very elegant, and will

hold from twenty to thirty persons. . . . The motion of the cars upon
JThe "Maine Farmer," July 18.
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the road is so easy that I saw a little child walking from seat to seat, as

if in a parlor."

The first cars that traversed the Boston and Provi-

dence road from one end to the other moved over the

line on June 2nd, 1835. It had been intended to make
the trip by steam power, but the locomotive owned by
the road could not be induced to run successfully and

the two cars accordingly set forth behind horses. On
the same day that witnessed the inauguration of railway

travel between Boston and Providence there took place

another important event in the annals of American travel.

J
296. A New York ferry boat of the days when a majority of the people who

entered the city were carried by such craft across the Hudson and East

Rivers. The print suggests rashness on the part of numerous passengers, and
small regard for their safety.

1004



A HISTORY OF TRAVEL IN AMERICA

One of the purposes inspiring the building of the Boston

and Providence road was a desire to lessen the time con-

sumed in journeying from Boston to New York, and an

arrangement had been made between that company and

an enterprising steamboat proprietor named Cornelius

Vanderbilt under the terms of which Vanderbilt was to

run boats from Providence to New York in close con-

nection with the service afforded by the new steam rail-

road. The steamboat man had fulfilled his share of the

compact by the building of a new and splendid vessel

called the Lexington,
1 and her first trip between Provi-

dence and New York was likewise made on June 2nd

of 1835. Those Boston travellers who desired to catch the

Lexington at Providence left Boston at two o'clock in

the morning by stage-coach, embarked on the boat at

Providence and arrived in New York at six o'clock, P.M.

after a water trip of about twelve hours, having left

Boston less than sixteen hours before. This was the swift-

est passage ever made between the two cities up to that

time.

As soon as the locomotive of the Boston and Provi-

dence line was put in good running order a schedule of

traffic was adopted, and the hitherto extraordinary feat

performed on June 2nd was in its turn eclipsed through
the instrumentality of steam movement on land between

the Massachusetts and Rhode Island cities. This method

of journeying from New England to New York at once

superseded the old manner of stage-coach conveyance
and continued in use until Boston and New York were

finally united by an all-rail route in December of 1848.

1 The later destruction of this steamboat by fire on Long Island Sound, on January 12,

1840, was one of the most memorable American disasters of the sort up to that time.

About 120 persons, perished. In accordance with the custom of the period a lurid

"Accident Broadside" of the calamity was at once prepared and issued for public sale.

A copy of the "Lexington Broadside" is reproduced elsewhere.
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That use of the new railroad was unpopular with

some people, however, the following passage contained in

the diary of a traveller
1 from Boston to Providence will

show:

"July 22, 1835 . . . Five or six other cars were attached to the

locomotive, and uglier boxes I do not wish to travel in. They were
made to stow away some thirty human beings, who sit cheek by jowl
as best they can. Two poor fellows, who were not much in the habit

of making their toilet, squeezed me into a corner, while the hot sun drew
from their garments a villainous compound of smells made up of salt

fish, tar and molasses. By and by, just twelve only twelve bouncing

factory girls were introduced, who were going on a party of pleasure to

Newport. 'Make room for the ladies!' bawled out the superintendent.

'Come, gentlemen, jump up on the top; plenty of room there.' 'I'm

afraid of the bridge knocking my brains out,' said a passenger. Some
made one excuse and some another. For my part, I flatly told him . . .

I had lost my gallantry, and did not intend to move. The whole twelve

were, however, introduced, and soon made themselves at home, sucking
lemons and eating green apples. . . . The rich and the poor, the edu-

cated and the ignorant, the polite and the vulgar, all herd together in

this modern improvement in travelling. The consequence is a complete

amalgamation. Master and servant sleep heads and points on the cabin

floor of the steamer, feed at the same table, sit in each other's laps, as it

were, in the cars; and all this for the sake of doing very uncomfortably
in two days what would be done delightfully in eight or ten. . . .

Talk of ladies on a steamboat or in a railroad car! There are none. I

never feel like a gentleman there, and I cannot perceive a semblance

of gentility in any one who makes part of the travelling mob. When I

see women whom, in their drawing-rooms or elsewhere, I have been ac-

customed to respect and treat with every suitable deference, when I

see them, I say, elbowing their way through a crowd of dirty emigrants
or low-bred homespun fellows in petticoats or breeches in our country,
in order to reach a table spread for a hundred or more, I lose sight of

their pretensions to gentility and view them as belonging to the plebeian
herd. To restore herself to her caste, let a lady move in select com-

pany at five miles an hour, and take her meals in comfort at a good inn,

where she may dine decently. . . . The old-fashioned way of five or

six miles with liberty to ... be master of one's movements, ... is

the mode to which I cling, and which will be adopted again by the gen-
erations of after times."

The opening of the first three Massachusetts roads

completes in some of its features the picture of incidents
1 "Recollections of Samuel Breck," pp. 275-277.
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and experiences connected with travel by railway during
the earliest years of that means of locomotion in America.

It was inevitable that the employment of railroads in this

country should first occur chiefly in those older and more

thickly settled commonwealths that had also witnessed,

in former days, the introduction of almost all methods of

conveyance hitherto employed by the people in their

movements. The first canoes, sailing-boats, dog-sleds and

burden beasts had been employed along the Atlantic coast

region two centuries before. Those vehicles had given

way to the keel-boats, barges, pack-trains, arks, Conestoga

wagons and Flying Machines, and by them the various

scattered communities and their inhabitants had gradually
been knit more closely together. Then came the periodic

stage-coaches and the steamboats, and with their advent

the people for a time believed the millennium of travel

facilities had been attained. Up to that time only the

covered flatboat of the interior rivers furnished a type

of vehicle not beheld in active use in the East. Next came

the canal and its packet-boats, destined to hold their sway
but for a few years and in limited areas. Finally the

steam railway had appeared, and with it a conviction in

the public mind that the railed track and vehicles fitted

for operation on it were destined to supplant all other

methods of locomotion and transportation for a long time

to come. Each previous vehicle-era had arisen in the

East, reached its maturity there and gradually declined,

only to be revived again in a region still farther to the

westward during the years of its decay in the East, The
railroad had come at last, and like its predecessors was

fast fixing its grip on the older communities, whence it

was in due course to follow the westward progress of all

the devices it had dethroned.
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CHAPTER XLV

AN UNEXPECTED DEMAND FOR TRAVEL FACILITIES ITS

EFFECT FROM FENCE-RAIL TO AUTOMATIC COUPLER
- EVOLUTION OF THE AMERICAN PASSENGER COACH
-DESCRIPTIONS OF EARLY COACHES CARS WITH
UPPER DECKS, CUPOLAS, FLAGS AND BAR-ROOMS A

STANDARD PASSENGER VEHICLE FINALLY EVOLVED -

CAPTAIN VERSUS ENGINEER CAPTAIN AYRES IN-

VENTS THE BELL-ROPE AND HAS A FIGHT CONSE-

QUENCES OF THE COMBAT EARLY SIGNAL SYSTEMS
- STOPPING AN ENGINE THE SIGNAL POLE THE

ORIGIN OF SOME RAILWAY EQUIPMENT AND PRAC-

TISES

THE
records say that when the first train on the Mo-

hawk and Hudson Railroad was ready to begin its

first public trip to Schenectady, carrying several car loads

of passengers, the captain felt impelled to announce the

impending departure by blowing a loud blast on a tin horn.

From time immemorial that had been the proper way to

start a passenger-carrying barge, a flatboat, a stage-coach
or a packet canal boat. The mere fact that a new method

of human transportation had come into use did not appear
to constitute any valid reason for an alteration in those

ceremonies that had always attended the commencement
of a journey in a public vehicle.

The occasion in question, as the story of that peculiar

day well indicates, formed one of the evolutionary links in
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a long and interesting chain of railway development.
When railroads first began to appear in America their

actual builders had no comprehension of the extent to

which the new device would be used for the purpose of

public travel. In that respect the history of the early days
of railroads resembled the similar annals of the canal

period, although the use of railroads for human move-

ment in proportion to the degree of its anticipation was

destined vastly to exceed the similar utilization of the

canal boat. Before the iron highways came into existence

the usual stream of human traffic between the cities of

Baltimore and Washington was composed of less than fifty

people a day, but no sooner was a railway completed be-

tween the two towns named than it found itself obliged to

provide accommodations for two hundred and fifty people
each day. A similar experience befell every new road as

soon as it was ready for use.

Before the opening of the rail route between Charles-

ton and Hamburg, in South Carolina, the demands of

passenger traffic between those towns had been amply
met by a two-seated stage-coach which departed three

times a week each way. After the two places had been

connected by a railroad, and during the six months ending
December 16, 1835, no less than 15,959 passengers made
the identical trip by rail, and the aggregate cost of their

tickets amounted to $53,819.66.
1 This was an average of

more than two thousand five hundred passengers a month,
in comparison to a movement of perhaps fifty people
each month before the railroad was built. The number
of passengers carried by the Baltimore and Ohio Rail-

road during the year 1835 was no less than 97,786
2

;
al-

1 H. L. Barnam's "Reply to the President of the Ohio and Indianapolis Railroad
Company." Jeffersonville. Ind.. 1837.

2 Ibid.
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though its tracks were then only sixty or seventy miles

long and had no western terminus of population im-

portance. During the one month of August, in 1836, the

receipts derived from passenger travel by the newly

opened and short steam line between the towns of Schenec-

297. The shape of New York City, combined with its size, had already made
the daily movements of its population an important problem which pressed
for solution. Tens of thousands hurried southward at the same hour in the

morning, and all rushed northward together again in the evening. The
stages and omnibuses could not carry the throngs, and as early as 1840

there began a discussion regarding the feasibility of building an elevated

railway through the streets. This is a pictorial suggestion of such a plan,

published about 1842.

tady and Utica, in New York State, amounted to

$43,676.9 1.
1

Every new eastern railroad as it was completed
furnished similar evidence of the existence of a desire for

travel to which its creation gave an outlet. This was

afterwards as true of the first railways of the interior as

1 Ibid.
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it had been of the East. A like experience of the early

Indiana roads was thus described in 1852:

"The large and greatly increasing amount of travel upon the Indian-

apolis and Madison road is well understood by the public. In 1850
the number of passengers over that road was 64,986. In 1851 the num-
ber was 71,432. . . . The few weeks' experience on the Terre Haute
road affords abundant evidence of what is to be the result when all the

lines projected from Indianapolis are completed. Heretofore a nine-

passenger stage coach each way, daily, was sufficient to accommodate all

the travel between Terre Haute and Indianapolis; now the Rail Road
is carrying 100 passengers each way, per day."

1

This sure proof of the people's craving for a means

of swifter travel was thus suddenly indicated with al-

most the violence of an explosion, and its influence upon
railroads and their equipment was immediately visible.

The crude tracks, engines and cars at first employed were

obviously inadequate, and American ingenuity was taxed

to meet the emergency.
None of the innumerable devices and conveniences

used to-day in connection with railroad travel, or that now
form component and indispensable parts of the cars and

trains with which we are familiar, sprang full fledged and

perfect into existence. Nearly all of them, on the con-

trary, had their origin in expedients devised by fertile

brains as a result of the necessities disclosed by ac-

cidents or other unforeseen occurrences. The trip of the

first train between Albany and Schenectady, for instance,

demonstrated two things conclusively. It proved that

railroad cars could not safely be connected by any method

which enabled one of them to move independently of the

others, even for a distance measured by inches. The

bumpings and car collisions which took place that day due

to the use of chains two or three feet long between the

1 George H. Dunn's "Exhibit of the Lawrenceburg and Upper Mississippi Railroad
Company," n. d. (1837).
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various vehicles, showed that a train of cars must be con-

sidered as one mechanism, and that when movement was

imparted to it or taken from it, the motion should be

applied or diminished in a practically instantaneous man-
ner along the entire length of the train. This particular
forward step in the practical business of railway con-

struction was discovered by the travelling public before

it was realized by the railway authorities themselves, and

the method that was taken by passengers in remedying the

defect has been described. From that date as rapidly

as suitable processes could be devised railroad cars were

attached to one another by means that made the entire

train a moving unit. The result was at first accomplished

through connecting the cars by iron bars. But the iron

bars sometimes broke, as happened on the Boston and

Worcester road when the train was overloaded with

people, and they were gradually made of still greater

strength and so continued in use until the single-link

coupler and coupling pin were invented. That plan in

turn prevailed until an automatic locking device was de-

signed for coupling purposes.

The few cars that had been provided by the first rail-

roads for such slight passenger traffic as was expected

proved entirely unequal to the demands made upon them.

The earliest coaches were small in size and sometimes con-

sisted of stage-coach bodies transferred to appropriate
wheels. Others were specially built affairs resembling

stage-coaches but somewhat larger in size, and still others

were rough vehicles made of heavy timbers and lumber,

possessing wagon beds which bore some faint resemblance

to the lower structure of the Conestoga wagon. The flat

roofs of the last variety described were supported by
vertical timbers rising from the sides of the wagon beds.
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BROADWAY RELIEVED OF ITS TRAVEL.

298. A cartoonist's idea of an elevated railroad in Broadway, printed about
the same time as the foregoing.

The first passenger car on the Baltimore and Ohio
Railroad was a three-seated stage-coach body mounted on

special wheels, with leather thorough-braces for springs.
1

This vehicle was used for a short time early in 1830, but

was discarded in favor of a vastly improved car described

in one of the local newspapers
2
in these words:

"The body of the carriage will contain twelve persons, and the out-

side seats and both ends will receive six including the driver. On the

top of the carriage is placed a double sofa running lengthwise, which will

accommodate twelve more. A wire netting rises from two sides of the

carriage to a height which renders the top seats perfectly secure. The
whole is surmounted by an iron framework and an awning to protect
from sun or rain. The carriage, which is named the 'Ohio/ is very

handsomely finished."

Such a car, pulled by two horses., is shown .on another

page. The early woodcut from which the illustration is

made was drawn and engraved by the Philadelphia artist,

Alexander Robb. It displays a coach containing about

twelve persons on the inside, with a double sofa extend-

ing along the roof, as well as the wire net, iron framework
1 This does not take into consideration a car "not unlike a country market-wagon,

without a top," which was used for experimental purposes when only one mile of track
had been laid down.- See Latrobe's "Personal Recollections," pp. 12-20.

2 Baltimore "American," August 5, 1830.
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and awning mentioned in the newspaper account here

quoted. Several other early American woodcuts, litho-

graphs and copperplate engravings, of dates from about

1830 to 1835, and which are reproduced elsewhere, show
a very similar type of early passenger car. It is quite

possible that the coach thus used on the Baltimore and

Ohio Railroad in 1830 was adopted or copied on some

of the other lines opened for traffic between the years
named.

It is apparent from official records of the Baltimore

and Ohio road that neither the car here described nor

those that followed it during the succeeding year were

equipped with springs, since the report of the chief

engineer of the road
1
for the year ending with September

30, 1831, contained this comment:

"It has been found absolutely necessary to tbe comfort of the pas-

sengers that carriages used for their conveyance should be mounted on

springs or on some equivalent elastic fixtures. The jars and concus-

sions that destroy the comfort of the passengers become increased with

a load of stone, minerals or agriculture or with any other loading having
a less elasticity than persons, and although the articles of traffic may not

be damaged, yet the effects upon the carriage and road will be injurious.

The chief disadvantage to be apprehended from springs is their

cost. ..."

Two or three years after the first section of the Balti-

more and Ohio Railroad was opened for traffic there ap-

peared on it a passenger car resting on eight wheels. This

was a large, rectangular, box-like structure with the up-

per-deck arrangement previously described, and with a

ladder at one of the rear corners for the use of passengers

in reaching the seats on the roof. It is probable that the

vehicle was the first eight-wheeled passenger car built in

the country,
2
and in later years the question of its priority

1 Jonathan Knight.
2 It was designed and constructed by the civil engineer, Ross Winans.
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299. New York City's first elevated railway, as it appeared when built,

many years afterward.

in the feature named formed the basis of an important

legal dispute which was eventually decided against the

originator of the Baltimore and Ohio conveyance.
Evidence was produced at the trial indicating that four-

wheel trucks had sometimes been put under the little flat

cars devoted to the hauling of granite on the private

Quincy railroad, in Massachusetts, during the years 1826-

27. So the idea of employing eight wheels instead of four

as a support for the body of a railroad car had been in use

before it was applied on the Baltimore and Ohio, although
not for passenger traffic.

An early vehicle placed on the New York and Harlem

Railroad, in 1832, was thus described by its builder:
1

"The car consisted of three separate compartments, each compart-
ment holding ten persons, and being entered by separate doors, on the

1 John Stephenson. From the construction of this car there afterward grew a private
car building enterprise that was identified with American railroad history for many years.
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side, from a guard-rail. Scats were provided on top of the car for thirty

more persons. The car was very much like the English railway coach,

though it was considerably lower. It was hauled by a team of horses,

the conductor remaining outside on the rail, rain or shine. The com-

pany for wrhich it was built was called the New York and Harlem
Road, running from Prince Street, on the Bowery, along the line of the

Bowery to Fourteenth Street, thence along the line of the present Fourth
Avenue to Yorkville and Harlem." 1

The primitive horse-drawn passenger cars employed
on the Camden and Amboy Railroad were of the general

type designed for the New York and Harlem enterprise,

as were also the conveyances on several other of the rail-

ways opened for traffic between 1831 and 1835.

The original passenger cars on the Philadelphia,

Germantown and Norristown Railroad are illustrated in

a contemporaneous picture elsewhere reproduced. They
were of the familiar stage-coach appearance although
not actually stage-coach bodies placed on trucks for rail-

way use and were pulled by horses, since the road did not

possess a steam locomotive at the time they were first

employed. The unknown artist who engraved the litho-

graph copied herein anticipated the future when he

introduced an engine into his picture, and he also depicted
an English railway locomotive very similar in appearance
to Stephenson's Rocket. This was the road for which

Baldwin built Old Ironsides, and two contemporary

pictures of Baldwin's machine also show that passenger
cars of the stage-coach pattern were still used by the

Philadelphia, Germantown and Norristown line after

steam power was introduced on it. The close resemblance

between the Baltimore and Ohio passenger car described

by the Baltimore American of August 5, 1830, and those
1 A car resembling the description here given is shown on the small metallic ticket

or medal of the New York and Harlem Railroad Company illustrated in these pages, and
also in a woodcut drawn and engraved by the artist, Alexander Robb.

Stephenson's coach for the Harlem road was no doubt contemporary with the one
(Scribed in the "Railroad Journal" of November 17, 1832, and mentioned in Chanter
XLIV.
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of similar type shown behind Old Ironsides two or three

years afterward, suggests that perhaps the Pennsylvania

road bought some of its cars from the same man who made

the Baltimore and Ohio vehicle, or else copied it. There

were only two or three builders of railroad cars in America

j i I
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300. Omnibuses and street-cars. The American omnibus was a modification of

the previous stage-coach, and first vehicle used in connection with the

periodic transportation of city populations. Adopted bv many large towns

during the period between 1835 and 1855. New York City's previous stages
were doubtless the first omnibuses. The street-car, which appeared in the

sixth decade, was a modified omnibus adapted to the- railed track principle.

during the years in question, and the one used on the Balti-

more and Ohio, and here mentioned, was constructed at

the shops of Richard Imlay, in Philadelphia. It is likely

that Imlay also built the first passenger cars used on the

Philadelphia, Germantown and Norristown line, since

his establishment was so near at hand.

As soon as it became apparent that the people wanted

travel accommodations in excess of those first provided,
the railroad companies set about the task of meeting the
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demands made upon them. They began to build bigger

cars, though often they adhered to the original stage-

coach idea therefor. This result was obtained by re-

taining the old lines of horse-vehicle construction and

making the larger and longer vehicle appear as though
it were composed of two or three stage-coach bodies joined

together.
1 The seats for the passengers were sometimes

situated as before, and extended across the vehicle from

side to side. The trunks, hand-bags and other luggage of

the travellers were still carried on the roof, which in most

cases was surrounded by a wire netting or stout wooden

lattice work erected to prevent such articles from being

jolted overboard. Another feature of the stage-coach

which was adopted by makers of the early cars was its

gaudy decoration. The railroad vehicles were similarly

painted in bright colors, and were endowed with in-

dividual names emblazoned on their doors or panels. All

cars belonging to the same company were painted in a

uniform color scheme, to distinguish them from the

property of rival owners operating on the same road. A
few were further embellished by the use of national flags

which flapped over their upper decks, or by the erection

of small wooden cupolas. Two of these practises the

naming of cars and the uniformity of painting and decora-

tion have survived until the present day, but the use of

flags and cupolas never became general and soon died out.

The stage-coach sort of conveyance was supplanted on

the Philadelphia, Germantown and Norristown road by
a longer vehicle on eight wheels, with end doors, a central

aisle, and benches extending along the sides. At each end

of this new type of coach was a very small room about five

1 The cars for the New York and Harlem, and for the Camden and Amboy, were
examples of this type.
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feet long. One compartment was for the use of such

feminine passengers as might wish to make changes in

their apparel under conditions of proper privacy, and the

other was equipped as a bar-room for thirsty men travel-

lers. The railroad built two cars of this description, one

of which was named the Victoria in honor of the new

sovereign of the British Empire, while the other was

called the President, They were probably put into

service in 1837. Doubtless they were also the first rail-

way cars in the world that embodied any features except

seats which were designed with the comfort and con-

venience of travellers in mind.

For about a decade the construction of passenger cars

varied according to the notions of those who owned them.

Then they began to assume a general resemblance and to

approach more closely to a standard form and arrange-

ment, just as had been the case with stage-coaches and

canal boats. The curved lines reminiscent of stage-coach
bodies disappeared because of the greater cost attending

their presence, and were replaced by the straight and

angular lines that have since distinguished railroad cars

of all sorts. The use of the upper deck for passengers
continued for a short while, and the top seats on cars so

built were often more popular, except during inclement

weather, than the accommodations within. Side entrances

were^altogether abandoned. After these changes had been

brought about there were no further important alterations

either in the outward appearance or principal interior ar-

rangements of the vehicles designed for human use except
those consequent upon their slowly increasing size.

The seats of some of the primeval passenger cars were

even more uncomfortable than the seats of stage-coaches

in use at the same time, and this circumstance, in connec-
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tion with the fact that few of the new rail-carriages were

equipped with springs, made riding in them very un-

comfortable indeed. Some of the car seats were at first

merely smooth wooden boards without any backs. Such

things as cushions or seat-upholstery were then unheard

of. With the change in the form of the coaches and their

increased size, however, came a corresponding alteration

in the method of placing the seats. They were no longer

built entirelv across the car from one side of the vehiclej

to the other, but were broken into two rows separated by a

long aisle extending from door to door.

When passenger cars had assumed a somewhat stand-

ard form about 1838 or 1840 they usually measured

from thirty-five to forty feet in length and had a width

of about eight feet. The central aisle was quite narrow,
and the double seats on each side of the passageway were

so short that two people of adult size could only squeeze
into them with difficulty. The roof of such a car pre-

sented a slightly concave appearance when viewed by the

passenger from below, and its interior surface was scarcely
more than six and a half feet from the floor. The
doors at either end were exceedingly small, and there was

almost no ventilation- Some cars of the 1840 type con-

tained a small ventilating hole eight or ten inches in

diameter in the center of the roof, and as time went on the

use of flues slowly increased and three or four were built in

the top of each vehicle and covered with tin to keep the

rain out. Even the numerous windows along the sides of a

car were often so made that they could not be opened. In

such cases some of the flimsy wooden panels between the

windows were raised instead, provided they had not be-

come warped and immovable. During hot weather a

long trip in a train so constructed was an uncomfortable
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experience, even though no accident or other untoward

event befell the traveller. In cold weather the only means

of heating the car was a huge iron stove at one end of it,

into which the captain or the passengers frequently threw

big pieces of wood from a box across the aisle. Fortunate
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302. A small, single horse street-car designed by Alexander Easton of

Philadelphia.

was the man who on a day of freezing temperature suc-

ceeded in obtaining a seat near the stove. The fierce heat

of the dry pine turned the iron to dull red, and the person
who sat near it was bathed in sweat, while those in the

center of the car and at its farther end were shivering with

cold. But the passenger who had found an empty seat

near the source of warmth was not fortunate in case the

train met with disaster, for the construction of such a car

with its big and red-hot stove were, in that event, the in-

gredients of danger not to be dwelt upon.
A night journey brought experiences equally poign-

ant, although somewhat different in character. Both

sexes had to make the best of their surroundings, and
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secure what rest they might while sitting erect in the

narrow seats. A man hung his coat and waistcoat on

one of the hooks along the wall, placed his feet on that

part of the seat in front which was not occupied by the

head of a fellow sufferer, reclined his own head on that

part of his seat not occupied by the feet of the man behind

him, and so awaited the coming of the morning. The
womenfolk could not even do so much as this. They
were limited to the removal of their bonnets and the

closing of their eyes. During a night journey the cars

were illuminated by two candles, one at each end. These

were stuck in metal candlesticks fixed to the woodwork
near the doors. After a number of years the roads dis-

carded their candles in favor of a lamp of metal or glass

that was suspended by means of chains or rods from the

center of the roof.

About 1840 and on some roads shortly before that

time it became the practise to use iron to some extent in

the framework of the seats, and to make them more com-

fortable by the employment of leather upholstery. Cars

of this general description remained in universal use until

the period of the Civil War, with almost no features of

further improvement. Contemporary pictures of such

railway equipment, showing both the outer and inner

aspects of trains used about 1840 and thereafter, are re-

produced in their appropriate places throughout the

pictorial story.

The method of building the tracks of many early roads

had a close relation to some of the incidents of travel

which happened above them. It has been seen that for a

time the rails on some lines were of wood, on which were

placed thin strips of flat iron, and that the iron strips were

fastened to the wooden rails by means of spikes. Now
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those spikes frequently became loose, thereby permitting
the metal covering of the rails to get out of place. Often

the loose iron strips would curl around the moving axles

of a train overhead, or even penetrate bodily through the

bottom of a passing car and bring it to a sudden stop even

if none of the passengers within were injured by the in-

trusion. Accidents like this were not rare, and rather

resembled in their character and effect the impalement of

a flatboat on some western river by the sharp end of a

sunken snag.

Every early brigade of cars employed on a road

equipped with flat iron rails carried sledge hammers as

part of its essential equipment, and whenever one of the

rails worked loose and plunged through a car floor the

big mauls were used to pound it back through the bottom

of the car again. If this proved impracticable, then the

part of the iron projecting into the car had to be labo-

riously filed off before the trip could continue. When-
ever the engineer spied a loose rail on his own or an ad-

joining track he would stop the engine and the defect

would be remedied before the journey was resumed.

For the first dozen years or more after the introduc-

tion of railroads there neither existed any way by which

the position or safety of a train could be ascertained dur-

ing its progress, nor any mechanical method whereby the

captain could communicate with the engineer. It soon

became evident that either or both of those things might

frequently be urgently desirable, and so it came about

that the men employed on the trains devised the first codes

of railway signals. All systems of communication between

the cars of a train and the engine were for a long time

very crude. The cars on some early roads were equipped
with ladders by which the captain might climb to the roof
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of his brigade and there shout at the engineer or throw

something at him to attract his attention. Lf he did thus

succeed in letting the engineer know he wanted to talk,

the engineer would stop the train and find out what the

trouble was. Many of the captains arranged signal

codes requiring the use of their arms, hands and fingers.

The waving of an arm in a certain way or the elevation

303. Street-cars such as were first used in Boston. Except in their lesser length

they closely resembled the steam railway cars of the time.

Date, about 1856.

of a hand or a particular finger had a specific meaning,
and if the attention of the engineer could be attracted he

would usually act in accordance with the information

conveyed to him.
1 But for a number of years the official

relationship between the captain of the train and the en-

gineer was not definitely fixed. Many of the men in

charge of locomotives considered that their authority ex-

ceeded the power possessed by the captains and acted in

accordance with such belief.

The change by which the captain acquired his su-

premacy over the engineer and all other members of the

train crew was perhaps rather gradual in some parts of

1 This sign language called into being by early necessities is still used, and has

developed into a rather elaborate code.
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the country, and may have depended upon various cir-

cumstances and conditions. But there was one event,

happening in the childhood years of the Erie Railroad,

which because of its peculiar character and wide

notoriety undoubtedly had much to do with finally estab-

lishing the authority of the modern train conductor.

At the time in question the Erie operated only one

train a day, and it ran back and forth for a distance of

forty-seven miles between the Hudson River and a little

town called Turner's, then the western end of the road.

This train, which ordinarily consisted both of passenger
and freight cars, was in charge of an engineer named
Hammil and a captain named Ayres. It happened on

several occasions that Captain Ayres wanted very much
to stop the train, yet had no means of doing so. Hammil,
in addition, was a stubborn chap who did not take those

frequent backward glances over his brigade that were

customary to men performing similar duties. At last

Ayres was inspired by an idea. He bought a big ball

of strong twine, and by means of staples he carried the

rope from the rear car along the roofs of all the inter-

vening cars to the engine, where he caused it to hang
down directly over the platform on which the engineer
stood. To the engine end of the rope he then fastened

a stick of wood such as was used in the locomotive fur-

nace. All this was done in the absence of Hammil. When
the engineer reported for duty, ready to start his train as

soon as the steamboat arrived from New York with the

passengers, Ayres explained the new system to him. He
told Hammil that if he should wish the train to be stopped
for any reason he would yank on the string, which would
cause the stick of wood to be lifted from the platform of

the engine and fall back on it with a thump, and that if
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Hammil at any time saw the stick jumping about he was to

bring the train to a halt.

While the train was making its trip the captain decided

to test his contrivance, but despite his repeated pullings

on the cord there was no result. The brigade moved

steadily on, and when it arrived at Turner's he found that

Hammil had cut the string from off the stick. The en-

gineer furthermore told the captain that he proposed to

run the train without interference from any captain or

anybody else. Next day Ayres tied a piece of wood on

the string again and said to the engineer, "This thing has

got to be settled one way or the other. If that stick of

wood is not on the end of this cord when we get to Turner's

you've got to lick me or I'll lick you." Ayres' signals dur-

ing the journey produced no response, and as soon as the

train came to a stop he ran forward and found the cord

had been cut again. The captain thereupon took off his

coat, climbed on the engine, knocked Hammil off the ma-

chine, jumped after him, and the desperate fight which

then ensued settled once and for all the authority of a

captain over an engineer on the Erie Railroad. After that

combat the stick of wood remained in its place, and every
time Hammil saw it hop from the floor of the engine and

drop back again he stopped the train in accordance with

the signal thus communicated to him. The story of this

dispute spread among the other railways of the East, and

within a few months all of them had installed signal

cords on their trains. An iron weight supplanted the

billet of wood on the engine, and at a still later date a

bell was substituted for the piece of iron. Thus the bell

rope came into use.
1

An engineer, in his turn, often had need to commu-
1 "How to Travel." By Thomas \V. Knox. pp. 15-17.

1027



A HISTORY OF TRAVEL IN AMERICA

nicate with the captain and other members of the train

crew. Before the invention of the steam whistle he had

tried different methods of accomplishing the purpose in

view. One was the hoisting of a little flag on a pole

set up on the engine, and the position of the flag would

indicate the nature of the message. In case the engineer
wished the crew to apply brakes to the train a great deal

depended on the promptness with which the signal was

detected, and a man was usually put on top of one of the

cars during a trip in order that he might keep a constant

eye on the engine. Another scheme available to the en-

gineer for attracting the attention of the crew consisted in

lifting the steam valve on the dome either with his hand

or an iron rod. This action would permit the steam to

rush out with a loud hiss, and the noise often served the

purpose for which it was intended.

The first brakes on the cars were identical in principle

with those that had long been used on stage-coaches. They
consisted of stout blocks of hardwood, brought in con-

tact with the wheels by means of levers operated by foot

power. On the Newcastle and Frenchtown road, in

Pennsylvania, the prompt halting of its first steam train

was achieved in a manner still more archaic than this.

When the locomotive was approaching a point at which

a stop was necessary the engineer then shut off the power
and sent a signal down the track by permitting steam to

escape from the safety valve. Whereupon the negro
roustabouts at the station would rush forward, seize hold

of the engine and train with their hands, lean backward

and dig their heels into the earth, and the station agent
would thrust a fence rail between the spokes of a loco-

motive wheel. In that manner they could bring the train

to a pause within a few yards.
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Locomotives did not carry headlights for several years

after the introduction of railroads in America. There

were no such things. No night trips were at first under-

taken, and the need for track illumination did not arise.

The roads were so short that they could easily be traversed

in a few hours, and the amount of traffic did not require

their operation after daylight ceased. But when the

304. When heavy snow-falls made it impossible to maintain a service with the

newly introduced street railways, the superseded omnibuses were brought
forth again, placed on sled-runners instead of wheels, and pressed into use.

Charleston and Hamburg road had laid a hundred miles

or more of track it became apparent that night travel

would on some occasions be desirable. Horatio Allen, the

civil engineer in charge of the line, realized that a man
who was handling a locomotive in the darkness should

be able to see the track ahead of him, and in order for

him to do so it was obvious that a light must be shed upon
the rails. Allen succeeded in solving the problem. He
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built a little square flat car, about five feet long, and ar-

ranged for attachment in front of the engine. On the

car he spread a layer of sand several inches deep, and on

top of the sand he built a fire of pine knots. The bonfire

was so close to the front of the boiler that the flames were

hidden from the eyes of the engineer, and their glare

was thrown forward along the track. This headlight was

put into use on the road, and required no further care for

its operation except a frequent replenishment of fuel,

which cost nothing.

Another circumstance that led to the use of railroads

at night was the unexpected heavy passenger traffic which

appeared as soon as the new travel method was brought
into existence. The running of trains soon taxed the day-

light resources of the roads to the utmost because there

were so few turnouts and it was found desirable to

conduct the freight traffic at night even on the short lines.

The Charleston and Hamburg four-wheeled headlight
was not generally adopted. It merely served as an in-

centive for further invention, and big lamps were soon at-

tached to the front ends of night-running engines. Re-

flectors began to be placed behind the lamps about the

year 1840, and with that device the locomotive head-

light attained a form it was destined to keep for many
years.

Locomotives, for a time, were made without cabs or

other shelter for the engineer and fireman. Those ap-

purtenances to the structure of a railroad engine did not

come into use until about 1842, and were not adopted by
all builders until several years after that date. Almost

every early engine used wood in its furnace, and the fuel

was carried on a little flat car immediately behind. It

occasionally happened on a long trip or because of some
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delay that the supply of wood with which the trip was

begun became exhausted. In such case the train came
to a halt and the fireman and engineer, equipped with ax

and saw carried for the purpose, dismounted and ac-

cumulated another stock of fuel from dead trees or fences

in the immediate neighborhood. If wood wras scarce in

that vicinity and the delay threatened to be a long one, the

passengers themselves joined in the work and aided in

carrying the sticks back to the waiting engine.

The danger attending the issuance of sparks from

locomotive smokestacks so well illustrated during the

first trip on the Albany and Schenectady road was at

once seen, though no means for abating it was dis-

covered for several years. During seasons of dry weather

innumerable fires were caused by sparks along the lines

of various railroads, and it became necessary to hire many
watchmen to patrol the tracks and extinguish incipient

conflagrations in their neighborhood. Nearly all railway

bridges were then built of wood, and a watchman was

permanently installed on every structure of the sort, with

several hogsheads of water convenient for his use. Finally
an effort was made to prevent the emission of firebrands

from the locomotives by covering the tops of the smoke
stacks with wire screen, and this scheme, though it did not

wholly remedy the trouble, proved so useful that it was

generally adopted. A considerable number of small

sparks and clouds of smoke still issued from the engine

furnaces, however, and in 1848 an inventor named Town-
send patented a method whereby the locomotive smoke-

stack might be carried horizontally backward over the

roofs of the cars, so that all smoke and sparks would issue

at the rear of the train instead of at its front. The inven-

tion was illustrated in the Scientific American of that



A HISTORY OF TRAVEL IN AMERICA

year and favorably noticed, but there does not appear
to be any contemporaneous record of its adoption.

Locomotives designed for burning coal instead of wood
came into use a few years afterward, and the spark

danger, in so far as it affected the travellers themselves,

disappeared.
The origin of the sand-box on locomotives was due

to a plague of grasshoppers in Pennsylvania in 1836.

305. Another pioneer street-car designed by Alexander Easton. Similar two-

story vehicles appeared for a time in various cities, but the street-car,

like the barge, flatboat, stage-coach, canal boat and steam railway car,

gradually assumed a settled and general type, and peculiar forms dis-

appeared.

They covered the ground in myriads, and seriously inter-

fered with the running of trains on the railroads then in

operation. For a week or two the roads employed men to

walk back and forth along the tracks and sweep the insects

off the rails with brooms, but this expedient was unavail-

ing, for no sooner were they displaced from one point
than the little pests jumped back again after the track
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sweepers had passed. Scrapers were then installed on

some engines and small brooms on others, but these at-

tempts to remedy the trouble also proved useless, since

the brooms were worn out in a short time and the contact

between scrapers and rails made it necessary to run the

trains at a crawling gait. Finally some genius whose name
has been forgotten hit upon the plan of attaching sand-

boxes to the locomotives in such a way that streams of

sand should be automatically deposited on the rails in

front of the wheels. The scheme proved an unqualified

success, was adopted by other existing roads and used

thereafter by all new ones.

At first there were no such things as time schedules and

inexorably fixed moments for the despatching of trains.

No road ran more than two or three brigades of passenger
cars in each direction every day, and the starting times for

them were often governed by the arrival of stage-coaches
or steamboats from other towns. If the stage-coach or

steamboat was an hour or two late, then the railroad

train chose to await its arrival rather than make a trip

without any passengers, or with only half the number
to be obtained by the delay.

The passenger on a train never knew beforehand when
he might reach his destination, and a person who was

waiting for a train at some station along the line never

knew when it would get there. A brigade of cars often

departed from its starting-point at some usual hour pro-
vided conditions were favorable, but after it disappeared
in the distance nothing could be known of its adventures

until it came back again the next day. The employees
situated at other places along the line knew when the train

was theoretically supposed to start from the end of the

road, but made no rash predictions respecting its visits
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elsewhere. One of the first methods employed to discover

approaching trains was the setting up of lookout masts

at the various stations, and when the time arrived at

which a train might perhaps be expected if nothing had

befallen it, the station master at that point would climb

to the top of his pole by means of ladder-like cleats, take

his seat in a little chair fixed at the top of the pole, and

then peer down the track through a spy-glass. He would

so continue to gaze for half an hour, or an hour, or two

hours, as the case might be, or until he got tired and came

back down to earth again. If at last he did detect the

smoke of the approaching engine he shouted the glad
news to the waiting people below, and thus they knew
the train would probably be there within the next five or

ten or fifteen minutes. If by any chance through a

pedestrian or stage-coach knowledge had reached the

station that something had happened to the train, a flag

of some particular color was attached to the signal pole.

By previous arrangement the meaning of such a flag was

understood by all the patrons of the line, and so the news

was heralded abroad.

A railroad company often announced the hoped-for
movements of its trains in the advertising columns of the

newspapers, but all the inhabitants of any town which

boasted of a railway understood the circumstance govern-

ing its operation and knew when its trains expected to

start as well as they knew any other fact of local con-

sequence. About the year 1847, when business on a number
of the principal roads had increased to such a point that

a dozen trains a day were demanded in each direction,

such roads began to issue regular printed schedules for

the benefit of their patrons. Sometimes these printed an-

nouncements were in the shape of small pieces of card-
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board,
1 and others were on larger sheets of paper called

''broadsides." When issued in broadside form the time-

tables were displayed in the post-offices, hotel lobbies,

theaters, court-houses, and other public buildings.
2

1 Like those adopted by the Philadelphia, Germantown and Norristown road of Penn-
sylvania. A series of the little cardboard schedules issued by this line is reproduced
elsewhere in their original size.

- Several such "broadside" schedules, dated between the years 1847 and 1852, are
shown in these volumes.



CHAPTER XLVI

EARLY RAILROAD TICKETS THE "BOOKING" SYSTEM

ITS PRACTISE AT PHOENIXVILLE THROUGH TICKETS

PREVENTED BY THE JEALOUSIES OF ADJOINING ROADS

-FREE PASSES APPEAR ORIGIN OF THE MODERN
RAIL DRIPPS INVENTS THE COWCATCHER THE
FIRST PRIVATE CARS SLEEPING CARS USED IN 1838

-THEIR CONSTRUCTION THE TELEGRAPH EM-

PLOYED BY RAILWAYS AMERICAN ROADS FREE FROM
SERIOUS FATALITIES FOR TWELVE YEARS REASONS

FOR THE PHENOMENON THE ACCIDENT PERIOD

BEGINS POPULAR OUTCRY ATTITUDE OF THE
PRESS NEW YORK'S REGULATIONS OF 1856

THE early American practise concerning the collec-

tion of railroad fares and the issuance of tickets to

passengers varied greatly. A few of the pioneer roads

adopted the plan of printing tickets almost at once, while

others preferred different methods for collecting the

money paid by travellers who patronized them. Doubt-

less the first through ticket appearing in the country was

one prepared in connection with the operation of the little

seventeen-mile-long railroad from Albany to Schenectady
in 183 1.

1 This ticket entitled its owner to transportation
from New York City to Buffalo, and was issued by the

joint arrangement of a steamboat company on the

Hudson River, the railway here mentioned, and a com-
1 A reproduction of one of these tickets will be found on another page.
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pany operating packet-boats on the Erie Canal. The
ticket was a sheet of paper about ten inches long by five

and a half inches wide. Although it called for only seven-

teen miles of railroad travel, its purchase carried the right

to accommodations during a trip of some four hundred

miles. A few other railroads issued paper or cardboard

tickets in the later years of the fourth decade, and probably
three or four made use of small metallic discs. These

were of all sizes varying from that of a silver ten-cent

piece to that of a half dollar.
1

Those roads which did not at once adopt tickets

pursued the method used in England, which was known
as "booking" the passengers. Under this system the

traveller paid his money at the railway station, and his

name was thereupon written in a book kept by the station

agent for that purpose. The Reading Railroad is the

possessor of such a volume, used at the town of Phoenix-

ville, in Pennsylvania, from the summer of 1838 until

1840. The first booking recorded in it was under the date

of July 17, 1838, and for about a year the names of the

various persons embarking at that place were duly set

down. But after a time the exactitude of the clerk suf-

fered a serious lapse, and he no longer identified the

patrons of the road in his previous formal fashion. In-

stead of writing their names in his book he described them

more briefly as "stranger," "lady," "whiskers," "friend,"

or "boy."

The style and form of the early railroad tickets varied

according to the notions of the issuing company. Some

of them such as that printed in 1831 for the trip between

New York City and Buffalo were awkwardly large

1 Examples of early metallic passenger tickets issued by railroads and stage-coaches
are included among I he illustrations.
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sheets of thin paper. The metal ones were made in the

semblance of pewter, brass or copper coins. But the most

ordinary kind was a small oblong piece of cardboard

containing merely the name of the company and the

stations between which the traveller was to be carried.

Very often it was glazed, and of some gaudy color such

Awfu! explosion on board the Helen Me Gregor.

306. Early American travel accidents and catastrophes. Explosion of the

steamboat Helen McGregor at the Memphis wharf in 1830. The number of

people who then lost their lives was never determined, but was variously
estimated as being between thirty and sixty. It was the worst accident of

the sort up to that time. From 1825, when numerous people refused to

travel on steamboats, until the period of railway disasters during the sixth

decade, the public sought, with no appreciable effect, to bring about a reduc-

tion of the danger which attended movements over the country in mechanical
vehicles.

as red, yellow or blue. The introduction of consecutively

numbered tickets which were invented in Europe did

not take place in this country until about the year 1855,

nor were they generally adopted until after the conclusion

of the Civil War. Only a few of the large cities possessed

pretentious passenger stations, and any intending traveller

could embark upon a train, if he chose to do so, without
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buying or showing a ticket. In such a case he handed

his fare to the captain. This condition of things resulted

in a very large loss of revenues to the railroad com-

panies through peculations, and soon after the year 1850

an effort was made by many roads to induce the purchase
of tickets by passengers before they entered the cars. The
method by which the roads sought to attain this end con-

sisted in exacting a small amount in excess of the regular

fare from those who paid in cash after the trains were in

motion.
1

Several years after the Civil War the losses

sustained by the railroads through the theft of cash paid

to conductors became so serious that nearly all the

principal lines of the country combined in the making of

a secret investigation which disclosed the fact that an

average of about two-thirds of all cash fares paid on the

railroad trains never reached the coffers of the companies
themselves. It was found that on some trips the conduct-

ors had received from twenty-five to seventy-five dollars

in cash and turned in nothing at all. This revelation re-

sulted in the establishment of the rule that no traveller

could gain access to a train without first buying and dis-

playing his ticket.

One reason that for a considerable time operated

against the general adoption and use of through tickets

lay in the jealousies of adjoining railroads and their re-

fusal to cooperate with one another in the matters of

uniform gauges and closely connecting schedules. Such

was the situation over the route from Albany to Buffalo,

in New York State, even after the entire distance between

the two cities was spanned by railroad tracks. It was

impossible to buy a railroad ticket from Albany to Buffalo

1 The 1S52 "broadside" schedule of the Hudson River Road, elsewhere shown,
contains a request that passengers "procure tickets before entering the cars," and also

states that "purchase on the car will be five cents extra."
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307. Explosion of the Mississippi River steamboat Brilliant, at Bayou Goula,
in 1851. More than a hundred lost their lives. James Lloyd, in his

Steamboat Directory and Disasters on the Western Waters, ascribes the

Brilliant calamity to the common habit of using resin as fuel, in order
to produce more steam and obtain greater speed. Four barrels of resin

had been thrown into the boat's furnaces just before the explosion, and a

fifth was about to follow them.

until the five or six railroads uniting those places fell

under one control. The jurisdiction held by the captain

of each train ceased when the end of his particular road

had been reached. The progress of a train of cars beyond
its own tracks and to the tracks of an adjoining road

was for years virtually unknown, even though the thing

was easily possible of physical accomplishment.
The habit of giving written or printed passes over rail-

roads appeared about as promptly as the practise of issu-

ing tickets. In Pennsylvania the distribution of free trans-

portation had become widely prevalent at an early day,

and the ownership of some railroads by that state resulted
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in the granting of free rides to every one in the common-
wealth who had any semblance of reason on which -he

might base a request for such a favor and to a large num-

ber who did not. Of the pass-granting situation in Penn-

sylvania it has been said:

"The practice of giving train passes to politicians and other favored

persons originated on the Philadelphia & Columbia Railroad and was

carried to excesses never seen elsewhere. By the time the property went

into the hands of the Pennsylvania Railroad Company every officeholder

in Pennsylvania, from constable to Governor, held an annual pass on the

'State Railroad.' MI

Other distinctive features intimately connected, with

the operation of the modern railway and due to the

American inventive spirit are rails of the type now in

universal use, the cowcatcher, private cars, sleeping

cars, and the telegraph. The modern rail, or "T-rail"

as it is called, was designed by Robert L. Stevens in the

year 1830. While Stevens was on his way to England,
in the year named, to buy a locomotive for the Camden
and Amboy road, he spent much of his time on shipboard
in the Yankee habit of whittling, and since his thoughts
were deeply engrossed in the subject of railroads his

whittling operations followed the same trend. It oc-

curred to him one day that a rail consisting of a line of

flat iron bars was not necessarily the best track for. loco-

motive wheels, and with his knife and a stick of pine wood
he began to design possible substitutes for it. One of the

models he thus shaped was the T-rail as it is nowiknown,
and on his urgent advice the Camden and Amboy com-

pany undertook to equip its road with rails of that

description. At first the English iron mills avowed they
could not possibly duplicate the wooden model which

1 Sinclair's "Development of the Locomotive Engine," p. 109.
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Stevens showed them, but he insisted that an effort be

made to produce the desired pattern, and the task was

eventually accomplished. Stevens' rails were laid by the

New Jersey enterprise and proved so successful that other

railways adopted them as the iron they had first used

gradually wore out, until in course of time the rail pattern

shaped by a Yankee jack-knife out of a pine stick super-
seded all others.

The cowcatcher device also first appeared on the

Camden and Amboy road, and was an idea of the young
machinist named Isaac Dripps previously introduced.

After Dripps had successfully assembled and put in opera-
tion the John Bull, which had been bought for the road

in England by Stevens, he began to build locomotive

engines himself, following the design of the John Bull

in their general arrangement. During the first few

weeks in which the Camden and Amboy line was

operated it became apparent that wandering horses, cows

and swine constituted a real menace to the safe move-

ment of a railroad train, and Dripps devoted his ingenuity
to the creation of an appliance that would enable an

engine to sweep such an animal off the track. He built

a low truck designed for attachment to the forward part

of a locomotive, with its front end supported by two

small wheels. Projecting about three feet ahead of the

two wheels were several long, sharp pointed wrought-
iron bars extending parallel with the track and about

four or five inches above it. This formidable weapon,
when pushed ahead of a locomotive, invariably impaled

any animal that might be struck and prevented it from

falling under the wheels of the engine. Such was the

first cowcatcher, and its advantages were demonstrated a

few days after its introduction. A big bull was hit
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by an engine thus fortified, and so firmly was he held

by the metal prongs that the use of ropes and much force

was necessary to detach him. The incident indicated that

Dripps' cowcatcher as at first planned was even more
efficient than was necessary, so the prongs were taken

off and replaced by a heavy bar extending across the for-

ward truck at a right angle to the rails. Subsequently

308. Wreck of the Hudson River steamboat Swallow, whose appearance at

the height of her popularity is shown in illustration No. 108. She ran

on a rock, thirty miles below Albany, in 1845. Engraved from a sketch

made by the artist E. Whitefield. A "Catastrophe Broadside."

this second form of cowcatcher was amended and the

present variety came into existence.

Private cars were probably first used on the Massa-

chusetts roads soon after their completion. They were of

two sorts, one being simply a flat platform on which a

domestic carriage or a stage-coach was securely fastened

for the exclusive use of a family or party which desired

to enjoy the sensation of a railroad ride without mingling
with the other travellers. The other kind of private car

was an ordinary railroad passenger coach chartered by
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private individuals for the occasion. The usual price

for exclusiveness of either description was from five to

twenty-five dollars in accordance with the length of

the journey besides the regular fares for the persons

so transported.

The first railway sleeping cars were adopted by rail-

roads from canal packets and did not materially vary,

in construction or outer appearance, from the vehicles

used for ordinary journeys. Some of them could only
be transformed into sleeping cars on one side of the aisle.

The seats on that side of the central passageway designed
for sleeping purposes were so built that they might be

readjusted to form a lower tier of bunks, while two other

tiers were arranged immediately above. The middle row

of sleeping shelves was composed of wooden boards that

lay flat against the side of the car in daytime and were

lowered into a horizontal position at night, when they

were supported by chains, or by small iron or wooden

posts. The topmost line of beds consisted of a similar

series of wooden shelves. Most of the early sleeping cars

were equipped with three rows of bunks one above an-

other, after the manner of the canal packets, and those

who patronized them were perhaps even more cramped
in their quarters than were canal passengers on a similar

occasion. Only after a number of years was this arrange-

ment discarded in favor of one providing for but two

berths where three had existed before. Fifty to seventy-

five cents, according to the length of the journey, was the

price of a berth.

Sleeping cars were probably first utilized between

Baltimore and Philadelphia, and their impending intro-

duction to the public was discussed in an article printed
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in the Baltimore Chronicle of October 21, 1838. The

newspaper said:

"The cars intended for night traveling between this city and Phila-

delphia, and which afford berths for twenty-four persons in each, have

been placed on the road and will be used for the first time tonight.

One of these cars has been brought to this city and may be inspected by
the public to-day. It is one of the completest things of the kind we
have ever seen, and it is of beautiful construction. Night traveling on

a railroad is, by the introduction of these cars, made as comfortable as

that by day, and is relieved of all irksomeness. The enterprise which

conceived and constructed the railroad between this city and Philadel-

phia cannot be too highly extolled, and the anxiety evinced by the offi-

cers who now have its control in watching over the comfort of the pas-

sengers, and the great expense incurred for that object, are worthy of

praise. ... A ride to Philadelphia now, even in the depth of winter,

may be made without inconvenience, discomfort, or suffering from the

weather. You can get into the cars at Pratt Street, where is a pleasant

fire, and in six hours you are landed at the depot in Philadelphia. If

you travel in the night you go to rest in a pleasant berth, sleep as soundly
as in your own bed at home, and on awakening next morning find your-
self at the end of your journey, and in time to take your passage to New
York if you are bent there. Nothing now seems to be wanting to make

railway traveling perfect and complete in every convenience, except the

introduction of dining cars, and these we are sure will soon be in-

troduced."

Although the first commercial line of electric tele-

graph
1 had been built and put into use in the year 1844,

it was not until 1851 that the device was adopted by a

railroad as an aid in the conduct of its traffic. In 1848

a telegraph line had been built
2
and operated between

New York City and Lake Erie, ioJlowinbg generally the

track of the Erie Railroad,
3 and in 1851 that railway be-

gan to avail itself of the telegraph in transmitting orders

to its employees.
At that time the men who directed trains on the

road were their own operators, and no central authority
1 That between Washington and Baltimore, for the erection of which the Federal

government granted to Morse and his associates the sum of $30,000.
2 By Ezra Cornell.
3 "Historical Sketch of the Electric Telegraph: Including its Rise and Progress in the

United States." By Alexander Jones. New York MDCCCLII, p. 79.
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309. Burning of the steamboat Lexington on Long Island Sound in 1840.

About 120 were lost. The fire occurred on a Monday evening, January
13, about sixty miles from New York. So primitive were the communica-
tion facilities of the country at that time, especially in winter, that the

first rumors of the disaster did not reach the city until Wednesday. A re-

lief boat started to the scene on Thursday, and on Saturday the newspapers
were able to publish their "extras" with an account of the event. Another
of the "Catastrophe Broadsides" that were hastily published after nearly

every similar accident.

had knowledge of the whereabouts of all the rolling stock

in active use. A telegraphic message coming over the

wire for the information and guidance of a train con-

ductor was received in the shape of dots and dashes

printed on a narrow strip of paper. The translation of

the message was a visual process. The symbols on the

tape were read by the operator, who then wrote out the

despatch and handed it to the man for whom it was in-

tended. One day a conductor of the Erie line who was

waiting at the little town of Addison for his train orders,

noticed that the telegraph operator failed to look at

1046



A HISTORY OF TRAVEL IN AMERICA

the dots and dashes imprinted on the tape, but set down

the words solely through his interpretation of the sounds

made by the instrument. The conductor refused to ac-

cept or act upon orders acquired by him in such a man-

ner. He further demanded that the instructions be

copied from the printed symbols, in his presence, and

reported the unprecedented conduct of the operator to

the headquarters of the road. Fortunately the chief exec-

utive of the telegraph department recognized the

importance of the discovery that electric tidings could

be interpreted through their sound, and instead of being

discharged, the unknown youth was promoted and be-

came the first train despatcher in the world. 1 Within

a few years thereafter all the railway lines of the country

were equipped with telegraphic systems.

The acceptance of Morse's device
2

by Congress and

the public, in the fifth decade of the century, illustrated

the change the awakening that had taken place in

the spirit of the people. Less than sixty years before

the steamboat had been offered to the Federal govern-
ment by Fitch without cost, for the common benefit.

Only thirty years before Stevens and Dearborn had urged

upon Congress the importance of railway building. But

when Morse, in 1842, came forward with his instrument

1 The operator who thus first read telegraph messages by sound was Charles W.
Douglas, and the executive who recognized the value of the innovation was L. O.
Tillotson.

Downing (Boston, 1850) in the following words:
"I air. not aware that Mr. Morse has ever made a single original discovery in

electricity, magnetism, or electro-magnetism, applicable to the invention of the telegraph.
I have always considered his merit to consist in combining and applying the discoveries
of others, in the invention of a particular instrument and process for telegraph pur-
poses." (See "Evidence," p. 90.)

Smith, as a business associate of Morse, asked the court to enjoin Downing from
conducting a rival telegraph line operating under patents issued to Royal E. House in

1848-9, on the ground that the House patents infringed on Morse's patents.
Morse's first caveat had been filed in 1837. The application for an injunction was

denied. Much similar litigation was carried on for many years. In some cases Morse's
requests for injunctions were granted.
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310. Railroad collisions were at first called "concussions." This concussion

occurred on the Portsmouth and Roanoke road in Virginia, in 1837, and
the picture is one of the earliest published American illustrations of such

a mishap. There was not, at that time, any method whereby a train

captain could be informed concerning the whereabouts of other trains on

the road.

to send human thoughts through space on a wire, over

scores of miles in an instant of time, his reception was

different from the one accorded to those other men. "To
be sure," said the people; "why not? That's a useful

contraption." The Federal lawmakers, though, were

skeptical for a little while about the accuracy of the in-

ventor's assertions and even had suspicions concerning his

sanity. Senator Smith of Indiana, one of the members
of Congress before whom Morse gave his demonstration

in 1842, afterward wrote this statement about the attitude

of himself and other Senators on the occasion in question:

"I watched his countenance closely, to see if he was not deranged.
. . . and I was assured by other Senators after we left the room that

they had no confidence in it."
1

1
"Early Indiana Trials: And Sketches," p. 413.
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311. An English representation of an American railway accident of 1853 in

the Alleghany Mountains. Frontispiece to Alfred Bunn's "Old England
and New England." Published in London in 1853.
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In a further comment on the same subject and the

results flowing from it, Senator Smith said:

"The privilege is not allowed even to genius in this world to inspect

its own elements, and read its own destiny, and it is perhaps well for

mankind that it is so. Could we lift the curtain which hides our future

lives, and glance hastily at the misfortunes, the vexations, and the dis-

appoiptments which await us, we should be discouraged from attempting
the performance even of such deeds as are destined eventually to crown

us with honor."1

The skepticism of Congress, so manifest in connec-

tion with the steamboat and the railroad, soon vanished

in the case of the telegraph. The government appropri-
ated thirty thousand dollars for the building of a trial

line, and another forward step in national development
was the result.

The first fatal accident due to the operation of a steam

passenger train took place in connection with the first

trip made by a passenger train in England. When the

Liverpool and Manchester road was formally opened,
on September 15, 1830, eight train-loads of distinguished

guests and other persons were conveyed from Liverpool
to Manchester, and during a pause in the journey one

of the throng,
2 who had dismounted from his car, was

run over and fatally hurt by the locomotive Rocket.

Lord Brougham was present on the occasion in question,

and in commenting on the accident the next day he said:

"I have come to Liverpool only to see a tragedy. Poor

Huskisson is dead or must die before to-morrow. He has

been killed by a steam carriage. The folly of seven

hundred people going fifteen miles an hour, in six car-

riages, exceeds belief. But they have paid a dear price."

The second fatal accident attending the operation of

steam railroad trains was the explosion of the Best Friend
1 "Early Indiana Trials: And Sketches," j>.
2 William Huskisson, a member of the Britisl
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locomotive in Charleston, a few months thereafter. The

negro fireman who brought about the explosion by sitting

on the safety valve succumbed to his injuries. Another

fatality took place in Massachusetts two or three years

afterward. It happened on an inclined plane of the Little

Quincy road, and was due to the breaking of the rope

which drew the cars up the hill. The cars fell back to the

bottom of the incline, and one of the passengers was

mortally hurt. This incident occurred during the build-

ing of the first three Massachusetts roads, and was one of

the causes operating to prevent the introduction of inclined

planes in connection with the New England roads then

under construction.

Several other minor accidents characterized the opera-
tion of American railways during the earliest years of

their existence, and a small part of them were attended

with serious or fatal consequences. But speaking in a

broad sense it may be said that the first twelve years of

the history of American railroads covering the period
from 1829 to 1841 were distinguished by a most remark-

able absence of heavy calamities. This condition of af-

fairs was due to several causes. In the first place the

average speed of trains during those years was slow

usually from ten to eighteen miles an hour. Traffic over

the roads was insignificant when compared with the pro-

portions it afterward assumed, and the average length of

a journey was very short. There was scarcely any travel

at night, and when a passenger train was run during the

hours of darkness it was usually preceded by a pilot

engine intended to discover whether or not the track was

in proper condition. If a defect in the road did exist then

the pilot locomotive, instead of the train itself, suffered

the penalty.
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Nearly all the accidents that did occur were due to

one or another of four causes. They were either brought
about by derailment, by the impalement of a car on a loose

rail, by running into a stray animal, or by collision be-

tween two brigades of cars. Incidents like these were

numerous and naturally resulted in much annoyance and

delay to the travelling public, but it was seldom that

an event such as described was attended by more serious

effects. Even a collision between two trains running in

opposite directions did not produce a memorable

catastrophe during the first decade or more of railroad

operation. A flimsy passenger coach of those years

weighed less than one-tenth as much as a modern car, but

the slow headway of the trains though equipped with

primitive brakes made the operation known as "telescop-

ing" practically impossible. Collisions in those days were

called "concussions."

So the American public, for a period in excess of ten

years, was gradually confirmed in the belief that really

grave accidents were not to be expected in connection

with railway travel. Perhaps in some degree this did

not constitute an unmixed blessing. If an appalling railway

calamity had occurred in America during the first decade

of its railroad history it is reasonably certain that one con-

sequence would have been a temporary check to the popu-
lar idea that iron highways were destined to supplant other

methods of travel and transportation. But such a belief

could only have been transitory in its effect and would

gradually have worn away, whereas the unhappy event

must assuredly have produced another thought whose

consequences would have been more permanent and far-

reaching. The occurrence of a great catastrophe during
the first ten years of railway use would have emphasized,
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as no other circumstance could have done, the necessity of

better standards in track building and rolling stock con-

struction than those which then prevailed. No such

disaster took place, and hence all American railroads, un-

til well into the fifth decade, were so built and equipped
that when the era of accidents did begin they were far

312. Inadequate or flimsy construction methods characterized much American
railway building prior to the Civil War. In this case a trestlework

track could not stand alone.

more lamentable in their results than would have been the

case if the rolling stock had been more substantial in

character. This long continued immunity from disastrous

mishaps in the formative years of America's railroad

system had a still further and even more enduring effect.

The use of flimsy standards of all sorts had become so

firmly established, by the time the accident epoch began,
that the numerous roads then in existence had invested
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large sums in equipment and found themselves because

of the expense involved unable or unwilling to discard

their rolling stock in favor of more substantial cars and to

rebuild their roadbeds accordingly. So the early type of

passenger coaches was retained, with only immaterial im-

provements, until long after the Civil War, and for more

than thirty years the railroad history of the country was

mournfully distinguished by a long series of unnecessary
calamities.

1

During the fifth decade railway accidents gradually

grew both in number and in seriousness, and soon after

the year 1850 they became so common and so doleful

as to produce an almost national outcry for their abate-

ment. The causes for the conditions existing after the year
1850 are easily to be seen. By that time traffic over the

roads had swollen to such an extent that many more

trains were in operation, and their speed had been much

augmented. The average rate of movement of a passenger
train during the period in question was perhaps twenty-
five miles an hour, and on numerous occasions the speed

developed was as much as thirty or thirty-five miles an

hour. The multiplication of trains and their velocity

had taken place without corresponding improvement
either in the cars themselves or the roadbeds over which

they ran. In other words, an attempt was made to accom-

modate a new generation of speed and traffic by means

of an old and practically outgrown generation of rolling

stock and roadbed. It is true there had been gradual in-

crease in the size and weight of rails, and that the old

signal posts had been supplanted by the telegraph, but the

1 Some passenger coaches built thirty or more years ago, substantially identical with
the type here discussed except in their greater capacity and consequent greater danger,
are still permitted in operation. Their employment is morally indefensible, though still

technically legal so long as it is not forbidden by laws similar to those statutes everywhere
directed against the human use of unsafe buildings.
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mechanical improvements in the actual transportation

vehicles themselves had by no means kept pace with public

needs.

Accidents of all sorts many being attended with loss

of life became so common during the years after 1850

that the illustrated newspapers of the time were constantly

filled with illustrations of such events and with articles in

reference to them. Nor was the travelling public entirely

dependent on illustrated newspapers for a revelation of

conditions thsn existing. So important did the matter

of travel conditions become as a subject of popular discus-

sion that numerous enterprising publishers issued what

were known as "accident broadsides" after many of the

tragedies attending travel by water and rail, and these

broadsides often printed in lurid colors found wide

and ready sale. Several special pictures of the sort are

copied elsewhere in these pages, and a study of the

ones depicting railroad accidents will disclose the charac-

ter of the cars then in use and the scenes attending disasters

in which they were involved.

The statements printed in the influential press of the

day were as outspoken as the illustrations. One charac-

teristic article is here reproduced in part, as a means of

disclosing popular feeling and opinion during the most

dangerous period of travel in America. 1

It read:

"Nobody's murders. The railroads are insatiable. It is not enough
that the cars should be the most dusty, noisy and wearisome of carriages
. . . that the companies should absorb so much of the savings of honest

1 This article was printed in "Harper's Weekly" of July 31, 1858, p. 483. It relates to
an accident that had lately taken place on the Erie road. But it must not be presumed
that the railroad thus discussed in "Harper's Weekly" occupied an unenviable position
among similar enterprises, or that it was distinguished by any unusual excess in the
occurrence of such events. The contrary was seemingly the case, for the Erie road
appears to have been an.ong those most infrequently involved in like catastrophes. The
language here used by "Harper's Weekly'' could with equal propriety have been applied
and at various times and by all the newspapers of the country was applied to all the

other important railroads then operating throughout the nation. The article is chosen as
a typical newspaper utterance of the period because of its character as a general review
of the whole subject of the dangers of railroad travel.
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laborers all over the land, and never return a dollar in dividends that

the mercantile morality of the community should suffer such damage
from stock speculations, and apparently respectable people come to shame

by their inability to resist the temptation to swindle all this is not

enough, but every man who leaves the city by a train must cast a linger-

ing look behind, in sober sadness, doubting whether the chances of a safe

arrival are not entirely against him. ,

"The recent disaster upon the Erie Railroad has received very proper

attention from the press; and it will very soon be time to organize vigi-

lance committees for the protection of human life upon our railroads, by

securing the prompt punishment of the persons directly and indirectly

concerned. A train thunders along a down-grade around a curve above

a precipice at the rate of forty miles an hour a rail snaps two cars are

hurled off the track down the bank, and six or seven corpses and

a score or so of maimed victims are taken from the ruins the President

or some other officer 'hurries to the scene of the disaster' an inquest

is held the officers of the road swear that it was in 'good enough' con-,

diticn that the rate of speed was not unusual; that the same thing had

been done a hundred times before safely; and as many other absurdities

as occur to them and a jury return, of course, that nobody is to blame.

Nobody ever is. Boilers are bursting all over the country railroad

bridges breaking
1 and rails snapping human life is sadly and foolishly

squandered but nobody is to blame. Boilers burst themselves. Rails

break themselves. And it may be questioned whether the consequent

slaughter of men, women and children is not really suicide.

"Take the Erie case, and look at it a moment.

"Suppose you can clearly free all the officers of the road from inten-

tional guilt, and fix the fault upon the iron rail. There is no ques-
tion that there was a flaw in the rail that it was very poor iron. Now
the makers of the rail, and the purchasers, should employ competent
testers.

2
Considering the immense consequences, when rail iron is

proved defective, the name of the house from which it is purchased should

be widely advertised. In the present instance we learn that it was an

English house. Let the public know what house, that if it be dishonest

in its work it may be stigmatized ; and if honest, that it may suffer the

consequences of an oversight or of incapable servants. The makers of

the rail are first to blame in this case, and then the buyers. . . .

"Why do the people submit to railroad accidents? Why not send

representatives who shall insist that no railroad charters shall be granted

except upon certain conditions of construction ? Thus every road should

1 An accident had taken place on the New York Central road a few weeks before, in
which a. railroad bridge near Utica collapsed under the weight of two trains and pre-
cipitated them into the stream beneath. A picture of this accident, as printed immediately
afterward, is reproduced elsewhere.

- A noticeable increase in accidents due to imperfect or poor rails has taken place
during the last few years and has attracted widespread attention. The article of 1858,
here quoted, suggests that the problem in question has been calling for a solution for
more than half a century.
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314. In May of 1858 two trains on the New York Central road tried to pass
each other on a double-tracked bridge near Utica. There was no

collision, but the structure collapsed under the weight.

be carefully fenced along the whole route where, upon high embank-

ments, fences are impossible, there should be low walls, or the rate of

speed diminished to an absolutely safe point and after rails properly
selected had been laid, the whole road should be garrisoned so amply
that every inch should be inspected after the passage of every train by

day and night.

"Of course it would be expensive what of that? Fewer railroads

might be built what of that? Everybody knows that the first object
of a projected railroad is not the advantage of any region of country,
but of the stock-jobbers who originate the property and speculate
in it. . . .

"The coroner's jury return that nobody is guilty of this last sad

massacre. ..."

The series of similar disasters happening throughout
the country during the years after 1850 at last compelled
a number of state governments to take official cognizance
of existing conditions, and in several of the common-
wealths an effort was made to form codes of operation
under which railways might carry on their business with
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less danger to the public. One of the states so acting

was New York, and in the year 1856 it drew up a series

of rules for the purpose in question. The New York

regulations exceeded two hundred and fifty in number,
and as a whole they indicate the degree of care then

demanded in the operation of American railway lines.

They show that a train might expect to encounter an open

drawbridge either by day or by night; that a difference

of five minutes in time might without impropriety be

recorded by the watches of conductors and engineers;

that deviations from train schedules were only reported
once a month

;
that recklessness on the part of engineers

was to be presupposed; and that an engineer might run

his train on the supposition that he would find another

train out of its proper place at any point. Twenty
paragraphs from New York's code of 1856 are here cited

as examples of conditions still permitted at that day in the

operation of the railroads of the country. They are as

follows i

1

1. "The Safety of Passengers is to be regarded as the highest and
most important duty.

2. "All the operations of working, repairing or construction must
be completely and entirely subordinate thereto.

3. "All rules, and the interpretation thereof and all contingencies
where the rules do not apply, must be governed by the primary rule of

safety to passengers.
38. "Flags are to be used ... at drawbridges when open.
39. "Lamps are to be used for the same purpose after sundown.
75. "When on the road the train will be under the direction of the

conductor.

98. "There shall be at least one Brakeman for every two passenger
cars.

114. "No trains shall proceed towards a station where it expects
to pass a train having a right to the road, unless it has ample time to

arrive at that station strictly at or before the time, per time table, for the

latter train to leave that station.

1 From "Codification of Rules and Regulations for Running Trains on the Railroads of
the State of New York." Albany, 1856.
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118. "The five minutes, in this case, is intended to guard against a

possible difference in watches.

122. "In no case shall a train leave the station unless its time shall

be so arranged that it will not approach the forward train nearer than

twenty minutes of the time of the forward train at any point between
stations.

126. "Whenever a train is behind time, and a following train is

liable to approach it nearer than twenty minutes, if between stations, a

man with signals shall be left on the road.

135. "Trains that break down or have accidents between stations

must immediately and always send out a man in each direction to a dis-

tance of not less than three miles, with signals.

138. "And the person in charge of a train under such circumstances

must assume that there are trains approaching in both directions.

181 183. "Station masters must keep a record of the times of the

passage of every train . . . and when any train is out of time, they
must find out the cause of the irregularity and enter it on the record and
make a monthly return of the same to the office of the Supt.

205. "It is the conductor's duty to check the enginemen when they
run unsafely.

209. "Negligence or recklessness on the part of the engineman will

be taken as a proof of the inefficiency of the conductor unless such con-

duct has been duly and distinctly reported on every occasion of its taking

place.

229. "In case of accident the conductor 'may command the services

of any freight, wood or gravel train, or hand-car on the road, either to

forward his own passengers or to carry messages.'

238. "The engineman must invariably start with care, and see that

he has the whole of his train before he gets beyond the limits of his

station.

255. "He must always run on the supposition that at any station

he may find a train out of place."

Shortly before the outbreak of the Civil War nearly

all the illustrated weekly newspapers of the country sud-

denly abandoned their custom of printing pictures depict-

ing fresh railroad accidents as they occurred, and to some

extent they also modified the tone of their accounts of

such accidents. Their articles became less severe in

character. A somewhat similar phenomenon was also

visible in the columns of the daily press, although many
of the daily papers did not modify their previous position.
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Whether this phenomenon was due to a desire that the

public be not further alarmed regarding the dangers then

attendant upon travel, or whether it was in part due to a

desire or influence of the railroads themselves, must now
be a matter of speculation. Perhaps the altered attitude

of the press at that time was caused by a combination of

all the possible motives here suggested. The number of

accidents slightly abated during the following years, and

some time after the close of the Civil War began an era

characterized by heavier rolling stock and betterment of

roadbeds, and also by the employment of new mechanical

devices in the shape of improved brakes and car couplers.

These improvements contributed to a decrease in the

calamities that had so unfortunately marked the develop-
ment of the national railroad system during the previous

twenty-five or thirty years.



CHAPTER XLVII

APPEARANCE OF RAILWAYS IN THE MISSISSIPPI VALLEY -

OHIO'S PIONEER ROAD BUILDING A TRACK TO FIT

AN ENGINE INFLUENCE OF THE "SANDUSKY" ON
RAILROAD HISTORY THE FIRST STEAM TRIP IN

KENTUCKY PROTECTING A LOCOMOTIVE FROM
SNOWFLAKES INDIANA CONTRACTS THE FEVER -

JOSEPH BRUEN'S MIGRATORY RAILWAY HOW IN-

DIANA GOT HER FIRST REAL ENGINE IN 1838 IL-

LINOIS BUILDS A ROAD THE STRANGE TRAIL ON THE
PRAIRIE CHICAGO'S ENTERPRISE THE TOWN FOR-

BIDS A RAILWAY TO ENTER ITS LIMITS EARLY ROADS

OF THE SOUTHERN STATES WORK OF CINCINNATI

AND ST. LOUIS THE MISSISSIPPI FINALLY REACHED

BY IRON TRACKS THE CELEBRATIONS OF 1857

WHILE
the people of the East were aflame with

excitement over the new device between the years

1827 and 1835, and while they were enjoying the experi-

ences heretofore described, a very different state of affairs

existed in the interior. The men of the states beyond the

Alleghanies were keeping themselves informed about the

progress of railroad building in the eastern common-

wealths, and were looking forward to the time when they

also might enjoy the benefits that railroads would bring to

them. They even built a few miles of iron track pre-

vious to 1840, but such roads as did come into existence

in the West before the year named had no general effect
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in altering social and economic conditions in that part

of the country. All human movement and commerce,

except an insignificant fragment, went on as before. And
no part of the constantly swelling human tide that swept
into the interior was affected by railways for many years.

While the people of Maryland, South Carolina, New
York, New Jersey, Pennsylvania and Massachusetts were

riding behind their steam horses, the westbound popula-
tion was still floating down the Ohio in flatboats and

steamboats, or crawling over the face of the land in their

wagons, canals and stage-coaches. A description of travel

conditions as they existed in the West and on the way
thither, during the first years of railroad building along
the Atlantic coast, was written by Timothy Flint, a his-

torian of the time.
1 He thus related the conditions

referred to:

"On account of the universality and cheapness of steamboat and canal

passage and transport, more than half the whole number of immigrants
now arrive in the West by water. . . . They thus escape much of the

expense, slowness, inconvenience, and danger of the ancient, cumbrous,
and tiresome journey in wagons. . . . Immigrants from Virginia, the

two Carolinas, and Georgia still emigrate, after the ancient fashion, in

the southern wagon. This is a vehicle almost unknown at the north ;

strong, comfortable, commodious, containing not only a movable kitchen,

but provisions and beds. Drawn by four or six horses, it subserves all

the various intentions of house, shelter, and transport, and is, in fact,

the southern ship of the forests and prairies. The horses that convey
the wagon are large and powerful animals, followed by servants, cattle,

sheep, swine, dogs, the whole forming a primitive caravan. . . . The
procession moves on with power in its dust, putting to shame and un-

comfortable feeling of comparison the northern family with their slight

wagon, jaded horse, and subdued though jealous countenances. Their

vehicle stops ; and they scan the staunch, strong southern hulk, with its

chimes of bells, its fat black drivers, and its long train of concomitants,
until they have swept by.

"Perhaps more than half the northern immigrants arrive at present

by way of the New York canal and Lake Erie. If their destination be

1 In his "History of the Mississippi Valley": pp. 188-190.
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the upper waters of the Wabash, they debark at Sandusky, and continue

their route without approaching the Ohio. The greater number make
their way from the lake to the Ohio, either by the Erie and Ohio or the

Dayton canal. From all points, except those west of the Guyandot route

and the National Road, when they arrive at the Ohio or its navigable
waters, the greater number of families 'take water.' Emigrants from

Pennsylvania will henceforth reach the Ohio on the great Pennsylvania
canal, and will 'take water' at Pittsburgh. If bound to Indiana, Illinois,

or Missouri, they build or purchase a family boat. Many of these boats

are comfortably fitted up, and are neither inconvenient nor unpleasant

THE BOWERY LOCOMOTIVE, OR THE PLEASURES OF A RAIL-ROAD

315. The new system of locomotion was a fruitful subject for cartoonists.

Their drawings, for a time, seemed to reflect the idea that the mechanism

probably had privileges superior to human rights and convenience; that

it was the duty of the people to escape, rather than the duty of the railroad

to be careful. This cartoon followed the introduction of the locomotive
into the streets of New York City.

floating houses. Two or three families sometimes fit up a large boat in

partnership, purchase an 'Ohio Pilot,' a book that professes to instruct

them on the mysteries of navigating the Ohio
; and if the Ohio be moder-

ately high, and the weather pleasant, this voyage, unattended with either

difficulty or danger, is ordinarily a trip of pleasure. A number of the

wealthier emigrant families take passage in a steamboat."

In addition to the various purposes and methods of

west-bound travel here described by Flint, it should also
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be said that business men of the epoch whose interests took

them to the West travelled thence by stage-coach or by
steamboat. The stages and mechanical river craft of the

interior continued to grow in importance as vehicles of

movement even until the year 1845, which was some time

after all the important centers in the region east of the

Alleghanies were linked together by railroads.

Ohio's first iron highway was the Mad River and Lake

Erie Railway, which extended from Sandusky to Spring-
field. The road was begun September?, 1835, in the town

of Sandusky, and by the year 1840 it had attained a length
of thirty miles.

1 The first locomotive on the Mad River

line was called the Sandusky. It had been built in

Paterson, New Jersey,
2
for a little New Jersey road, but

was bought by the Ohio enterprise and taken to the

scene of its future labors by way of the Erie Canal and

Lake Erie. The Sandusky was the product of an Ameri-

can mechanic named Swinburne, an employee of the

Paterson locomotive works. The firm had brought over

an English workman to design and build its engines, but

the Englishman had failed in his attempt, and Swinburne

volunteered to undertake the task. He made the Sandusky
a success. It was the first locomotive west of the Al-

leghany Mountains/' and its arrival in Ohio was destined

to have a more profound effect on the future railway

history of the interior than was imagined by the company
that had become its possessor. No rails had been laid

when the Sandusky reached the town after which it was

named, and as the company therefore found itself in the

possession of a locomotive, but no tracks, it built the tracks

1 Tanner's "Description of the Canals and Rail Roads of the United States," p. 212.
2 By Rogers, Ketchum and Grosvenor, a firm that afterward became the Rogers Loco-

motive Works.
-1 The first practical, working locomotive. A diminutive model machine, hereafter men-

tioned, had previously appeared in Indiana.
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to fit the locomotive. The gauge of the engine was found

to be four feet and ten inches, and the gauge of the road

was established accordingly. Nor did the influence of the

Sandusky end at that point. Since the Mad River road

was the first structure of the sort in the state, and was being
still further extended, the legislature of Ohio passed a law

316. Another cartoon of about 1840 dealing with the devastation caused by the

running of railway trains through streets occupied by other traffic. A
skeleton is in charge of the locomotive, and the engine bears grinning faces

that are laughing at the joke played on the victims. The passengers are

also unconcerned.

making the standard gauge of the state four feet and ten

inches, to conform with the track already in place. The
track-width introduced into Ohio in such a peculiar way
was later adopted by other roads in adjoining common-

wealths, thus adding to the confusion of gauges which

afterward prevailed.

When the Mad River line was chartered in 1832 it

was authorized to extend between Lake Erie and the Ohio

River, and its course was specified in the law. The route
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in question was one that had been adopted nearly two cen-

turies before, by French fur-traders and trappers, as the

northern portion of their trail between Canada and

Louisiana. The charter law also reserved to the state a

right to buy the railway after forty years. That option

was never exercised. Small box-shaped passenger cars

were used on the Mad River road, and the people of north-

western Ohio were exceedingly proud of their project,

but it was necessarily without much importance, except
for local travel, until with the lapse of years it was ex-

tended and became linked to other parts of the growing
Ohio system.

Meanwhile an ambition to possess a railway had seized

the little town of Frankfort, in Kentucky, and it was

advancing with a similar scheme at the same time that

Sandusky was building the first Ohio road. There was

no particular reason why Frankfort, far out in the Ken-

tucky woods, should have a railroad, except that it had

heard other communities were building them. And as a

railroad even at that early day had to extend somewhere,
in order that it might possess two ends and a time-table, it

was decided to build the track toward the neighboring
town of Lexington. Or perhaps it was Lexington which

decided to build the road and chose Frankfort as the other

terminus.
1 At any rate the undertaking was decided upon

and was begun in 1834.
2

It is probable that all the en-

gineering work performed in connection with the con-

struction and equipment of the road was done without

enlisting outside aid. The track consisted of flat strips of

iron two inches wide, laid on limestone slabs. These stone

rails were of irregular lengths, being from eight to fifteen

1 Lexington, the eastern terminus of the road, was only a few miles from Booneshoro,
where many of those who came into the interior over the first Wilderness Road had halted.

* And finished in 1839.
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feet long, in accordance with the luck attending their

quarrying and transportation. The strips of iron were

secured to the stone rails by spikes that fitted into holes

drilled in the stone. Melted lead was then poured into the

holes around the spikes to prevent them from shaking
loose. All this hard labor was soon found to be worth-

less, since freezing and thawing split the limestone. The

original rails were therefore taken up and replaced by
timbers.

There was at first no freight hauled on the road, and

the pioneer cars built by the company were designed ex-

clusively for passenger traffic. They were double-decked

affairs, the lower compartment being reserved for women
and children and the upper deck for men. Only about a

dozen passengers half of them below and the rest of them

above could find comfortable accommodations in a

coach. The motive power during the first few months

after the opening of the line consisted of horses, each

vehicle being pulled by two animals. No steam-engine
was brought from the East for a considerable time, and

the first locomotive used on the road was a small machine

made by a mechanic of Lexington. The engine tender

was similar to the one made by Isaac Dripps for the John

Bull, and the water hogshead was replenished from wells

near the track at which the locomotive stopped when its

supply ran low. Two timbers stuck out in front of the

boiler, and to each timber was attached a broom made of

hickory splints adjusted to brush the dirt off the rails as

the engine moved ahead. The inaugural trip of the first

locomotive on the Frankfort and Lexington road was in-

tended by the company to be a long-remembered occasion,

and it was. A considerable number of invited guests took

their places on a line of little flat cars built for the event,
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and the brigade moved off in good order, though at a very
slow speed. But when the train was approaching Frank-

fort a snow-storm began, and the engineer could not be

persuaded to continue the journey. He stopped the ma-

317. Gradually a new feeling became apparent in the pictorial comment on col-

lisions and other accidents, and the cartoonists, instead of making fun of

travellers or pedestrians who were killed, suggested that the railway com-

panies find a way to lessen or prevent the growing number of accidents.

That viewpoint was thereafter maintained. A cartoon of about 1850.

chine under a shed to protect it from the inclement

weather, and those passengers who lived in Lexington had

to go back home by some mode of conveyance to which

a snow flurry did not constitute a menace. Although the

first locomotive of the road could move by its own power
and pull a number of cars behind it, it was not a success

and was abandoned. Horses were again employed and

continued in use until a more effective engine was obtained

some time afterward. By the year 1840
1

this railway had
1 According to Tanner's "Description," p. 193.
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been extended in a northwestern direction to the Ohio
River near Louisville, had attained a length of more than

ninety-two miles, and had cost about a million dollars.

The Frankfort end of the road was distinguished for a time

by a pretentious inclined plane no less than four thousand

feet long, by which an elevation of two hundred and forty

feet was surmounted. 1 The breaking of a rope on one oc-

casion, and the consequent drop of a number of cars down
the declivity, with serious consequences, resulted in the

abandonment of the inclined plane and the conquest of

the hill by a more tortuous route.

Although Indiana's first railroad the Madison and

Indianapolis line was not begun until 1836, and not

opened for use over any considerable part of its extent

until 1838, an agitation in favor of railroads had begun in

the state about ten years before. Governor Ray had con-

tended for railed tracks rather than canals in 1827. In

his legislative message of 1830 he had suggested the union

of the Great Lakes with the Ohio River by means of a

railway extending southward from Detroit through In-

dianapolis to Louisville. A year later he again urged
consideration of the subject upon the legislature, and a

committee of that body spent some time in discussing the

practicability of the new transportation device as com-

pared with the value of canals. During this same year
of 1831 many of the people of Indiana obtained their first

sight of a locomotive. It was not a big and practical en-

gine like the Sandusky which weighed four or five tons

but a miniature locomotive then being carried about the

country and exhibited by an enterprising Kentucky show-

man named Joseph Bruen. Bruen moved his little engine
from place to place in a Conestoga wagon, together with

Ubid. p. 193.
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a diminutive passenger car and a few rods of portable

track. When he reached a town of consequence he hired

a man to help him take his railroad out of the wagon, and

then he set it up and put it in operation, charging a small

fee to such of the populace as desired to be moved by
steam. Bruen's migratory railroad was a financial success,

and his locomotive although it really travelled much
further in a wagon than on its own wheels was the first

machine of the sort in that part of the country.

No less than six railway charters were granted by the

Indiana legislature in 1832, and about twenty-five more

were bestowed before the first pretentious steam line

was begun in the state. All these legal preliminaries, how-

ever, resulted in almost nothing. The private companies

organized to carry out the many new enterprises could

secure no capital for their proposed work. Only one of

the roads chartered in 1832 succeeded in laying any tracks

before 1836. The one exception was the Lawrenceburg
and Indianapolis line, which was one-and-a-fourth miles

long,
1 and was opened in 1834 with the usual Fourth of

July celebration. The road had an embankment no less

than ten feet high, another of five feet, and a cut five feet

deep. It also boasted of two curves and two bridges. Its

rolling stock consisted of one car, built at an expense of

$222.12^, and a horse of value unknown. The total

operating expenses incurred on the day of the opening
were $12.62, and the net receipts were $60.00, which sum
was immediately given in the shape of a dividend to the

owners of the road, much to their gratification. As many
as forty or fifty people crowded into the car for each

of its trips, and the horse was found able to draw the load

for a very few yards at the rate of nineteen miles
1 The construction cost was about $1900.
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an hour. Doubtless the highly satisfactory gross receipts

of the day would have been still larger had not the motive

power succumbed to exhaustion. A barbecue also distin-

guished the occasion.
1

More than four years intervened between the auspicious

event just described and the opening of the Madison

and Indianapolis road in 1838. The last-named enterprise

was part of the ambitious but ill-fated scheme of public

improvements upon which Indiana had entered in 1836."

The first part of the line to be built was a section of

twenty-two miles between the towns of Madison and Ver-

non. Some idea of its physical characteristics and in-

tended method of operation may be gained from the

following contemporary statement:
3

"The location & Plans of the road have all been adopted to the

exclusive use of steam as the motive power. Of the propriety of this

there can be no doubt. The cost of the horse path is thereby saved, the

delay and confusion arising from the simultaneous use of both steam

and horse power will be avoided, the character of the road elevated by
the greater dispatch in the conveyance of passengers. ... In the use of

the rail roads constructed by the State it will probably be best for the

State to furnish the motive power, leaving the cars for the conveyance
of freight and passengers to be furnished by individuals or companies,
from whom the State will exact the proper toll for the use of the road,

and for the motive power."

The physical features of the roadbed were somewhat

unusual. Two parallel trenches were dug, and in them

were placed timbers about twelve inches wide and eight

inches thick. Cross-ties were then laid on top of the two

rows of timbers, at intervals of three feet. The cross-ties

were eight inches wide and six inches thick. On top of the

cross-ties were laid T-rails of the type first whittled by
1 These features of the Lawrenceburg and Indianapolis road and of the formal

opening thereof, were contained in a "Report" transmitted by the company to the legis-

lature, dated December 5, 1834, and signed by James Blnke, president pro tern.
2 It was one of the roads chartered as a private corporation enterprise in 1832, but

no work was done by the incorporating company and it became a part of the public
improvement plan undertaken by the state.

3
"Report of the Principal Engineer." December 5, 1S37.
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HOW TO INSURE AGAINST RAILWAY ACCIDENTS.
Tie a couple of Directors upon every Engine that starts with a Train.

318. In course of time the new idea became more pronounced, and by the middle
of the sixth decade the cartoonists, reflecting a slowly formed public

opinion, were bluntly demanding that those in charge of the railways give
heed to the duties resting upon them and administer the lines with more

thought for safety and proper service, or else suffer the consequences of

their negligence and greed. A cartoon of the last-described sort. Date,
about 1858.

Stevens out of a pine stick. The rails were three-and-a-

fourth inches high and came from England, where they

were bought at a cost of eighty dollars a ton.

The locomotive of the road had been made in Phila-

delphia by Baldwin, and had been started to its destination

on a sailing vessel by way of the Delaware River, Dela-

ware Bay, the Atlantic Ocean, the Gulf of Mexico, and
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the Mississippi and Ohio Rivers. It never arrived. The

ship bearing the important mechanism was lost at sea, and

the time for the opening of the road drew near without

anything to open it with. Confronted by this emergency
the directors of the railway sought for. another engine
that might be brought to the scene in time, and discovered

that the near-by Frankfort and Lexington line had a ma-

chine which it was willing to sell. It may possibly have

been the one built by a Kentucky mechanic and brought
to a halt under a shed to protect it from the snow-storm.

At any rate the Madison and Indianapolis road bought
the Kentucky locomotive, and it was somehow taken from

Frankfort to Louisville. There it was loaded on a river

ark, brought up the Ohio River behind a steamboat, un-

loaded on the shore of Indiana, hauled up a hill on the

Michigan Road 1

by a multitude of oxen, and finally placed
in triumph upon the awaiting rails. It was still able to

move on its arrival, and in November of 1838 conveyed
an excursion back and forth over the nine miles of track

then finished. Among the guests of the occasion were the

Governor of the state and many other officials. This event,

rather than the much earlier Fourth of July celebration

of 1834, is commonly reckoned as the commencement
of Indiana's railroad history. Eighteen miles of track

had been completed by April of 1839, and ten more miles

were finished while the enterprise was still under state

ownership. The twenty-eight miles built by Indiana cost

$1,624,603. When disaster overtook the state's public im-

provement plan the road was for a time leased to a private

company which operated it on a percentage basis, but the

lessees were not pleased with their bargain and returned

1 It is a strange incident of history that Indiana's first steam railway locomotive
should have been dragged to the scene of its employment over a highway built by per-
mission of the Indians.
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the railway to the commonwealth. A second transfer to

another company was effected, and finally by state aid the

track was finished to Indianapolis in 1847. The road re-

mained under joint ownership of Indiana and the operat-

ing company until 1852, when the state sold its interest and

enacted a general railroad law under the terms of which

competing lines might be built in opposition to any rail-

roads then existing.
1

The interest displayed by Ohio, Kentucky and In-

diana, and the actual commencement of railroad construc-

tion in those states, had its inevitable effect on Illinois.

At that time the revenues of the state were scarcely suf-

ficient to meet the ordinary expenses of government, yet

the people decided to begin railroad building on a rather

extensive scale. The legislature of 1837 was the one that

framed Illinois' prospective undertaking. Stephen A.

Douglas was a member of the body, and he advocated state

ownership of whatever new traffic routes were built. But

his ideas regarding the extent to which the state should

commit itself in the financing of such works were more

conservative than the aspirations of his colleagues or the

public. Douglas advocated merely the building of two

railways and one canal, together with the improvement
of the Illinois and Wabash Rivers. His plan was rejected,

and in February of 1837 the legislature committed the

state to the creation of more than one thousand three

hundred miles of railroad, together with the improvement
of various rivers and the laying out and improving of

various turnpikes. The works thus proposed called for

the expenditure of more than ten million dollars.
2 No

1 Cottman's "Early Railroads of Indiana" gives much detail concerning the financial,
political and economic history of the Madison and Indianapolis enterprise and other early
roads of the state.

2 Tanner, in his "Description," p. 197, gives the sum as $11,315,099 for the projected
railroads alone.
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319. The railroads of the Mississippi valley and their effect. An early Ken-

tucky railway train. Probably on the Lexington and Frankfort line, which
was begun in 1834. Length of road, 28 miles. Date of engraving, 1837.

important canal system such as had besn undertaken by
New York, Pennsylvania, Ohio and Indiana was begun

by Illinois.

Only one of the railroads authorized by the act of 1837

was actually finished by the state itself. This was the line

from Meredosia to Springfield. Work on several of the

others was commenced, but the financial panic made it

necessary, almost at once, to call a halt in the plan that had

been outlined. Track laying on the Meredosia and

Springfield road was begun in May of 1837. The rails

consisted of timbers to which thin flat strips of iron were

fastened by spikes. A locomotive had been ordered by
the state

1

immediately after the legislative act was passed,

and it was shipped by water, being taken up the Missis-

sippi and Illinois Rivers to Meredosia, which place it

1 From Rogers, Ketchum and Grosvenor, of Paterson.
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reached in September. It was put on the tracks and first

operated on November 8th. The road was finally com-

pleted to Springfield, a distance of fifty-eight miles, in

the spring of 1842.

Meantime a second locomotive, called the Illinois,

had been obtained from the Baldwin works and was in

operation. Trains were run from Meredosia to within a

short distance of Springfield by March of 1842, and a

Springfield newspaper
1

stated that "the cars ran from

Jacksonville, 33^ miles, in two hours and eight minutes,

including stoppages. It is believed that the distance can

be passed over in an hour and a half." It is apparent,

therefore, that the speed then obtained was about fifteen

miles an hour. The schedule on this first railroad of Il-

linois provided for a train three times a week in each

direction.

So scanty was the population served by the road that

it could only be operated at a loss. Several annoying ac-

cidents, doubtless due to the archaic nature of the track,

contributed to the misfortunes of the undertaking. The

engine frequently jumped the rails, and so discouraging
did the whole situation appear that one day, after an ac-

cident, the locomotive was left where it stood beside the

track, and there it remained deserted for many months.

Eventually it was bought by an enterprising individual

who equipped the wheels with tires no less than two feet

in width, and undertook to use it on the ordinary dirt

roads of the neighborhood and across the prairie itself.

The machine did make one overland trip between Alton

and Springfield in its altered shape, but during most of

the journey its deliberate movement was due to the per-

suasion of a yoke of oxen. The tracks it left excited the

1 The "Journal," of March 18.
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amazement of some travellers who came across them soon

afterward, and so interested were they in the strange trail

that they followed it to discover by what sort of creature

it had been made. They found ths locomotive where it

had been abandoned by its latest owner. It was never

again moved from the spot where it had been forsaken

until it was dismantled for the metal it contained.

Even the schedule of three trains a week had been
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abandoned after the final mishap, and the road was no

longer operated. The legislature authorized its sale in

1847, and it was then acquired by eastern capitalists who
altered the course of the line at its western extremity and

opened it again for traffic in 1849 under the name of the

Sangamon and Morgan Railroad.
1

Chicago's first railway was begun in 1848. In that

year the town had a population of some eighteen or twenty

thousand, and a number of business men of the place re-

solved on the building of a railroad which should cross

the northern part of the state to Galena on the Mississippi

River. Construction work was begun in June of 1848 on

the western edge of the corporate limits of Chicago, since

the municipal officials refused to permit the railroad to

enter the city. The men behind the enterprise had in-

tended to use T-rails of the Stevens sort for their road, but

the comparatively slender financial resources of the small

town at first proved more powerful in shaping the physical

character of the roadbed than did the enthusiasm of its

projectors. Despite every endeavor they were unable to

obtain sufficient funds to satisfy their desire for an up-to-

date track, and so they contented themselves with some

old-fashioned and second-hand strap-rails that had

formerly been used and discarded by a railroad in the

East. The rails were shipped by the Erie Canal and the

lakes to Chicago, and there put into place. Next came the

problem of a locomotive, and again the company was

hampered by lack of money. It could not afford to buy a

new engine, so it secured one that had been built by Bald-

1 According to "James
1

Rail Road and Route Book for the Western and Southern
States," Cincinnati, 1853 (p. 55), the road then had its western terminus at the town of
Naples, on the Illinois River, several miles south of Meredosia, and its length had been
reduced to fifty-four miles by the change made in its course.

An article dealing with this early Illinois railway, embracing the incidents here given
and other facts concerning it, appeared in "Potter's American Monthly," July, 1879. Tihe
author was A. A. Graham.
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win in 1836 for the road between Schenectady and Utica,

in New York State. After several years of use by its first

owners this engine had been sold to a new Michigan

railroad,
1

by which it was christened the Alert. The

Galena and Chicago road in turn bought the Alert from

the Michigan corporation, and it was shipped to the third

scene of its diversified labors by lake. When it arrived

at Chicago the company was confronted by another em-

barrassment. Since the local government refused to allow

the road to enter the town, the company found itself in the

possession of a track on one side of the municipality and a

locomotive on the other, with no practical way of bringing
them together. But the authorities modified their op-

position to railways in some degree and finally permitted
the laying of a temporary track from the terminal of the

road to the Chicago River, and by that means the engine,

which was renamed the Pioneer, arrived at its final

home. The other original rolling stock of the Galena and

Chicago line consisted of half a dozen second-hand freight

cars that were also obtained from the Michigan road.

With the equipment so obtained Chicago's first railway

was opened for business, and it was successful from the

start. The excellent showing made by the early operations

resulted in obtaining enough funds to push the road west-

ward to the town of Elgin, which was reached in 1850.

The quaint Pioneer was fortunately preserved after its

period of usefulness was ended, and to-day it reposes safely

in the Field Museum of Chicago where it receives the

veneration of these later generations.
2

Michigan's earliest active interest in railroads was dis-

1 Destined later to become the Michigan Central.
- The "Pioneer" is one of the earliest American-built locomotives that has been pre-

served. Its history, as above outlined, was traced by Angus Sinclair, and told by him in his

"Development of the Locomotive Engine," pp. 362-366.
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played several years before a state government was or-

ganized. In 1832 the Legislative Council of the territory

passed an act creating a corporation known as the Detroit

and St. Joseph Railroad Company. It contained the fol-

lowing provisions:

"Said corporation, hereby created, shall have power to construct a

single or double railroad, from the city of Detroit to the mouth of the

St. Joseph river, commencing at Detroit, and passing through, or as near

as practicable to the village of Ypsilanti and the county seats of Wash-
tenaw, Jackson, Calhoun, and Kalamazoo, with power to transport, take

and carry property and persons upon the same, by the power and force

of steam, of animals, or of any mechanical, or other power, or of any
combination of them."

The act also provided that the road should be com-

pleted within thirty years, and the state reserved to itself

the right to purchase the railway at its first cost plus four-

teen per cent, interest thereon. This road, which finally

came to be known as the Michigan Central, was not be-

gun for several years, but its construction was eventually

undertaken, and by 1840 it was in operation to Ann Arbor,
a distance of forty-four miles.

1

Its western terminus was

later shifted from the point originally specified by the act

of 1832 to a little settlement known as New Buffalo,

located in the extreme southwestern part of the state. New
Buffalo was for a time the western end of the road, and

two steamboats departed thence each day to Chicago. By
the use of these steamboats and the Michigan Central road

in the West, and the chain of railroads through central

New York State, it eventually became possible to travel

from New York City to Chicago in about three-and-a-half

days.

But the first Michigan road was not the one incor-

porated in 1832 and just mentioned. The first railway
1 Tanner's "Description," p. 215. The road was finished in 1849.
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operated in the state was a little road called the Erie and

Kalamazoo, which was thirty-three miles long and ex-

tended from Toledo, in Ohio, to the town of Adrian in

Michigan. A picture of an early and perhaps the first

train on the Erie and Kalamazoo is given in these pages.

It shows an engine named the Adrian, and one of the

most peculiar passenger cars of which any graphic record

has been preserved. In its panels, windows and facade the

car conveys a slight suggestion of the ecclesiastical archi-

tecture of the Middle Ages, and indicates that the germs
of art and originality had already appeared in the region

where the vehicle was built.

The enterprises thus far enumerated tell of the first

westward spread of the railway in the northern states dur-

ing the fourth decade of the century. Wisconsin was still

a sparsely settled territory, and its only internal improve-
ments consisted of a few dirt roads and trails through the

woods. The situation then existing in Wisconsin was

described in 1840, by an authority already quoted, in the

following words: 1 "With the exception of some surveys,

authorized by Congress, nothing has been done in this

section of the United States, in the way of canals or rail-

roads." Numerous other small railways, and several hav-

ing a length of a hundred miles or more, were built and

opened during the fifth decade in the region north of the

Ohio. Cincinnati, which was at that time the principal

city of the Middle West, had its eastward outlet through
a railroad extending northward to Sandusky, where the

east-bound line of travel was reached.

The further spread of railways in the South remains to

be considered. That part of the country, though not so

restless as the North and more sparsely inhabited,
1 Tanner's "Description," p. 220.
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probably did a little more railroad building between

1829 and 1845 in proportion to its resources and popula-
tion than did the North. The early activities of South

Carolina and Kentucky have been outlined. Virginia
was another state displaying considerable enterprise dur-

ing the fourth decade. One of the first iron highways of

the Old Dominion was the Chesterfield Railroad, a line

extending for about thirteen miles westward from Rich-

mond. 1 This road was begun in January of 1830 and

finished during the summer of 1831. It was primarily

designed as an outlet for some coal mines, but also carried

a little local passenger traffic. The Richmond, Fredericks-

burg and Potomac Railroad was thus described in 1840:
2

"It is 61 miles long, and when extended to the Potomac . . . will

be 75 miles long. . . . The superstructure is of the ordinary wooden

rail, plated with iron, in general use in the south, and recommended on

this and most other southern roads by the cheapness of timber and mo-
tives of economy. When the travel on this road, which is increasing

very rapidly, shall have become larger, the company will probably find it

to their advantage to lay down heavy iron rails the whole length of their

road."

Among the further pioneer enterprises of Virginia
described by Tanner were the Petersburg and Roanoke

road, a plate-rail line fifty-nine miles long that had been

built at a cost of eight hundred thousand dollars; the

Greensville road, eighteen miles in length, and others that

gave the state a railway system of more than three hundred

and sixty miles by 1840.

North Carolina chartered the Wilmington and

Raleigh
3
Railroad in 1833, and by 1840 it was in operation

1 Its eastern terminus was really at the town of Manchester, across the James River
from Richmond.

2 In Tanner's "Description," pp. 162-163.
3 Although by the original charter, this road was to extend from Wilmington to

Raleigh, as its name indicated, an amendment to the act of incorporation in 1835 author-
ized it to change the location of its northern terminus. Hence its anomalous name, for as

finally built it did not approach within fifty miles of Raleigh. It was begun in October
of 1S36 and finished on March 7, 1840.
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for a hundred and sixty-one miles between Wilmington
and the town of Weldon on the Roanoke River, where it

connected with the Petersburg and Roanoke road of

Virginia. Another of the early North Carolina roads was

the Raleigh and Gaston, thirty-five miles of which had

been finished by 1840. The Virginia and North Carolina

roads were eventually connected on the south with the

Charleston and Hamburg road previously described, and

on the north with the railways of Maryland, Delaware

and New Jersey, and thus a north-and-south route by rail

along the Atlantic seaboard eventually came into opera-
tion.

Georgia had begun to build two pretentious lines be-

fore 1840. One of these the Georgia Railroad began
at Augusta, at the head of navigation on the Savannah

River. The town of Hamburg in South Carolina lay

directly across the river from Augusta, and Georgia's

early railroad system was thereby linked with that of

South Carolina, since Hamburg was the western end of

South Carolina's first road. The Georgia Railroad by
1845 had reached the northwestern corner of the state and

connected with the early lines of Tennessee. Its first

fifty-seven miles consisted of the familiar wooden rails

topped by strips of flat iron, but throughout the remainder

of its course the road was built, from the first, with

improved T-rails having a weight of forty-six pounds- to

the yard. The other important early Georgia work
was known as the Central Railroad. It began at Savan-

nah and extended to Macon by a rather irregular route

that followed the windings of the Great Ogeechee River.

About eighty miles were finished by 1840, and its entire

length of one hundred and ninety-three miles to Macon
was in use a few years thereafter. Both passenger and
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322. A train on the Erie and Kalamazoo Railway, Michigan, in 1836. The pas-

senger car, which deviates in marked degree from prevailing lines and
was doubtless made in the West, somewhat suggests a large hencoop whose

design was affected by the Gothic influence.

freight trains were in successful operation for a short

distance north of Savannah as early as 1838, and by the

final months of 1839 its passenger traffic had assumed

respectable proportions.
1

No extensive railroad building could take place in

Georgia, Alabama or Mississippi during the period in

which Indian nations owned and occupied large parts of

those states. Georgia was the first of the three common-
wealths to undertake pretentious schemes of the sort

after the Indians had departed into the West, and

Alabama and Mississippi followed her example a few

years afterwards, as did Louisiana also. Mobile and New
1 Tanner's "Description" (p. 176) gives the number of passengers carried by the road

juring the three months ending with Oct. 31, 1839, as 2,310, whose aggregate fares
amounted to $5,244.85. During the same period its freight receipts amounted to $20,232.25.
On the early railroads of the South the passenger traffic during the first few years of
their operation did not constitute so large a proportion of the total business as was the
case on the northern roads.
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Orleans took up the question of rail communication with

the North at a comparatively early day, and were stimu-

lated in their efforts by the enterprise of Charleston and

Savannah. Those two communities became united by rail

with Chattanooga in 1849. Mobile undertook a road

northwestward through Mississippi soon after the de-

parture of the Indians, and New Orleans, by means

of a route through Mississippi that eventually penetrated
Tennessee and Kentucky, finally became connected with

the Ohio valley by an overland line. Mississippi's first

roads, however, were on the west side of the state and

extended eastward from the great river that forms the

western boundary of the commonwealth. The most im-

portant of these were short railways that touched the river

at the towns of Vicksburg, Natchez, St. Francisville and

Port Hudson. Their importance as links in the slowly

developing modern travel system of the country was al-

most negligible until the sixth decade, during which

period the South became still more active in rail in-

stallation. In that decade the hitherto isolated roads of

the South were gradually joined by intermediate construc-

tions, just as the scattered roads of the North were being

similarly connected. Nearly all the early southern rail-

roads followed the example of the Charleston and Ham-

burg line in the matter of gauge, and were five feet in

width.

There were no railways west of the Mississippi River

in 1849, and it was not until the year 1857 that a traveller

could be carried from the Atlantic coast to the Mississippi
River by power supplied by steam locomotives. Cincin-

nati and St. Louis had observed with concern, for about

ten years, the growing importance of the east-and-west

path of rail communication that led from New York by
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way of the Mohawk valley to the south shore of Lake Erie,

and thence through southern Michigan to Chicago. The

two cities accordingly resolved to build a road from the

Ohio metropolis to the growing Missouri town which

should become a worthy rival of the more northern route

when used in connection with the railways that were

approaching Cincinnati from the East. A road had in-

deed been projected between Cincinnati and St. Louis as

early as 1832, during which year a charter had been ob-

tained and some money subscribed. But at that time the

plan failed to command sufficient support and was soon

abandoned. It was revived in 1848, however, through a

charter granted by Indiana, and Ohio's legislature passed

an act in its behalf during the following year. Illinois -

the third state to be crossed by the road gave its per-

mission for the undertaking in 1851. The important link

in the national communication system which grew out of

these three enactments was the Ohio and Mississippi

Railroad. Surveys were begun in 1848, ground was

broken in 1852, and twenty-six miles of rails extending
westward from Cincinnati were in use on April

2, 1854. Then followed a period of financial embarrass-

ment, and it was not until three years later that the line

approached completion throughout its whole length.
1

In the meantime the Baltimore and Ohio Railway had

been slowly progressing westward despite difficulties of

various sorts. It had reached the town of Wheeling, in

Virginia, in 1853. By its use a traveller could then go
from Baltimore to Pittsburgh in forty-four hours, and

could reach Cincinnati by stage-coach in about four days
more. If he were on his v/ay to St. Louis he then crossed

Indiana by stage-coach to Vincennes, whence he pro-
1 It had a gauge of six feet,
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ceeded over the Vincennes-St. Louis stage route on which

periodic overland travel in the interior was first estab-

lished.

Virginia
1 had refused to allow the Baltimore and Ohio

Railroad to enter her territory except on condition that

FROM BALTIMORE TO WHEELING & PITTSBURG,
IN FORTY-EIGHT HOURS ! ! !

BY THIS LINE, PASSENGERS LEAVE BALTIMORE EVERY

-;-': This Road is 91 MIIJGS nearer to Wheeling, Cincinnati, Indianap-
olis, Cleveland, Columbus, Ohio, Kentucky, Michigan, Indiana, Illi-

nois, and Missouri, pleasanter, quicker; and $1 less than any other line ! ! J

JjT A reasonable number of Poundsof BAGGAGE will be allowed all Extra Baggage will

be forwarded for S'l 50 per 100 pounds, and a Receipt givea for its delivery. Apply at the Office,

42 F ;-XI, STREET, P FIX'S POX $T,
To ABRAHAM CUYK, Agent for Stockton, Falls & Co., and Bait, and Ohio R. R. Co.

323. Travel to the interior in 1850. An advertisement issued conjointly by
the Baltimore and Ohio Railroad and a stage-coach company. The railway
did not reach Wheeling until 1853, and previous to that time travellers

transferred to the coaches of Stockton, Falls and Company when they
came to the place where the rails stopped. Thence they continued in the

stages. "Emigrants," in the advertisement, meant Americans moving to

the West.

the town of Wheeling should be made its western ter-

minus. But the Baltimore and Ohio wanted to build

westward by a more direct path, and desired to reach the

Ohio River at a point considerably to the south of Wheel-

ing. Virginia eventually saw she had made a mistake,

and so in 1851 she had authorized the building of a road

from Parkersburg, on the Ohio, that should connect with

the Baltimore and Ohio at the town of Grafton. Such a

road
2 was begun in December of 1854 and was finished

late in 1856. It was practically a direct western extension

of the Baltimore and Ohio, and by mutual agreement
5

1 Which then, of course, also included the present state of West Virginia.
2 It was at first known as the Northwest Virginia Road.
* Under date of December 27, 1856.
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its operation was undertaken by the senior enterprise.

Thus there came into existence a rail route from the At-

lantic to the Ohio River at Parkersburg, while at the

same time another road was being laid down between Cin-

cinnati and St. Louis. Only an iron link across southern

Ohio still remained necessary in the ambitious scheme of

joining the eastern coast and the Mississippi River. The

requisite link was supplied by the Marietta and Cincinnati

Railway, which was also finished in 1856.

The almost simultaneous completion of these three

connecting railroads attracted country-wide attention, and

the three lines themselves decided to cooperate in an

elaborate celebration designed to commemorate the con-

quest of the eastern part of the continent by steam power.
It was resolved to run a series of trains from Baltimore

to St. Louis, making the trip in four days, with pauses
at the principal towns and cities along the way. All the

well-known men of the country were invited to become

the guests of the three railways during the journey, and

many of them accepted the invitation. The letter sent

out by the Baltimore and Ohio road to its invited guests

read thus:

"Sir: The Ohio and Mississippi Railroad, uniting Cincinnati and

St. Louis, will be formally opened on Thursday, 4th of June next. The
Marietta and Cincinnati Road, which connects Cincinnati with the Ohio
River near the western terminus of the Northwestern Virginia Branch
of this company's road, will also be opened on Tuesday, 2nd of June.

"It is proposed to celebrate at the same time the opening of the

branch road of 104 miles in length, which unites the Baltimore and
Ohio line at Grafton (100 miles east of Wheeling) with Parkersburg
on the Ohio (96 miles below Wheeling), and which forms an impor-
tant link in the direct line between Baltimore and Cincinnati and St.

Louis.

"You are respectfully invited to make one of the company on this

occasion, and to participate in the joint incidents and cerernonies attend-

ant upon the trip."
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The other roads issued similar invitations, and the

party which set forth upon the journey consisted of dis-

tinguished business men from all sections of the country,

city officials, editors, governors, members of Congress,
cabinet ministers, and diplomats accredited to the gov-
ernment at Washington. Elaborate festivities marked
the arrival of the trains at Marietta, Chillicothe, Cin-

cinnati and St. Louis. Governor Salmon P- Chase of

Ohio met the excursionists at Marietta, and the address

delivered by him on that occasion contained the follow-

ing passages:
1

"Three distinct periods seem to mark the progress of intercommuni-
cation between the eastern and western western once, but western now
no longer sections of our country. Our fathers were glad to avail

themselves of the Indian trails and buffalo paths on land, and of canoes

and broadhorns upon the water. . . .

"But the days of canoes and broadhorns, of Indian trails and buffalo

paths passed away; steamboats made their appearance on the rivers,

canals furnished new channels of water communication, and turnpikes
and macadamized roads facilitated intercourse by land. Over the Al-

leghanies and westward as far as Springfield, in Ohio, the National

Road was built for the accommodation of the traveller and the emigrant,
and to secure the means of prompt communication in times of peril.

The traveller on this road may still see, standing by the wayside not

far from the city of Wheeling, a simple monument which commemorates
the services of Henry Clay in the creation of this then important bond
and ligament of union between the Atlantic States and the interior.

The monument will crumble, the road itself may be deserted and for-

gotten, but the name of Clay will live while patriotism is honored and

genius finds a shrine in the hearts of men.

"Turnpikes and macadamized roads, rivers and canals still supply

indispensable facilities of intercourse. But a third period has begun.
The railroad and the telegraph now assert their claims to pre-eminence
as the most important means of rapid communication, and the most
beneficial agencies of progress.

"To-morrow you will be received by the Queen City of the gre^t
Central Valley. . . . There a greater wonder awaits you. The
Ohio and Mississippi Railroad, forming still another link of the Amer-
ican Central Railway, stretches away still westward ; and the iron horse,

1 Governor Chase's words, as here quoted, are taken from the text of the speed; i.

Smith's "Book of the Great Railway Celebrations of 1857," pp. 174-176.
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impatient of delay, is eager to bear you on beyond the ancient limits of

the Republic, where the memories of the Crusades and of French empire
and of French civilization are perpetuated by the name of St. Louis.

"There you may pause; but the Railroad, the Locomotive and the

Telegraph iron, steam and lightning the three mighty genii of mod-
ern civilization still press on, and, I venture here to predict it, will

know no lasting pause until the whole vast line of railway shall be com-

plete from the Atlantic to the Pacific. . . ."

In response to the welcome of Governor Chase the

Federal Secretary of State, Louis Cass, made answer.

"Fifty-one years ago," he said, "I represented this county in the

legislature of the State. At that session Fulton and Livingston pre-

sented a petition asking for an exclusive right to navigate the waters

of the State by steam, and offering as a consideration to employ boats

which should be propelled up the Ohio at the rate of four miles an hour.

To us, who had seen nothing descend the river but the unwieldy
flat-bottomed boat, and nothing ascend it but the heavy barges, poled

by almost naked men, and employing six months in a trip from New
Orleans, the proposition seemed so impracticable as to approach the

ridiculous, and unworthy of our consideration, and we wisely rejected it.

And so you see that if the result had depended upon our action, the mag-
nificent enterprise of steam-navigation would not now be startling us

with its grand achievements.

"I have just passed over the railway traversing the mountains divid-

ing the East from the West, a work which Rome never equalled even

in her palmiest days, and during the whole passage my memory turned

back to other days and scenes. I have traversed heretofore the whole
distance from Washington to St. Louis by this route. I travelled on

horseback, and it was a painful journey of many days."
1

Cincinnati greeted the excursionists with congratu-

latory addresses, parades, banquets and a display by the

fire department in Market Square.
2

Cincinnati was the

first American city to employ steam fire engines, and

several examples of the newly invented apparatus were

assembled in the plaza to demonstrate their power by

throwing torrents of water into the air for the edification

of the strangers from the East. During the performance
some firemen lost control of a hose, and the power-

1 Smith's "Book of the Great Railway Celebrations of 1857," pp. 177-8.
Now Fountain Square and Government Square.
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containingful stream was directed into a carriage

Secretary of State Cass and Governor Chase. A con-

temporary picture of the celebration at Cincinnati is

embraced in the pictorial story.

The arrival of the trains at St. Louis, about mid-

night of June 4, was greeted by the thunder of cannon,

324. Cleveland's railway station in 1854. The town then had about 37,000

people, an increase of some 36,000 since 1830. Six railroads, having an ag-

gregate length of nearly 700 miles, already met there, and Cincinnati could

be reached by an unbroken rail journey in nine hours. The trip to Phila-

delphia consumed bi't a day and a night.

the discharge of fireworks and the illumination of the

city. The ceremonies on the banks of the Mississippi

extended over a period of several days, and all the states

and cities of the Middle West sent delegations to express

their gratification at the completion of the work. Dur-

ing the following month official representatives of the

interior states, and delegations from the principal cities

and towns of the Mississippi valley made a return visit

to the East, and were similarly entertained by the cities
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of Washington and Baltimore. On the arrival of the

travellers from the West at Baltimore the mayor of that

city
1 welcomed them by an address in which occurred

the following passages:

"If we go back to the early explorations of Christopher Gist and

Daniel Boone, not a century ago, we find the Indian watch fires burn-

ing upon the sites of what have since become prosperous and thriving

cities. At the time of Wayne's treaty, about the year 1800, the whole

Miami country with the exception of Cincinnati was an undisturbed

wilderness, and at the same period the population of tha* great city did

not exceed seven hundred and fifty inhabitants. In 1828, before the

effect of her internal improvements began to be felt, her white popula-
tion had barely reached a limit of twenty-five thousand souls.

"Until within the last quarter of a century the progressive energies

of our people had scarcely found a vent in those efforts of power and

development which have since resulted in so many stupendous works of

skill and enterprise, which stand forth in every State as enduring char-

acteristics of the age. Steam, gentlemen, is the active agent to which we
are indebted for this new impetus which has been given to the march
of improvement. . . . The voice of the locomotive is heard in the

valleys and upon the hilltops; it has driven before it the redman of the

forest; it has surmounted obstacles heretofore deemed to be impregnable,
and has raised its shout of triumph amidst the repose of centuries."

2

Governor Chase of Ohio responded on behalf of the

West to Baltimore's welcome, and called attention to the

historical relationship which existed between Maryland
and the states of the former Northwest Territory. He
said:

"The very existence of the State of Ohio and her sister States of

the old Northwest, with their present dimensions and institutions, is due
in no small degree to the persistent determination with which Mary-
land, during the Revolutionary struggle and at its close, insisted that

the vast domain west of the Alleghanies was in fact, and of right ought
to be, the common property of all the United States, and not the special

property of any particular State. It was at Cumberland, in Maryland
also, that the great National Road began ; that first practical conquest
of the Alleghanies, forever identified with the name and memory of the

patriot statesman to whom his grateful countrymen are now rearing

1 Thomas Swan.
s Smith's "Book of the Great Railway Celebrations of 1857." Part 2; pp. 62-63. The

Baltimore celebration took place July 18th.
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another monument amid the green fields of his beloved Ashland. And
now you have made us your neighbors, and invited us into your midst

by the great Railroad over which we have come hither.

"No one, Mr. Mayor, who thinks at all of the westward progress

already achieved by the railroads which form this American Central

Line, can help anticipating the time when it shall reach the Pacific.

How many years ago was it that Oliver Evans declared that the child

was already born who would go from Baltimore to Boston in twenty-
four hours? Many then thought him crazy. He only thought him-

self bold. But his anticipation lagged far behind the reality. As I was
borne along, day before yesterday, from our State Capital to this city,

in twenty-two hours, over great rivers and lofty mountains

I thought of Oliver Evans, and wondered how old is now the man who
shall yet go from Baltimore to San Francisco in five days by rail. Per-

haps it was a little presumptuous, but I did actually fancy myself hurled

along, with shriek and puff and clatter, through the defiles of the Rocky
Mountains, across the plains of the Great Basin, under or over the

rugged summits of the Sierra Nevada, until the Bay of San Francisco

flung back under my eye the glances of the sun. I hope, Mr. Mayor, I

shall have the pleasure of meeting you at the celebration of the opening
of the Atlantic and Pacific road, to which I trust the people of Cali-

fornia will invite us all."

With the completion of the steam highway between

Baltimore and St. Louis the Atlantic coast region and the

Mississippi River were connected by rail. After the iron

tracks had reached the great river of the interior valley,

extensive railway construction toward the West paused
for a time as though to gather strength for the final effort

that was destined to carry it for the remainder of the dis-

tance across the continent. Active interest in a proposed
railroad to the Pacific had been visible for more than a

decade, but seven years were still to elapse before the

plans for a trans-continental road were to assume con-

crete form and make its building an immediate cer-

tainty.



CHAPTER XLVIII

GENERAL VIEW OF TRAVEL CONDITIONS EAST OF THE MIS-

SISSIPPI JUST BEFORE THE GREAT OVERLAND RUSH TO

THE FAR WEST A CONFUSING AND CHAOTIC HODGE-

PODGE OF STAGE-COACHES, STEAMBOATS, CANALS AND
LITTLE RAILWAYS ONLY TWO WEEKS REQUIRED FOR

AN EXTENSIVE TRIP IN THE REGION --MORE SYMP-

TOMS OF IMPROPER RAILWAY PRACTISES APPEAR -

FRAUDS COMMITTED ON TRAVELLERS COSTS OF

VARIOUS JOURNEYS AND THE TIME CONSUMED BY

THEM CONDITIONS IN THE SOUTH AND MIDDLE

WEST FROM BALTIMORE TO NEW ORLEANS IN

SEVEN DAYS, BY MEANS OF FIVE RAILROADS, TWO
STEAMBOATS AND TWO STAGE-COACHES, AT A COST OF

$62.50

BY the year 1848 about half of the continental width

had been overrun and permanently settled by the

white race. All that part of the country from the Great

Lakes to the Gulf of Mexico, and from the Atlantic coast

to the western part of Missouri was occupied by estab-

lished communities and an active, restless, rapidly grow-

ing population. Nearly a hundred little railroads, from

five miles to a hundred and fifty miles long were scattered

over the eastern states and a score or more of similar roads

were likewise in actual operation in Ohio, Kentucky,

Indiana, Illinois, Michigan, and the interior common-
wealths of the South. The navigable streams of the East
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were dotted with steamboats, and nearly six hundred

such craft
1 were busy on .the Ohio, Mississippi and

other interior rivers. These were being blown up, burned,
sunk by snags or otherwise destroyed at the rate of a

hundred or more a year, and were being replaced just

as rapidly. A thousand stage-coaches ceaselessly rolled

over the turnpikes between the cities and towns. The
nation's facilities for communication had so multiplied
and increased in excellence that with good luck a traveller

could make any ordinary long journey in a week's time,

and but little more than two weeks were necessary, under

favorable circumstances, in accomplishing the most ex-

tensive trip possible within the limits of the country just

defined.

If a man wanted to wander from upper New England
to the farthest edge of Missouri, for instance, he could get

to New York, Philadelphia or Baltimore by stage-coach
and sailing-boat in four or five days, and to Pittsburgh by

rail, canal and stage-coach in three days more. He could

then reach St. Louis on a steamboat in four days, and by
the end of the second week be nearly at his destination,

having perhaps made the trip across Missouri on horse-

back. Such an expedition was about the most protracted

that could be undertaken at the time within the settled

limits of the country. A traveller could go from Phila-

delphia to New Orleans over the eastsrn route by means

of railway cars and stage-coaches in a week, at a cost of

$94 exclusive of food and lodging, or by way of Pitts-

burgh and the rivers in nine or ten days, for $36. Land

conveyances were popular, notwithstanding the cheapness
of water transportation, because they were believed to

1
According to the list embraced in James Hall's "The West; Its Commerce and Navi-

gation": Cincinnati, 1848.
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325. The completion of each new railroad which extended a little farther

toward the Mississippi was the occasion of a public celebration. Ticket to

a reception given in Meadville, Pennsylvania, in honor of two foreign

capitalists who had helped to build an American railway.

offer the traveller a considerably better chance of getting

to the end of his trip without loss of life or limb. The
countless accidents to river boats caused many people to

avoid them altogether.

The effects of the disastrous panic of ten years before

had disappeared, and the country was prosperous. Fif-

teen or sixteen years of experience with railways had been

sufficient to prove their value, and money was preparing
to venture bravely in the iron highways. An era of ex-

tensive railroad building was about to begin, and many
enterprises of the sort were being organized in every

occupied part of the republic. But there was no more

financial delirium; no new "railroad craze" exciting the

public as a mass. Though the results of the crash of

1837-1838 had vanished its memory still remained as a
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warning, and some of the new highways were planned
and pushed forward in a more practical way than

had characterized similar work in the former period of

inflated credit and wild popular speculation. The bulk of

the people not only saw the urgent need for better rail-

way facilities, but also recognized the need of sanity in

their creation.

At about this time, however, there likewise appeared
the first outward symptoms of an unfortunate condi-

tion that was destined to become much more prominent
as the years went on, and that has injuriously affected the

railway system of the country since the period mentioned.

Although the people as a whole had cast out their

mania and viewed the subjects of railroad construction

and administration with saner eyes, a small but influential

portion of the population did not follow their example.
Those avaricious men who represented, in the economic

and political affairs of their day, the influences which

these later times have come to define as "predatory
wealth" and "special privilege," were beginning to recog-

nize the opportunities that would lie within their grasp
if they could control so vital a portion of the nation's in-

dustrial fabric as the railways were obviously destined to

become. They caught glimpses of the power that would
be theirs if they built, operated and manipulated rail-

ways as gigantic weapons, rather than as agencies of

public benefit which would methodically aid in the crea-

tion of new wealth through the operation of those

processes they were primarily designed to perform.
To characters so warped, and to able minds so in-

clined, the lure was irresistible and the result was sure.

Thus began the extensive practise of building railways
with the object of acquiring money through their con-
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struction rather than by their later efficient operation.

One common method by which this purpose was attained

was for the originators of the enterprise acting as its

directors to award to themselves (separately organized
as a construction company) a contract for the building of

the line, paying to themselves for their work as contractors

the amount obtained for the capital stock bought by the

public. A considerable part of the sum so appropriated
would then be diverted from its legitimate use, and in-

ferior equipment bought with the remainder. Thus the

road would not only start upon its career with a debt

greater than the value of its assets, but would also be com-

pelled to use part of its earnings each year indefinitely

thereafter to pay interest on money never employed in its

creation. In order to meet obligations thus dishonestly

placed upon it, a road so built would be compelled to fix

its rates for service at a higher point than should have been

the case. Out of practises such as these there later grew
the widespread railway habit of issuing large dividends of

new capital stock for which the issuing roads received no

recompense.
1 Such issues still further increased the debts

of the companies, added more interest charges to their

yearly burdens and resulted in additional advances in the

rates they were compelled to charge as the price of their

services.

Another external symptom of the deep-seated disease

which attacked the railways of the country was the

practise, long universally followed by their owners and

manipulators, of granting secret concessions to favorites.

This purpose was achieved through the bestowal of their

service at a reduced price, or for no price at all. Those

who were not so unfairly favored had to bear the burden.
1 A process that eventually came to be called "cutting a melon."
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A third manifestation of the malady sometimes con-

sisted in the dishonest manipulation of railways through
their combination; a process designed to create one big
and new company unit out of two or more small pre-

existing units. Such an operation was often accompanied

by intricate financial practises, obscure to the lay mind,
but which usually had one common result. The new
railroad company thus evolved nearly always found itself

weighed down by a greater debt than the sum of all the

previous debts of its constituent parts, and the amount

represented by the discrepancy was the profit of the avari-

cious ones. The public did not object to the physical
and operating amalgamation of such railroads as were in-

volved in unifications of the sort, for such unions of

previous separate, short and often hostile lines were ex-

ceedingly desirable and advantageous in so far as they
contributed to more expeditious or safer transportation

facilities. In that respect they improved railroad travel

and traffic as much as the removal of a sand-bar and a

thousand snags improved the navigation of a river. But

the people did look askance at the mounting debts, un-

represented by a corresponding increase in assets, and at

the greater annual interest obligations which they had to

pay in the shape of correspondingly larger charges for

service.

And, finally, a fourth symptom of the disease incurred

by the railways through their contact with the special

privilege of former days was their enforced and corrupt
association with the political affairs of the republic, and

of its states and cities.

The possibilities that lay in all these things were

glimpsed at an early period, and tests made by the dis-

coverers demonstrated the soundness of their judgment.
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A long continued carnival of wrong then began, and the

result is familiar history. An unknown fictitious amount

was added to the legal debt of the national transporta-

tion fabric,
1
colossal fortunes were built up by com-

plicated swindle and theft,
2
the public service was cor-

rupted, and private control, maintenance and operation
of railways in the United States finally collapsed as a

consequence of wrong-doing. The existing system of

ownership and control did not contain within itself, or

at least did not display, the elements essential to its moral

rehabilitation and so the Federal government finally

found it necessary to step in and undertake, with respect

to the railroads of the country, those functions which

ordinarily pertain to the ownership and administration of

a legitimate, honestly conducted business enterprise.

Development of the modern traffic system, at the close

of the fifth decade, was not going ahead in accordance

with any comprehensive plan based on a view of the whole

country and its requirements, but was still largely dictated

by neighborhood considerations. The day was passing in

which growth of that broader sort could be planned in

all its features as a coherent, well balanced, continental

undertaking and carried out, in all its ramifications, as the

chief national work. Local impulse had been the original

or controlling factor in a considerable part of such ad-

vancement up to that time.
3 Too much had been done

hastily; too many standards of construction had been used
;

too much rivalry and jealousy had entered as governing
motives into the various projects; too narrow horizons

1 Some approximate idea of the sum may perhaps be obtained, about ten years hence,

through the Governmental investigation lately begun into the financial history and present
physical value of the railroads of the country.

- In which process the manipulation of the stock market was doubtless the principal
factor.

3 Although by no means in all of it. Such enterprises as the National Road and the
Erie Canal had a broader foundation than mere local needs or desires.
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326. The Ohio and Mississippi Railroad was finished between Cincinnati and
St. Louis in 1857, thus bringing the great central river and St. Louis into

uninterrupted rail communication with the Atlantic coast cities. The event
was attended by general popular rejoicing in the Middle West. In Cin-
cinnati the city's fire department assembled in Market Square, as here shown,
and threw water into the air. St. Louis held a big torch-light procession and
fired one hundred guns. The first west-bound train was greeted with
enormous enthusiasm along the way.

had influenced their creation and limited their useful-

ness. The needs of the various parts of the country were

too divergent, or else altered too swiftly, to make it

possible for all the new highways of movement to act in

substantial harmony or be promptly welded into an

economic machine purposely designed to furnish a maxi-

mum of accommodation to the public. The result of these

conditions, under which the modern transportation system
of the country came into being, and by which it was for a

time so unfortunately though inevitably influenced, was

a hodge-podge of facilities originally created with no

thought of their common action for the people's benefit,
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and whose cooperation, when it did exist, was at first

usually compelled by popular demand rather than fore-

seen and voluntarily undertaken. After a few years of mad
scramble in all sorts of construction, and of piecemeal
and unrelated work it had become too late to alter the

conditions brought about by such methods, and the con-

sequences of them were deeply stamped for a long time

on the national life.

The fight by which railroads overwhelmed the canals

and destroyed many of them, instead of recognizing the

ultimate value of the two highways to each other,

was one outcome of the jealousy and shortsightedness en-

gendered by those conditions under which the modern

era in transportation began. So, also, was the similar

hostility manifested for a time by the railroads though
less openly to the improvement of wagon roads and to

river traffic. To-day many of the railways are systemat-

ically, and at large monetary cost, educating the people in

the value of better wagon roads and are even beginning to

suggest the resuscitation of the canal system and its ex-

tension, after the method used by France, in those parts

of the United States to which that process is adaptable.

Nor did the virtual disappearance of the stage-coach,

the curtailment of the canal system and substantial

abandonment of the rivers, mark the end of a period of

jealousy and hostility. After the railways had become
dominant among the country's highways they began to

fight among themselves, and for nearly two generations
failed to rightly gauge their real relationship to one

another and to the national life of which they formed so

important a part. It was not altogether unnatural that

this should have happened, for the railroads were born in

a time of fierce controversy, were compelled to fight for
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their own existence, fell prey to an arrogance born of their

victories, and grew up to maturity during a period when
fraud and trickery in business affairs were looked upon
with more complaisance than is lately the case. Thus

they drifted into the practise of doing unfair and

dishonest things to one another and to the people on

whose good-will their corporate existence and self-

control depended. Many of the errors that they made
and the wrongs they did were, to a considerable extent,

the result of a legacy left to them, and were committed

by men who lived and worked and schemed according
to the standards of a time now outgrown.

The travel conditions that prevailed throughout the

eastern and middle states from about 1840 to 1850 were

confusing and chaotic to anyone who had not purchased
his knowledge at the cost of experience. There were so

many different methods of making any contemplated

journey of length, and so many possible conditions to be

encountered during its progress that the prospective

traveller was often bewildered despite the advice he re-

ceived and the innumerable guide books he read with

regard to the most desirable plan to pursue in reaching
his intended destination. Of public conveyances fiercely

competing for his patronage he sometimes had the choice

of steamboats, stage-coaches, canal boats and railways in

half a dozen combinations; and the advisability of using

any particular combination often depended on matters

or distant circumstances which it was impossible for him

to know in advance. He was only certain of one thing,

namely, that the representative of each line declared with-

out qualification that his company's vehicles were pre-

eminently the most desirable, comfortable, expeditious,
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cheapest and safest. Furthermore, the extension of exist-

ing public travel routes of every sort was going ahead

with such rapidity that no source of advance information

to which an ordinary man might obtain access could safely

be depended upon as an accurate picture of the situations

which he would encounter on his proposed trip.

All those things combined to make possible the prac-

tise of deceptions and frauds on travellers, and the op-

portunities thus presented were in many cases seized by

327. A revival of the old custom whereby taverns issued money. Sample of

the script printed by a Cincinnati hotel for the convenience of travellers

and the local population during the Civil War.

men who were in position to profit by such conduct.

Many of the guide books issued for the information of

travellers contained references to certain deceptions here

outlined and warnings against them, but perhaps none was

more outspoken concerning this phase of the travel condi-

tions of the time than a little volume printed in Boston in

185 1.
1 An extract from this book will give a glimpse at

some of those former elements of travel that sprang from

deceit and misrepresentation rather than from actual

1 "The Irish Emigrant's Guide for the United States." By Rev. J. O'Hanlon.
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physical discomfort. In discussing the subject its author

said :

"Frauds of boarding-house keepers, however, are cast in the shade

by the impositions of forwarding houses and the persons in their employ.
The nature of this business consists in a contract entered upon between

these firms and the owners of steamboats, stage coaches, canal

boats and railroad cars, in which the forwarding houses agree to receive

the tickets of these agents at a stated price, and to transport the holders

and their luggage to places along their route. It will be the object of

the forwarding agents to make as much on the tickets as the purchasers
will agree to pay. This, however, would be the least objectionable fea-

ture in the business, if in all cases other engagements were fulfilled.

But such is seldom the case. Sometimes tickets being [are] furnished to

passengers in New York which profess to run them through to their des-

tination without further charge; these tickets are protested
1

at the first

stage of their route, and various objections made, either as to the mode
of conveyance or the distance agreed on. The headquarters of these

swindling concerns are established at important cities in the interior;

as, for instance, those in the state of New York are principally located

at Albany. Before the Emigrant starts from New York for a Northern
or Western destination, he receives a ticket neatly printed and headed by

engravings of a steamboat, railroad cars or canal boats, with three horses

attached. He is given to understand t*hat on the payment of an ex-

orbitant or a low price, as the case may ; be, at New York, this ticket

will carry him through Albany to a place mentioned ;
whereas the ticket

itself only procures a passage to this latter' city, where it has to be pre-

sented to some agent or company on which it is drawn. If the holder

be supposed to possess plenty of money he is obliged to pay his fare over

again, which he will frequently do, rather than delay or return to

New York to prefer a useless complaint, no evidence being obtained to

substantiate it. .

"Sometimes passengers are promised passage on packet boats on the

canal, and are sent by line boats instead, when [where] they are crowded

together in the hold without comfort or convenience. The following is

the manner in which this deception is practiced in Albany.
The passenger with whom the false engagement is made is transported
from Albany to Schenectady by railroad, a distance of 17 miles, and at

a cost of 50 cents. Once there, the passenger cannot obtain redress, and

is obliged to take up with any means of conveyance offered." 2

The practise of defrauding travellers by means of mis-

representation and extortion grew so rapidly in New York
1 By the transportation companies.
2 The traveller who was proceeding to Buffalo and the West by canal embarked on

his boat at Schenectady. O'Hanlon's "Guide," pp. 53-59.
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during the decade beginning with the year 1841 that

an investigation of the subject was finally undertaken by
the legislature of the state in 1849. This investigation

brought out the fact that all concerns called "forwarding
houses" 1

employed men called "runners" whose business

it was to induce prospective travellers to buy tickets over

the lines they represented. The runner was either paid a

stated salary or else was given any money that he could

obtain in excess of the proper price which should have

been paid by the traveller for his ticket. The effect of this

system on the general public was exposed to the New
York legislators by a witness who testified that the legi-

timate cost of a ticket from New York to Buffalo was

two dollars and fifty cents
;
of which sum the river steam-

boat received fifty cents, the line canal boat one dollar and

fifty cents, and the forwarding house fifty cents. He
further stated that his "runners" represented the cost of

the ticket at five dollars, and that for each ticket thus sold

at double its proper value the runner himself received

two dollars and fifty cents. "I pay the runners at the time

the passenger pays his fare," the witness said. "The ac-

count stands thus: the passenger pays five dollars; from

this deduct river fare, fifty cents; office in New York,

fifty cents; canal fare, one dollar and fifty cents. The
balance of two dollars and fifty cents goes to the runner."

2

Another forwarding agent who testified during the

New York investigation stated that he employed thirty-

six runners whose salaries ranged from ten dollars to one

hundred and sixty-five dollars a week. 3 His total pay-
ments to runners exceeded six hundred dollars a week,

1 The name generally given to those establishments which made a business of seeking
passengers for transportation lines, and which were paid on a commission basis for the
passenger traffic they secured.

2 O'Hanlon's "Guide," p. 55.
3
Ibid., p. 55.
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which amount, of course, represented the sum unduly
obtained from travellers by his representatives. Early
methods of this sort formed the foundation on which was

later systematically erected the widespread plan of

rate-making generally known as "charging all the traffic

will bear."

The four principal travel conveyances of the time

were described by O'Hanlon in his Guide as follows:

"First: Railroad cars. The passengers that travel by the first-class

carriages pay at least double or treble fares,
1 and are, in consequence,

provided with more elegantly fitted cars, lined and cushioned ; the higher

grades of society take passage by them. The second-class carriages

are further removed from the engine, but in other respects their accom-

modations are not so good, being unprovided with cushioned seats and

exposed in summer to flying clouds of dust. . . . The railroad is

a safe and most speedy mode of travel. . . . Sometimes danger is

to be apprehended from a running off the track, which may be out of

repair in places, but an accident seldom occurs through explosion.

"Second: Canal boats. There are two classes of these, the packets
and the line boats. The packets are elegantly furnished, and meals are

served up on board by the owners, but the line boat is only used for

transportation of freight and passengers who find themselves.

"If the latter desire dressed meals they will have to take on board ai

cooking stove and cooking utensils, as it will be found a matter of diffi-

culty to procure use of the apparatus belonging to the boat. Most pas-

sengers, however, prefer the use of cold victuals, and are satisfied to put

up with inconveniences for a few days. There are no berths or beds on

the line boat, as on the packet, so that these necessaries have to be taken

on board. Passengers sleep in the hold of the boat. Travelling by
canal is the safest but slowest mode of conveyance in the United States;

the packet boats, however, have a great advantage over the line boat in

regard to speed.

"Thirdly: Steamboats. These have been termed 'flying palaces,'

and many of them are fitted up in a style of great magnificence. But
the comfort of travelling by them is confined to cabin passengers. State-

rooms, accommodating two persons each, in separate berths, are appro-

priated for retirement by day and for rest at night; ladies and gentlemen
have separate cabins, but dine at the same table, which is set out in the

1 Hardly a proper way in which to state the proposition. The standard fare was the
honest cost of a first class ticket; the cheaper tickets often costing about half the
standard rates represented special ticket prices made to people who were departing from
the Fast to settle in the interior, and which were only good for passage in cars or trains
i f inferior accommodation and quality.
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'social hall,' and stocked with a variety of luxuries. . . . The deck

passengers are immediately under the cabin, and in the hinder part of

the boat. A few berths are fitted up for their reception without bedding.
Provisions must be provided at their own expense, and also a mode of

preparing them. Sometimes numbers are huddled together on board

without having room to move, or stretch themselves out for rest; the in-

conveniences of this mode of travelling can hardly be appreciated with-

out being experienced. It has been truly stated that more accidents by
explosion, burning or sinking of steamboats occur annually in the United

States, and more lives are [thus] lost, than in crossing the Atlantic.

Travelling by steamboats is, therefore, not without its dangers.

"Fourthly: Stage coaches. These are generally more expensive and
incommodious means of conveyance, in proportion to distance travelled,

than any other. . . . The roads over which they mostly run are

so bad that accidents often occur by upsetting, and the passengers are

continually jolted against each other. On some of the remote western
routes they are nothing more than covered cabs, and afford little pro-
tection against cold in winter."1

By the middle of the fifth decade after 1800 the

skeleton of the now existing railroad system of the East

had come into existence, and railway journeys between

most of the principal cities and towns could be performed.
The following summary will sufficiently outline the

principal features of railroad travel as they existed in the

East at that time.

The traveller who left Washington on his way to

Boston was limited to one train a day. It traversed the

forty miles between the national capital and Baltimore

in two-and-a-half hours, for which distance the price of a

ticket was one dollar and sixty cents. Half an hour after

arriving in Baltimore he was enabled to take passage in

another train which carried him to Philadelphia, ninety-

seven miles farther on his way, in six more hours. The
fare between Baltimore and Philadelphia was three dol-

lars. He was compelled to spend an hour and a half in

Philadelphia, from which city he might secure a train that

1 O'Hanlon's "Guide," pp. 72-74.
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conveyed him to New York eighty-eight miles in five

hours. His ticket for this part of the trip cost him four

dollars. Arriving in New York at half past ten at night

he was compelled to wait until the next day before resum-

ing his journey, which began at eight o'clock in the morn-

ing, and he finally arrived in Boston at half past six o'clock

on the second afternoon of his journey, after spending

thirty-five and a half hours on the road. The total of his

transportation expenses was eleven dollars and sixty cents.

The Baltimore and Ohio Railroad was in operation

from Baltimore to Cumberland, which town, one hundred

and seventy-eight miles distant, might be reached from

Baltimore in nine and a half hours at a cost of seven dol-

lars. One daily passenger train ran each way over the

road, leaving in the morning and arriving at its destina-

tion in the evening. If a west-bound traveller was desirous

of continuing onward from Cumberland he there found

a stage-coach awaiting him in which he might proceed
to Brownsville, Pennsylvania, a further distance of

seventy-two miles. At Brownsville he transferred from

his stage-coach to a steamboat and by it eventually reached

Pittsburgh. He had then advanced two hundred and

ninety miles westward from Baltimore at a cost of ten

dollars, and the trip had taken him but thirty-four hours.

So he had travelled by railroad, stage-coach and steam-

boat at the rate of almost nine miles an hour. If he took

the National Road on arriving at Cumberland, and

journeyed west by stage-coach he reached Wheeling
thirty-six hours after leaving Baltimore, having paid
eleven dollars for a ticket which had entitled him to

travel three hundred and eight miles.

If the traveller desired merely to go from Baltimore

to Philadelphia, and proceed no farther, he had the
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DEPOT OF THE 1U.1SOIS AND THE MICUWAS CENTRAL K.UUUUD8.

330. A train entering the Chicago railway station of the Illinois Central and

Michigan Central roads. Date, 1857.

choice of two trains, one leaving at nine o'clock in the

morning and the other at three o'clock in the afternoon.

Either one would convey him to his destination in six

hours. This was the daily service offered to the public by
the Philadelphia, Wilmington and Baltimore Railroad,

whose length was ninety-seven miles.

The journey from Philadelphia to Harrisburg, a

distance of one hundred and seven miles, might be made
in about seven hours at a cost of four dollars. To ac-

complish this trip the traveller used the Columbia and

Philadelphia Railroad for seventy miles, and the Harris-

burg and Lancaster Railroad for thirty-seven miles.
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Passenger travel between New York City and the

numerous near-by towns of New Jersey had increased to

such an extent that several trains each day moved back

and forth over the New Jersey routes. There were three

daily trains between Jersey City and Paterson on the

Paterson and Hudson Railroad, and the distance of seven-

teen miles between the two towns was frequently covered

in less than one hour. A ticket cost fifty cents.

West-bound travellers leaving New York City for

Newark, Elizabethtown, New Brunswick and Trenton

had the choice of two daily trains, one departing at nine

o'clock in the morning and the other at half past four in

the afternoon. This rail route extended through to Phila-

delphia from Jersey City. It was composed of three lines,

the first being the New Jersey Railroad, thirty miles long,

between Jersey City and New Brunswick; the second be-

ing the New Brunswick and Trenton Railroad, twenty-

nine miles in length; and the third being the Philadelphia
and Trenton Railroad, which was twenty-eight miles

long.

No less than eight passenger trains a day ran each

way between New York and Newark, in New Jersey,

and the price of a ticket between the two cities had been

reduced to twenty-five cents. All those passengers be-

tween New York and the near-by New7

Jersey towns who

bought their railroad tickets at the regular offices of the

companies were presented, free of cost, with ferry tickets

which entitled them to cross the Hudson River without

extra charge.
The Erie Railroad, which still had to maintain its

eastern terminus at a point on the Hudson River about

twenty-four miles north of New York City, had been

completed for seventy-seven miles of its length to the
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village of Middletown. A traveller desiring to use the

Erie road embarked on a steamboat at New York, was

conveyed to the eastern terminus of the road in an hour

and three-quarters, and in three hours more he was in

Middletown, a hundred miles from the big city where his

journey had begun. His ticket had cost only one dollar

and twenty-five cents.

If a traveller desired to journey northward from New
York to Albany he had his choice of two stage-coach
routes one on each side of the Hudson River or he

could go up the river on a steamboat and reach Albany
in about fourteen hours. He might then proceed still

farther northward from Albany, by means of the Red
Bird line of stage-coaches, which ran all the way to

Montreal in Canada. The running time of the stage-

coach between Albany and Montreal was forty hours,

and the price of a ticket from New York to Montreal

was sixteen dollars.

A through line of railroad no less than two hundred

miles long
1 extended from Boston, in Massachusetts, to

Albany, in New York, by means of which a man might
be conveyed between the two cities in eleven or twelve

hours, at a cost of five dollars. On this much travelled

route two trains moved daily in each direction. One of

them, however, stopped all night at Springfield, in Massa-

chusetts, and passengers by it were about eight hours

longer in making the trip than those who embarked on

the cars that courageously refused to pause because of

darkness.

The numerous little railroads which had been built

with a generally east-and-west trend through central New
1
Consisting of the Boston and Worcester Railroad, forty-four miles; the Western

Railroad, one hundred and eighteen miles; and the Albany and West Stockbridge Rail-

road, thirty-eight miles.
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York State had finally been physically united, and it was

at last possible to go from Albany to Buffalo in rail-

road cars as well as by canal.

On the Erie Canal there were still two daily lines of

packet-boats running between the same towns, on either

of which a passenger might be carried the whole distance

at a cost of five dollars and fifty cents. If he ate the meals

furnished by the boat he paid two dollars in addition.

The time between Albany and Buffalo by canal packet
was about five days. On the Erie Canal line-boats ths

cost of travel was one cent, or a little more, a mile.

But it should be borne in mind that when paying the

cheaper of these two rates the traveller furnished his own

provender and bedding.
A passenger on the Great Lakes was transported from

Buffalo to Detroit for four dollars, and he was charged
four dollars in addition for a cabin and his meals if he

chose to avail himself of the bed and board furnished by
the vessel. The lake boats made special rates to families,

and five or six people moving as one party, together with

all their domestic and household goods, could obtain pas-

sage from Buffalo to Detroit for twenty dollars.

On Ohio River steamboats during favorable stages

of water the fare from Pittsburgh to Cincinnati was one

dollar; to Louisville one dollar and a half; and to St.

Louis, two dollars.

From Baltimore to Pittsburgh, by canal and railroad,

the charge was about five dollars, with one hundred

pounds of baggage free of cost. In journeying from

Philadelphia to Pittsburgh the traveller paid from three

to four cents a mile while on the canal and six cents a

mile on the railroad.

The long trip from the eastern states to St. Louis by
1118
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way of the Erie Canal and the lakes cost about fifty dol-

lars, including meals and all other necessary expenses. If

the same journey was undertaken by means of line-boats

on the canal, and without either cabin or meals while on

the steamboats, it could be performed for twenty or

twenty-five dollars. The passage by river from New
Orleans to St. Louis, a distance of more than eleven

hundred miles, cost about eighteen dollars.

The succeeding table will show the length, the means

of conveyance and the cost of typical journeys through
the Middle West and the South during the same years:

1

THE JOURNEY FROM Chance "51^ Cost

Philadelphia to Pittsburgh Stage-coach 300 $15.00

Philadelphia to Baltimore Stage-coach 128 3.00
Baltimore to Wheeling Stage-coach 271 12.00

Pittsburgh to Wheeling Stage-coach 59 4.00

Wheeling to Columbus Stage-coach 140 8.00

Columbus to Cleveland Stage-coach 177 10.50.

Columbus to Cincinnati Stage-coach 110 6.50

Cincinnati to Lexington, Ky Stage-coach 76 4.50

Indianapolis to Madison, Ind Stage-coach 86 4.00

Lexington to Louisville Stage-coach 75 4.20
Louisville to St. Louis (Via Vincennes) Stage-coach 276 15.50

Louisville to Nashville, Tenn Stage-coach 180 ' 12.00

Richmond, Va., to Knoxville, Tenn Stage-coach 444 28.50
Baltimore to Richmond, Va Steamboat 378 10.00

Nashville to Memphis Stage-coach 224 15.00

Augusta to Montgomery Stage-coach 300 18.50
Tuscaloosa to Mobile Steamboat 676 12.00

Montgomery to Mobile Stage-coach 180 12.00

Mobile to New Orleans Stage-coach 160 12.00

St. Augustine to New Orleans Stage-coach 600 35.00

Boston or New York to New Orleans (includ-

ing meals) Sailing packet 40.00 to 50.00

By the year 1848 the building of railroads had gone
ahead to such an extent that their use whenever such

use was possible had resulted in a material decrease in

the time required in journeying from the East to the

interior. The following table will indicate the ad-

vantage, in point of speed, derived through avail of those

1 The tables are compiled from information contained in "The Immigrant's Guide and
Citizen's Manual." By I. W. Warner. New York: 1848.
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railroads already extending toward the West or in opera-

tion there:

THE J

New York
New York
New York
New York
New York
New York
New York
New York
New York
New York
New York
New York
New York



THROUGH LINE

From New York via Baltimore

>t1oras attir tb

1,

2,

3,

4.

5.

6.

Is formed by the following

FIRST CLASS EOADS:
-New Jersey, and Camden & Amboy,

From NEW YORK to PHILADELPHIA 87 miles.

-Philadelphia,Wilmington& Baltimore,
From PHILADELPHIA to BALTIMORE 98 miles.

-The Baltimore & Ohio,
375 miles from BALTIMORE and 390 from WASHINGTON
CITY to BENWOOD JUNCTION; (379 to Wheeling Termi-

nus,) or 383 from BALTIMORE to PARKERSBURG, on the

Ohio River, 96 miles below Wheeling.

-The Central Ohio,
From BELLAIRE (opposite Benwood Junction) to COLUM-
BUS 137 miles; or by MARIETTA ROAD horn Marietta,

(12 miles above Parkersburg,) 200 miles to CINCINNATI.

-The little Miami,
From COLUMBUS to CINCINNATI 119 miles.

-Ohio & Mississippi, (Broad Guage,)
From CINCINNATI to ST. LOUIS 340 miles.

tLc following pages will be found the details of these several Roads', pre-
pared by their officers respective!}'.

332. The joint advertisement of six railways, in 1857, announcing that by their

combined routes, over a distance of 1,156 miles, rail communication had
finally been established between New York City and St. Louis.
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size than many of those in the North, often rivalled them

in the matter of their appointments.
The man who desired to journey from Baltimore to

New Orleans 1
in the most expeditious manner went by

rail to Richmond, in Virginia, which he reached in ten

and a half hours at a cost of six dollars and sixty cents,

after a trip of one hundred and sixty-eight miles. Thence

he proceeded, also by a series of railroads, to Wilmington
in North Carolina, where he arrived twenty-one hours

after departing from Richmond, having left two hundred

and fifty more miles behind him. The fare for this part

of his expedition was eight dollars and forty cents. He
next embarked on a steamboat on which he reached

Charleston, in South Carolina, one hundred and seventy-

five miles farther on his way, after sixteen additional

hours of travel. His steamboat ticket had cost him six

dollars. He travelled from Charleston to Augusta, in

Georgia, by railroads, thus advancing one hundred and

thirty-seven miles in eight hours, and at a further cost

of six dollars. Another railroad trip conveyed him over

the one hundred and seventy-two miles between Augusta
and Atlanta, demanded six dollars and fiftv cents more of

./

his money, and twelve hours more of his time. At Atlanta

he deserted the railroad for a stage-coach in which he

finally attained the town of Chehaw, in Alabama. His
fare in the stage-coach was twelve dollars and the time he

spent in the same vehicle was twenty-four hours. On
reaching Chehaw he shifted back to a railroad again and

so came to Montgomery, in Alabama, after a short

ride of about three hours, for which he paid two dollars.

Again he was compelled to change his method of con-

1 The information on which the itinerary here 9utlined is based is to be found in
uide between Washington, Baltimore, Philadelp

New York: Published by J. Disturnell; June, 1846.
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veyance, since the long jaunt of two hundred miles be-

tween Montgomery and Mobile still had to be made by
means of stage-coach travel. He arrived at Mobile in

thirty-six hours, somewhat shaken in the matter of his

bones, and ten dollars poorer in pocket. Here he

escaped the overland bouncing of railroad car and stage,

exchanging them for the possibility of steamboat ex-

plosion while he voyaged by water over the one hundred

and seventy-five miles that still separated him from the

big city on the Mississippi. He reached New Orleans

at last after an additional outlay of five dollars, and six-

teen hours spent on the boat.

The total distance he had traversed in going from

Baltimore to New Orleans was some one thousand four

hundred and sixty miles, and his expenditure in trans-

portation charges was sixty-two dollars and fifty cents.

The time which had elapsed since he left Baltimore was

about seven days. A man who made the trip here out-

lined, during the year 1846, was compelled to use five

railroads, two steamboats and two stage-coaches. His

average rate of progress by means of all the nine con-

veyances required in carrying him to his destination, dur-

ing the week he spent on the way, was about eight and

three-quarter miles an hour.

By the year 1845 the states of the Middle West were

rapidly becoming dotted with numerous little railroads,

and by the first years after 1850 the facilities for railroad

travel in that region closely resembled the similar op-

portunities that had existed in the eastern states some ten

or fifteen years before. In other words it was then pos-

sible, in western Pennsylvania, Ohio, Indiana, Illinois,

Michigan, Kentucky, Tennessee, and other near-by states,

to move between some of the principal cities and towns
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by means of the new system of transportation. The fol-

lowing compilation
1
will somewhat indicate the degree

of advancement which had been reached in the common-
wealths mentioned with regard to the possibilities for

railroad and other travel. These journeys could then be

made at the costs of time and money indicated:

FROM P' 5
-

1?"in Miles

Cincinnati to Cleveland2 254
Cincinnati to Chicago

3
571

Cincinnati to Indianapolis 177

Cincinnati to Springfield, 111.* 394
Cincinnati to Charleston, S. C.

5
919

Chicago to St. Louis 407

Indianapolis to Cleveland 431

Louisville to St. Louis 570

Louisville to Chicago 977

Nashville, Tenn., to Chicago 844

Lafayette to Indianapolis 63

Detroit to Chicago 277

Atlanta to Chattanooga 140

Macon, Ga., to Atlanta 101

Savannah, Ga., to Macon 191

Approximate
Time

Consumed

11 hours
30 hours
9 hours
about 30 hours
5 or 6 days
24 hours
about 30 hours

by steamboat
3 days
3^ days
4 hours
12 hours
10 hours
8 hours

16 hours

Cost of

Journey

$7.00
11.00
4.00
14.00
35.20
7.00
11.00
18.00
17.00
17.00
3.85

7.00
4.20
4.00
5.75

Such broadly speaking were the facilities for hu-

man intercourse between separated communities east of

the Mississippi just before the memorable days of 1848

and 1849. Pioneer life and crude national conditions in

that part of the land were forever gone, to be there sup-

planted by another and no less absorbing phase of history

having to do with the groping of its people through the

pioneer experiences of a newer and more complex social

life. And now we turn our gaze to observe those few final

years so crowded with cyclopean themes wherein were

encompassed the remaining events that completed the con-

quest of the continent.
1 Based on information to be found in "James' Rail-Road and Route Book for the

Western and Southern States." Compiled by J. Griswold. Cincinnati: 1853.
2 By means of the Little Miami Railroad, length 64 miles; the Columbus and Xenia

Railroad, length 55 miles; and the Columbus and Cleveland Railroad, length 135 miles.
3 Price of ticket by way of the Lakes, $6.50.
4 From Terre Haute, Ind., to Springfield, the traveller went by stage-coach.
6 By river, stage-coach and railroad.






















